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WE WONDER, TOO! 

Under the caption, “We Wonder, Too,” the May 14 
“clip sheet for editors,” put out by the Great Lakes-St. 
Lawrence Tidewater Association, in support of the St. 
Lawrence Canal project, prints a letter from someone 
not identified by name or location, but who, presumably, 
lives in the Northwest, showing the net operating 
income of the railroads of the country by regions for 
the first two months of this year. The Northwestern 
region earned only 1.60 per cent, while the next lowest 
region earned 4.42 per cent. The writer of the letter 
comments: “I wonder what, in part, ails our part of the 
country.” The editor of the “clip sheet” answers this 
question as follows: 

Something more serious than seasonal tonnage movement. 

The answer is, underdevelopment of the territory these roads 
traverse—the marooned interior of the United States—an_ under- 
development due to the fact that transportation charges to the con- 
suming markets of the world are so high that progress is throttled. 

The St. Lawrence seaway would relieve this situation by giving 


the shipper lower rates, the producer more money, and the railroads 
the increasing business that development and prosperity brings. 


Our own wonder is at the complacency of such an 
answer and that so many people, apparently, are con- 
vinced by such arguments, so Brisbanian in character. 
If you are for a thing, then any condition that is un- 
satisfactory is due to the absence of the thing you ad- 
vocate and may be cured by adopting it. It is news to 
us that the plight of the railroads in the Northwest is 


is interesting to know that the St. Lawrence Canal 
would be the proper remedy. 

It may be rather a technical criticism of an editorial 
colleague, but we wonder also why, since the editor of 
the “clip sheet” is so positive in his answer as to the 
reason for the railroad situation in the Northwest, he 
expresses in his headline his wonder at that condition. 
Perhaps he convinced himself while he was writing and 
then forgot that he was in doubt when he started and 
so neglected to change his headline. 


RAILROADS AND WATERWAYS 

We have had occasion several times in these columns 
to criticize railroad executives for their attitude of silence 
and even, sometimes, of actual encouragement, toward 
schemes for inland waterway development, our idea be- 
ing that they, especially, should insist on a conclusive 
demonstration of the need of such developments since, 
if they are ill advised, they are not only a public waste 
but likely to be particularly damaging to the railroads, 
being set up by government aid as artificial competition 
with the rail carriers. 

Whatever may be true as to his public attitude now 
or in the past, E. E. Loomis, president of the Lehigh 
Valley Railroad Company, separates himself from the 
class of railroad executives we have been talking about, 
at least as far as his private views are concerned. There 
has come to our attention a letter he wrote last August 
to General Herbert Deakyne, assistant chief of engineers 
of the War Department, with special reference to the 
proposed Great Lakes-St. Lawrence Canal. This letter 
contains so much that ought to be said that we are pub- 
lishing it herewith: 

I have your letter of August 14th advising that a Board of Engi- 
neer Officers of the War Department is studying the matter of a 
Deeper Waterway- between the Great Lakes and the Hudson River. 
In this connection, I note you credit “various persons in public and 
private life” with predicting that within the next twenty-five years 
the population of the United States may be expected to increase by 
some forty million and that by the time such a condition arrives the 
railroads will be unequal to the demands which will be made upon 
them. To meet such a situation, government construction of a 
waterway between the Hudson and the Lakes is urged, even though 
present traffic available for such a waterway would not justify it. 
I appreciate your request for my views on this subject and am glad 
to give them to you. 

House Document No. 288, Sixty-Ninth Congress, first session, 
contains a thorough and conclusive discussion of the need or justifica- 
tion for this proposed waterway. This report, in the making of 
which, I note, you were the senior member, in my mind is of out- 
standing importance. It disposed of the question of the present need 
of such a waterway in positive fashion and I am glad to note that 


you are continuing the study with a view to replying to those who 
argue for a waterway as a future need, because, I believe, it assures 
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a careful and unprejudiced view of a question in which self-interest 
all too often has governed the thoughts of those expressing an opinion. 
While I regard the prediction of an increase of forty million in 
pulation in the next quarter of a century as somewhat optimistic 
due to immigration restrictions, it may be admitted for the sake of 
argument. As to its corollary that in the event of such an increase the 
railroads will be unable to meet the demands upon them, I believe 
this is entirely incorrect and cannot have come from persons with a 
knowledge of existing transportation conditions. 

Our carriers have never had their facilities used to the fullest. 
It is true that at times we have had congested terminals or a shortage 
of cars, but in every instance this situation has come about as a sudden 
emergency in a peak movement and subject to quick correction through 
intelligent co-ordination of facilities, such as has been effected in 
recent years under the direction of the American Railway Association. 

I think it is a conservative statement that the carrying capacity of 
the railroads of this country could be increased from twenty to twenty- 
five per cent without additional capital expenditures and the percent- 
age of increase that is possible through the enlargement of terminals, 
construction of additional tracks and some new equipment at com- 
paratively small outlay of capital is beyond estimate. 

Furthermore, it must be realized that American railroads are 

steadily increasing the efficiency of their operation. Heavier loading 
of cars, movement of greater tonnage in trains, more speed between 
terminals, all tend to make it possible for the carriers to handle a 
larger volume of business with their present facilities and it is not a 
rash prediction when one says that this may be expected to grow 
year by year. 
"What I say about the railroads of the country, as a whole, ap- 
plies particularly to the East, which may be regarded as principally 
under discussion in connection with the pending agitation for the so- 
called “All-American Waterway” or any of the alternatives which have 
been suggested. The Eastern carriers, I believe, are ahead of the 
others and this section enjoys transportation facilities greatly in 
excess of its actual needs. 

Aside from the ability of the railroads to meet the demands made 
upon them as the population of the country expands, I think your 
board will find it worth while to give careful consideration to whether 
waterway development, and particularly that of artificial waterways, 
is economic or promises any measure of relief in a situation where a 
nation or a section is confronted by a shortage in transportation. 

Proponents of waterways lay great stress upon the alleged cheap- 
ness of the transportation they offer. The proverbial slowness of 
movement is passed over. The complete change in the buying habits 
of this nation as a result of the prompt and dependable service the 
railroads have developed in recent years is entirely ignored. The 
savings that business has made due to the fact that it is no longer 
necessary for merchants to carry great stocks on their shelves and in 
their warehouses or manufacturers in the quantity of raw materials 
they must have on hand, have obtained little or no consideration from 
those who see in “more waterways” a solution of such economic ills 
as may remain. 

Again, the lack of flexibility in the service of the waterway carrier 
receives no attention. A manufacturer or merchant using railroad 
service, in most instances, may have the railroad right in his plant 
through an industrial siding and the number of sites affording this 
service are almost limitless. On the other hand, the waterway spur 
is practically unknown and is obtainable, if at all, only at enormous 
cost. Use of the waterway thus entails a trucking charge in almost 
every instance. 

But the greatest cost in waterway service is the constant drain 
upon the resources of the state or nation responsible for it. Private 
capital, long ago lost interest in developing canals and today the private 
owner of boats on inland waterways generally expects some form of 
government subsidy to help him keep it in operation. 


_ Government costs, generally, are ignored in figuring the rates 
for handling freight shipments via waterway. Only the actual freight 
rate is considered and the enormous taxation necessary that interest on 
the millions spent in construction and the other millions necessary for 
maintenance may be met receives little or no thought. This taxation, 
of course, falls equally, or should fall equally, upon all classes of citi- 
zens, while the shipper pays only a small proportion of the amount 
he should assume. In New York State, we have seen the Barge 
Canal handle only 2,344,013 tons of freight in 1925 and it cost the 
taxpayers of the state the staggering sum qf $10,573,000, or at the 
rate of $4.51 per ton. It is not surprising in these circumstances that 
the Superintendent of Public Works of the State should have declared 
that the State would have saved money if it could have abandoned the 
canal and itself paid the railroads to handle the canal’s tonnage. 
Another favorite argument of the proponents of waterways is that 
they serve to keep down freight rates. There was a time possibly 
when the service offered by inland waterways forced railroads to hold 
their competitive rates at a definite point lest they lost their busi- 
ness, but that time has long since gone. The Transportation Act 
of 1920 provides a method for rate making for the rail carriers and 
they no longer have the right or the opportunity to adjust their tariffs 
when a competitor appears to be cutting in on their business. Section 
15-a of the Act provides that the Interstate Commerce Commission 
shall fix rates which will yield the carriers a fair return upon their 
investment and nothing is said about meeting competition of any sort. 
hey are even prohibited, except by the express permission of the 
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Commission, from charging a less rate for a longer distance than for 
a shorter one in the same direction, the celebrated long and short haul 
clause, in order to meet waterway competition of any sort. 

Many have entertained the idea that the New York Canal is an 
important rate factor and we have even seen a legislative commission 
of this state assert that it had saved the people some $50,000,000 
through its force in keeping down freight rates, emphasizing grain 
particularly because of the preponderance of this traffic on the canal. 
The authors of this theory, apparently are anxious to see only this 
point of view and chose to ignore the fact that rates via Montreal 
and the Gulf ports, the real competitors of New York in the move- 
ment of grain, are the governing factors in fixing rates to this point. 

In your study of this problem, may I call your attention to two 
recent pamphlets of the Bureau of Railway Economics on the New 
York Barge Canal? These have to do particularly with rates and 
compare transportation costs by rail and canal. It is shown that 
freight handled over the canal costs an average of 3.48 cents per ton 
mile as against an average cost of 1.1 cents per ton mile on the principal 
railroads between New York and Buffalo, the latter including railroad 
revenue on the higher paying merchandise freight, which is not han- 
died at all via the canal. 

It seems remarkable at this late date to find waterway advocates 
still urging the expenditure of vast sums of public moneys on this 
account. Failures on the Mississippi River, the New York State 
Barge Canal and elsewhere, as well as the experiences of European 
countries, despite the big differences in operating conditions there in 
favor of waterway operation, seem to have had no effect. The monu- 
mental study of this problem by Prof. Harold G. Moulton, director 
of the Institute of Economics, at Washington, entitled “Waterways 
versus Railways,” particularly the revised edition of 1926, tells a story 
which seems almost unanswerable,—how plans for waterway develop- 
ment, always subject to the severe physical handicaps, which compel 
suspension of navigation for at least four or five months in the year, 
and other limitations which make speed impossible, as against the vast 
and continuing improvements in railroad construction and operation, 
the advancement of the highway for freight carrying purposes and the 
almost virgin field of aerial transportation are quite beyond compre- 
hension. 

It seems proper that I should say here that the views I express 
are in no sense colored by my interest in railroads. As I have inti- 
mated in discussing the question of rates, railroads are not disturbed 
in the least by canal competition but we are seriously affected by 
the steadily mounting item of taxation. In New York State the rail- 
roads paid $23,300,000 in taxes in 1923, a large portion of which, un- 
doubtedly, went toward meeting the item of nearly eleven million dol- 
lars expended for maintenance and fixed charges on the Barge Canal. 

I have refrained from discussing anything more than the trans- 
portation side of this question largely, avoiding the purely physical 
angles because of the thorough way in which you and your associates 
have already examined them. 


ACQUISITION OF SHORT LINES 

Much has been said before the Commission and else- 
where by representatives of short line railroads as to 
the attitude of main line railroads toward acquisition of 
short and weak lines. The large railroads, in connection 
with their unification plans, have been charged with 
failure to take into consideration the short and weak 
lines and with a purpose to avoid, if possible, the taking 
over of such lines. In view of the position taken on 
the short line question by W. J. Harahan, president of 
the Chesapeake and Ohio, in the hearing on the applica- 
tion of the Chesapeake and Ohio to acquire stock control 
of the Erie and Pere Marquette railroads, however, it 
would appear that the short line representatives should 
hereafter except the Chesapeake and Ohio in their state- 
ments as to the attitude of main lines. 

Mr. Harahan submitted what appeared to be a fair 
proposal with respect to acquisition of short lines. After 
indicating that the Chesapeake and Ohio had followed a 
liberal policy in acquiring short lines, Mr. Harahan said 
the policy of that company, if and when unification of 
the Chesapeake and Ohio, Erie, and Pere Marquette 
was brought about, would be to consider each individual 
short line and acquire it, if it seemed desirable to it to 
do so. In cases in which the company deemed there were 
compelling reasons why it should not acquire a line, he 
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said, the company would submit to the Commission fort least twenty days before any hearing thereon, stating the cause 


determination, first, the question of whether the line 
should be continued in operation, and, second, if the 
Commission held that it should be operated and that it 
should be allocated to the Chesapeake and Ohio system, 
the company would endeavor to reach an agreement with 
the owners of the line as to acquisition or operation. If 
an agreement could not be reached in that manner, he 
said, the company would submit the matter for arbitra- 
tion under the federal arbitration act. This seems to us 
a fair proposal and one that, if adopted generally, would 
go far toward removing the differences between the short 
lines and the main lines in unification proceedings. 





TRAFFIC PROFESSION REGULATION 


A bill to regulate the traffic profession in Alabama has been 
prepared, and Senator W. T. Brown, president pro tem., of the 
Alabama Senate, has agreed to introduce and handle it. The 
text of the bill is as follows: 


A bill to be entitled an act to regulate the practice of the pro- 
fession of traffic expert by creating a state board of traffic examiners, 
fixing its fees and emoluments; to prohibit the unlawful use of the 
words, letters or other means of identification by unauthorized per- 
sons as certified traffic experts under this act, and to provide pen- 
alties for the violation of its provisions. 


Be It Enaced by the Legislature of Alabama. 


Section 1. That any citizen of the United States, residing or 
having a place of business in the state of Alabama, or who is con- 
nected with any corporation, firm or association doing business in 
this state, being over the age of 21 years, of good moral character, 
and who shall have received from the state board of traffic ex- 
aminers a certificate of his qualifications to practice as a traffic ex- 
pert shall be styled or known as a certified traffic expert, i. e., one 
who is skilled and experienced in the rates, fares, charges, rules, 
regulations, classifications and practices of common carriers and in 
the governmental system of regulating the same, and it shall be un- 
lawful for any other person to assume such title or use any letters, 
abbreviations or words to indicate that such a person using same 
is a certified traffic expert. 

Section 2. That within 60 days from the passage of this act the 
governor shall appoint one person who shall be a reputable attorney 
at law and one person who shall be licensed as a certified public ac- 
countant to serve on the first state board of traffic examiners for 
a term of one year only, or until their successors are appointed and 
qualified. The secretary of the Alabama Public Service Commission 
shall constitute the third member of said board and shall hold office 
for a term of one year, or until his successor is = and quali- 
fied. At the expiration of the terms of the members of said board, 
the governor shall appoint their successors to serve for terms of two, 
three and four years, respectively, or until their successors have been 
appointed or qualified. Two of said members shall be appointed from 
the list of certified traffic experts, if such list contains a sufficient 
number for that purpose, and the third member shall be a reputable 
licensed attorney at law of this state. In the event that the said list 
of certified traffic experts does not contain a sufficient number of 
names, then the governor may select the additional members from 
the list of licensed attorneys at law or certified public accountants 
of this state. Said board shall be continued in like manner there- 
after. Within fifteen days after their appointment the members of 
said board shall take an oath before any person lawfully authorized 
to administer oaths in this state faithfully and impartially to perform 
their duties as members of said board, and the same shall be filed 
with the secretary of state. 

Section 3. That the Alabama State Board of Traffic Examiners 
is hereby authorized and empowered to adopt a seal, to adopt and 
enforce all necessary rules, regulations and by-laws to govern its 
proceedings and to regulate the mode of conducting examinations 
to be held under this act; provided said examinations shall be held 
at least once a year in the city and county of Montgomery, Ala. 
The examinations shall test the applicant’s knowledge of ‘“‘classifi- 
cations and rate structures of transportation companies,” ‘‘principles 
of rate making,” “traffic organization and management,” “economics 
as related to transportation,” ‘‘the law of pleading, practice and 
evidence as related to rate cases,” “transportation law’? and such 
other branches of knowledge pertaining to this particular profession 
as the board may deem necessary to maintain the highest standard 
of proficiency. The board shall have power and authority to issue 
certificates under their signatures and the official seal of the board 
as provided in this act. The said board shall be required within thirty 
days from each examination to notify the applicants who may have 
failed therein of such failure and in what branch or branches de- 
ficiency was found. 

Section 4. That the Alabama State Board of Traffic Examiners 
shall be authorized to charge each applicant for a certificate a fee 
not to exceed the sum of $25, the same to be paid when the ap- 
plication is filed. Out of the funds collected under this act, shall be 
paid the expenses of the said board, including mileage, hotel ex- 
penses, and an amount not to exceed $10 per day for the time ex- 
pended in conducting examinations and issuing certificates; pro- 
vided, that no expense incurred by said board shall ever be charged 
against the funds of this state. 

Section 5. That the Alabama State Board of Jraffic Examiners 
may, in its discretion, register the certificate of any certified traffic 
expert or person with an equivalent license issued under the law 
of any other state, and may issue to such person a certificate, upon 
the ment of a fee not to exceed $25, and such person shall be 
entitled to all of the benefits, rights and privileges belonging to the 
holder of a certificate issued as a result of an examination. 

Section 6. That the Alabama State Board of Traffic Examiners 
may revoke any certificate issued under this act, or cancel the 
registration of any certificate registered under this act, for any un- 
professional conduct of the holder of such certificate, or for other 
sufficient cause; provided, that written notice shall have been mailed 
to the holder of such certificate at his last known postoffice address 
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for such contemplated action and appointing a day for a full hear 
thereon by said board; and provided further, that no certificate is. 
= a this act shall be revoked until such hearing shall hay 
een had. 

Section 7. That if any person shall represent himself to the 
public as having received a certificate as provided in this act, 
shall assume to practice as a certified traffic expert, or use the ab. 
breviation, “C. T. E.,”’ or any similar abbreviations, words, or letter 
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to indicate that the person using the same is a certified traffic g. th 
pert, without having received a registration certificate as providg Smo 

in this act, or if any person having received a certificate as Providg pang did n¢ 
in this act and having thereafter lost such certificate by revocatig, or of the 
as herein provided, shall continue to practice as a certified traffic gy, pale 
pert, shall be deemed quilty of a misdemeanor and upon convictig, few 
thereof shall be fined not less than $100 nor more than $500, Ine colone. 
may be sentenced to hard labor for the county, in the discretion ¢fpen the ct 
the court, for not longer than six months. creag 

Section 8. That nothing in this act shall be construed to mogj he & 

or repeal the laws of Alabama which require those who desire 1) —pis VOW, fc 
become licensed attorneys at law under the laws of this state )Mield so 2 
meet the requirements of the statutes applicable thereto. Not ome farm 


in this act shall prevent any person, firm, corporation, or associatiq, 


thereof, from prosecuting or defending, in his, its or their own hk. oolidge’s 


















half, any proceeding before the Alabama Public Service Commission Hhe goveru 
or similar regulatory commission of this state. ; vould nev 
Section 9. That all laws and parts of laws in conflict with th 
provisions of this act be, and the same are hereby, repealed. ame men 
Section 10. This act shall take effect upon its approval by the Mailing fo 
governor. hat it wi 
hear of a! 
FUNCTION OF A TRAFFIC BUREAU (roleum »: 
Editor The Traffic World: pane © 
With reference to J. D. Baker’s letter in the Open Form he 
of May 14, it is a pleasure to present our ideas of this question B® selling, 
I believe a traffic bureau operating with a chamber of commer ents - é 
should confine its activities to traffic problems that would prove j°°? b a 
beneficial to the community at large which the chamber serve oy 4 
and not to individual industry members thereof. The idea of but, rm 
auditing freight bills, quoting freight rates, compiling and filing my I ; 
claims with carriers, issues of routing schedule, etc., is enter. i pod 
ing a field in competition with organizations established with Aoaog hov 
private capital to render such service for institutions that do a " beer 
not maintain traffic departments. ~e . 
My idea is that it would work out to better advantage should oes 
the chambers perfect the package car system and then place e 4 be 
its O. K. on a publication that would conform to its ideas relative veal be 
to the favoring of the various package cars for the through oo acc! 
movement of less-than-carload merchandise. said it W 
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FIREMEN’S WAGE HEARING 


The board of arbitration selected to pass on the demands 
of firemen on southeastern railroads for increases in pay run 
ning from $1 to $1.25 a day began hearings in Washington this 
week. D. B. Robertson, president of the Brotherhood of Loco 
motive Firemen and Enginemen, was the first witness. He said 
the increases asked would increase the minimum rate of pay 
of $4.56 to $5.56, and that the scale would extend up to $7.1 
for locomotives of 550,000 pounds and over. He went into detail 
as to the duties required of firemen which, he said, had been 
increased as the result of increases in the sizes of locomotives. 

Donald Richberg, counsel for the brotherhood, said it would 
be shown that for the last twenty years or more the firemel 
had been underpaid by every standard by which their wages 
could be tested. He said the proceeding was the first arbitra 
tion of firemen’s wages in the southeast. He said he proposed 
to show that the real wages of the firemen had actually decreased 
as compared with wages in other employment, while the pro 


duct received by their employers had increased. will be 
The arbitration applies to the firemen of the principal south Jno calar 
eastern railroads, with the exception of the Seaboard Air Line, Bducers o 
the Southern and the Gulf, Mobile & Northern. 
Whi 
CONDITION OF EQUIPMENT : L. Fishe 
Freight cars in need of repair on May 1 totaled 135,458 of Bto seclu 
5.9 per cent of the number on line, according to reports filed Band say 
by the carriers with the car service division of the Americal About t 
Railway Association.. This was an increase of 2,113 over the serve th 
number reported on April 15, at which time there were 133,345 Nagel i: 
or 5. 8 per cent. It was, however, a decrease of 24,387 cars com the rail 
pared with the same date last year. Freight cars in need of Bhave be 
heavy repair on May 1 totaled 97,810, or 4.3 per cent, an increase the Taf; 
of 1,494 compared with April 15, while freight cars in need of Hthe sam 
light repair totaled 37,648, or 1.6 per cent, an increase of 619 Bthing is 
compared with April 15. he will ; 
Class I railroads on May 1 had 8,915 locomotives in need of Mat pres 
repair or 14.5 per cent of the number on line. This was a de MB Nagel y 
crease of 945 compared with the number in need of repair 00 Bif the f 
April 15, at which time there were 9,860 or 16 per cent. Of the Bot tak 
total number of locomotives in need of repair on May 1, 5,026 of Mthe Su 
8.2 per cent were in need of classified repairs, a decrease of 35 preside 
compared with April 15, while 3,889 or 6.3 per cent were in ne hot tak 
of running repairs, a decrease of 587 compared with the number @mathen 
in need of such repairs on April 15. Howevs 


Serviceable locomotives in storage on May 1 totaled 6,212 
compared with 6,157 on April 15. 
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smother in Cotton or Drown in Oil.—Naturally, Rudyard Kip- 
ng did not think of the mighty men of the petroleum industry 
or of the poor white, with his forty acres and a mule making 
few bales of cotton, when he observed that Judy O’Grady and 
Ihe colonel’s lady were sisters under the skin. Every now and 
nen the cotton planters solemnly resolve that they will cut down 
ne acreage. Seemingly, each crosses his fingers when he makes 


retion of 


#. . is vow, for, lo, in the next year, the acreage is greater and the 
State hfyield so great as to break the markets—also some banks and 
ool ome farmers. Two years ago the monarchs of oil told President 





































oolidge’s oil conservation board that they needed no help from 
he government—that they could manage their business so there 
vould never be a shortage or an overproduction. Now, these 
ame men are coming to Washington next Monday weeping and 
vailing for help, hoping the administration will whisper to them 
hat it will turn its back so that it will not be able to see or 
hear of anything they may do to check the flood of crude pe- 


OWn be 
NMission 


with 
d. “ 
| by the 





AU roleum spouting from the ground in Oklahoma, California, and 
western Texas. The flood of oil, like the flood in the Mississippi 
Forun River and its tributaries, is the greatest ever known. Gasoline 
uestion, Ie selling, in tank car quantities, in the Tulsa district, for six 
mmeree paeents & gallon. For months the refiners have been trying to 
d prove Eee? the price at a point that would save even strong companies 
- serves (erom bankruptcy. They have held up the service station prices, 
idea of but, like the levees, they are beginning to crumble to such an 
d filing extent that the industry fears it will have a worse time than in 
' enter. (e221: In that year its losses were so great that it was estimated 
d with t lost not only all profits but 10 or 12 per cent of its capital. 
that do hat, however, is not the main point. For years the big leaders 
have been telling the government and the public that if the little 
should ellows who can raise money enough to put down a well even 
place fe” an area no larger than a city lot, as is the fact in California, 
relative would behave, the era of first a feast and then a famine in oil 
hrough would be a thing as dead as the dodo. Always the little fellows 
were accused of making the trouble, even as the big cotton men 
Xo aid it was the little fellow with forty acres and a mule who 
ager was mussing up the cotton business. But the big oil men have 
iii been caught doing the very thing the small cotton farmer was 
accused of doing. No small man holds an acre in the sensational 
Seminole field in Oklahoma, a field that has been on the up-grade 
since last November, now standing at a daily production of about 
>mands $355,000 barrels and 400 more wells drilling, so that in a month 
iy Tun #ethe production will be about 500,000 barrels a day, a flood so 
on this Bigreat as probably to deprive every unit in the oil business of a 
' Loco Biprofit for many months to come. None but the big and “wise” 
ie said F)are in the Seminole field. While two years ago they told the 
of pay Begovernment oil board that they could manage things, they are 
a) $7.91 now helpless. Each one is afraid to shut down even a single 
) detail BFone of his wells lest his neighbor gets a half pint more oil than 
1 been §ehis share out of the Seminole pool. President Coolidge and Sec- 
otives. Feretary Work, on account of the importunities of those about to be 
would drowned in oil, have said that they cannot do anything, even as 
iremel #ithey earlier had to tell the cotton men who suggesed that, unless 
wages Bethe government could do something, they would be smothered 
rbitra’ Bpunder the 18,000,000 bale cotton crop. The Mississippi flood has 
oposed Fisent cotton prices upward because the men in the market figure 
reased (that, on account of the financial crippling the big crop did last 
e pro Bifall and the drowning out of cotton lands by the flood, there 
will be a relatively small crop of cotton this year. However, 
south —no calamity has arisen to give even that much relief to the pro- 
* Line, Reducers of the oil inundation. 
d Which One Will Taft Believe?—A year or more hence, Walter 
L. Fisher, of Chicago, and Charles Nagel, of St. Louis, will retire 
458 or Bio secluded nooks, pull petals of daisies from their fastenings, 
s filed Band say over and over again, “He loves me, he loves me not.” 
erical @ About the same time Chief Justice Taft may be expected to ob- 
er the Bserve that he could love either were the other dear charmer away. 
(33,345 Nagel is to argue the St. Louis and O’Fallon valuation case for 
s com Mthe railroads. Fisher is to argue it for the Commission: They 
zed of have been so retained. Fisher was Secretary of the Interior in 
crease Mthe Taft cabinet and Nagel Secretary of Commerce and Labor in 
ped of Mthe same cabinet. Assuming that a classification that means any- 
of 619 thing is possible, Fisher will be on the “progressive” side, because 
, he will oppose any greater recognition of the cost of reproduction 
eed of Bat present prices than was given it by the Commission, while 
a de B Nagel will be the “conservative,” asking for a greater recognition, 
air on Bif the fight develops as expected. Associate Justice Butler ‘will 
Of e- hot take part in the case because, before he was appointed to 
- € Supreme Court, he was employed by the Western railroad 
of “ Presidents in their valuation work and he will feel that he should 
es - hot take part in the case. His non-participation will make it 


mathematically possible for the court to divide four to four. 


Owever, no one, at this time, expects such an outcome. The 
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foolishness of attempting a classification seems obvious when it 
is recalled that, when prices were very low, thirty-odd years ago, 
the “progressives” were strong for valuation based on the repro- 
duction at present prices theory and the “conservatives” were 
where the progressives are now, thereby leaving the sane man 
to suggest that placing a valuation on a railroad, after all, is a 
work akin to judging the value of a horse or any other bit or 
property. 





San Francisco Only 900 Miles From New York.—lIn a rate 
sense, the Luckenbach Steamship Company, Inc., and the Ameri- 
can Hawaiian Steamship Company figure that San Francisco is 
“as near New York as though it were upon land 900 miles east 
and had available the facilities of the eastern railroads.” In a 
map that is part of their complaint against the Lehigh Valley 
and other eastern carriers, they illustrate the point with a line 
of typewriting saying: ‘“Panama Canal route, average 6,000 actual 
water miles, equivalent to 900 eastern rail lines.” They do that 
because they bring canned goods, the traffic in question in the 
complaint, No. 19651, sub-No. 1, to New York at a cost to the 
shipper of 54 cents per 100 pounds. The eastern rail lines carry 
canned goods westward from New York about 900 miles for 
54 cents. The two steamship companies suggest, because the 
eastern lines grade their rates on canned goods westbound ac- 
cording to mileage and the transcontinental lines blanket their 
rates eastbound from a north and south line from Gila, Ariz., 
diagonally to the western boundary of the Dakotas, that the Com- 
mission should force consistency and either have the eastern 
lines blanket their rates after grading them upward from the 
Atlantic coast, a short distance, or have the transcontinental 
lines grade theirs upward for like distances eastbound and then 
blanket. Just what that would do to the intermountain country 
has not been figured out. The chances, however, are that that 
part of the country would go back, in a rate sense, to the time 
when rates were made from the interior part of the country in 
the east to the Atlantic ports, plus the water rates and then 
plus the rates from the Pacific ports to the intermountain coun- 
try. That is how they were made before the transcontinental 
railroads were built. That, it is believed, would result in pro- 
moting water transportation. Perhaps not so many rail lines 
then would be needed, but that question could be threshed out 
when some were proposed for abandonment. 





I. C. C. Means Isthmian Canal Commission.—Not to know 
someone may argue yourself unknown. Examiners on the Com- 
mission staff are inclined to think so. Their thoughts are pro- 
duced by the fact that a recent issue of the Washington city di- 
rectory puts them down as examiners for the Isthmian Canal 
Commission. Apparently the man who prepared the “copy” for 
the directory was not satisfied with having Ulysses Butler, for 
instance,.put down as the chief examiner for the I. C. C. There- 
fore, out of the card index of his well stored mind, he dragged 
forth the information that Butler was an employe of the com- 
mission that when out of existence about the time some of the 
junior examiners, whose feet and minds Butler is trying to train, 
were born. It might be interesting to speculate on how long 
it will take for the man who thought of that better identification 
to learn that there is such a body as the Interstate Commerce 
Commission. 





The Lady Owns the Locomotives.—In the course of an in- 
quiry into the income of the West Virginia Northern, the bureau 
of valuation discovered, according to the testimony of Harvey 
Boltwood, delivered at a hearing this week, that four of the 
engines on that railroad, of an agreed value of $71,482, were the 
property of Mrs. Weaver, wife of J. H. Weaver, president of that 
company, but leased to the railroad company at an annual rental 
of $54,166. Boltwood said the lease made the lessee railroad com- 
pany assume all -the expenses and burdens of ownership and 
contained a stipulation that the engines were to be returned in as 
good condition as when delivered, without deterioration due to 
wear and tear. The inquiry is to determine whether the railroad 
owes anything under the excess income part of section 15-a, for 
the period from September 1, 1920, to December 31, 1925. The 
bureau summoned L. W. Metzgar, of the Baldwin Locomotive 
Works, to identify contracts purporting to show that the com- 
pany had contracted for the locomotives. President Weaver said 
the former president of the company who signed the contracts 
did so without authority, though he suspected the Baldwin people 
wanted a contract to show that the railroad company had ordered 
the locomotives. Mr. Weaver said he bought the engines and 
charged them on his books to Mrs. Weaver. . The company, he 
said, had gone through two bankruptcies and had neither money 
nor credit with which to pay for locomotives. He showed leases 
as far back as 1900, seemingly as an answer to an implication 
in the Boltwood testimony that the leases were invented to defeat 
the excess income law. J. E. Cupp, general counsel of the com- 
pany, objected to questions as to whether the engines were a 
gift from Mr. Weaver to Mrs. Weaver. Mr. Weaver said that, 
so far as he could recall, there was no Dill of sale of the engines 
to Mrs. Weaver, but that, on his books they stood charged to her. 
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Mr. Cupp contended that the leases that had been put into the 
record spoke for themselves as to the ownership of the engines. 





Resignations Asked for in Washington State.—O. O. Calder- 
head, for twenty-five years in regulatory work, retired from office 
on May 1. With him went H. O. Berger, rate expert, and L. D. 
Conrad, head of the motor vehicle department. Governor Hartley 
asked for their resignations. Washington has given the power 
of appointment and of dismissal of its rate body to the governor, 
differing therein from Pennsylvania, the law in which, as de- 
clared by the supreme court of the state, is that the governor 
is merely the agent for suggesting suitable men for the utilities 
commission, but not for their removal. Mr. Calderhead was super- 
visor of transportation. He has been prominent in the work of 
the National Association of Railroad and Utilities Commissioners 
and, if he does not enter the practice of regulatory law before 
regulating bodies, a real veteran in such work will have disap- 
peared.—A. E. H. 


CHICAGO SWITCHING RATES 


The Trafic World Washington Bureau 


It is the opinion among those who have had to do with the 
matter, that questions of time and scope of the Commission’s 
inquiry into Chicago switching rates, docket No. 19610, will be 
taken up next week when Commissioner Campbell will be in 
his office, after the hearing he and Examiners Faul and Bard- 
well have been conducting, at Chicago, in the Hoch-Smith iron 
and steel case. Rates proposed by the carriers, in supposed 
compliance with the Commission’s decision in the Jones and 
Laughlin steel case, constitute the inflammable material that 
started the switching rates case. 

At this time the question to be decided seems to be as to 
how much cost data will be required of the railroads in con- 
nection with the switching rates they have proposed. The 
railroads, in the last six or seven years, in various cases, have 
been presenting cost study figures as justification of switching 
rates proposed by them. Prior to that time cost had been 
slurred over, if not ignored, in switching rate cases. American 
railroads, like American hotels in earlier days, made whole- 
service rates. The railroads made no more ado about the cost 
of the switching service at the end of a line-haul than the hotel 
made of any particular item in the meal it offered to serve for 
a stated sum. 

Until Chicago was sprawled over the northern parts of Illi- 
nois and Indiana and almost into southern Wisconsin, the the- 
ory was that when a carrier offered to haul something to Chi- 
cago it offered to take it to any point in Chicago. However, 
the time came when it became necessary to indicate what part 
of Chicago would be served on line-haul rates and what charges 
would be made for the additional service of making delivery 
outside of the line-haul rate district. Then the carriers had to 
agree upon what commodities they would deliver for each other 
by absorbing the switching charges. Some commodities were 
left out because there could be no reciprocity. A road hauling 
a preponderance of grain, for instance, it was suggested, could 
not expect a reciprocal switching arrangement with a road 
which would not be hauling anything the grain-carrying road 
could deliver for it. 

The carriers and shippers made the Lowery agreement 
covering switching in Chicago about seventeen years ago. It 
included an agreement that the carriers would not thereafter 
change their switching rates unless and until they had con- 
ferred with the shippers. Because the railroads had proposed 
switching rates on iron and steel without such conference and 
agreement with the shippers, the Chicago Association of Com- 
merce took up the matter with the result that the rates in the 
schedules suspended in I. and S. No. 2900, switching rates be- 
tween points in the Chicago and Chicago Heights districts, were 
agreed upon as a compromise and substituted for those pro- 
posed in supposed compliance with the decision in the Jones 
and Laughlin case. 

However, shippers of articles not covered by the Lowery 
agreement objected to any increase in their disadvantages and 
brought about the suspension which was followed by the crea- 
tion of docket No. 19610, which was on the Commission’s own 
motion. 

The Lowery agreement was made at a time when the Com- 
mission was urging carriers and shippers to get together more 
often than it appears to be making such suggestions now. The 
agreement, according to the general impression now, was not 
made with a view to ignoring the Commission but to help it in 
its tasks by keeping its work to a minimum and with the full 
approval of the Commission. The traffic men of the Chicago Asso- 
ciation of Commerce hoped, when the railroads filed the so- 
called compromise rates, that they would be allowed to become 
operative, without suspension. However, the Commission voted 
to suspend, and in addition, seemingly threw the whole sub- 
ject open by instituting the general investigation, plans con- 
cerning which the Commission is expected to consider after 
Commissioner Campbell returns. 

One, of the fears entertained by those who like the Amer- 
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ican plan of whole-service rates is that such investigations 
the Commission has instituted in regard to Chicago switch; 
rates will bring about large extensions of the a la carte meth 
of stating rates, such, for instance, as stating a rate for 
picking up of a car, another for the line-haul and a third 4 
the delivery switching. Something of that sort was establisiy 
by the Commission in respect of iron ore brought to the loy 
lake ports for transshipment to blast furnaces. Such a meth 
of stating rates is supposed to be more equitable than the oth 
method in that it gives the shipper the advantage of his lo 
tion. In theory the man whose plant is near the end of 
line-haul has been compelled, by reason of his proximity to 4 
line-haul terminus, to pay more for the land he uses than jj 
competitor whose plant is in the outskirts of a city pays 
the land he uses. In that way the a la carte method of stati, 
rates is thought to equalize the advantages of each and give eq 
an equal opportunity to compete in common markets, althoy 
the primary reason for the difference in rates is supposed to, 
the difference in the amount of service rendered. The Lowy 
agreement, seeming, is based upon the theory that in the cou, 
of business the inequality in amounts of service will be equ 
ized and that in the interest of simplicity in accounting, ty 
reciprocal switching arrangement is the better for all cq 
cerned, where there are elements of reciprocity to be balancy 
against each other. 

The National Fire Proofing Company has filed a motion; 
I. and S. No. 2900, switching rates between points in the (tj 
cago and Chicago Heights districts, asking the Commission 
vacate its order therein with respect to the suspension , 
rates on hollow building tile, carloads, from Chicago Heights tj 
destinations in the Chicago switching district. 


UNCONTESTED FINANCE CASES 


The Illinois Central and the Chicago, St. Louis & New Orlea 

have been authorized to issue and sell $17,350,000 of 4% per cer! 
joint first refunding mortgage bonds at not less than 95 per cen 
of par and accrued interest. 
: The Chicago, Indianapolis & Louisville has been authorized ty 
issue $1,000,000 of 5 per cent first and general mortgage gold bonis 
$650,000 of the bonds to be sold at not less than 100% per cent ¢ 
par and accrued interest, and $350,000 thereof to be pledged from tim 
to time until June 30, 1929, as collateral security for any notes or not 
that may be issued by the company under paragraph 9 of section 
20a of the interstate commerce act. 

The Muskegon Railway & Navigation Company has been autho: 
ized to issue $148,100 of 6 per cent first mortgage bonds in lieu d 
a like amount of bonds. 

The Indiana Northern Railway Company has been authorized ti 
operate in interstate and foreign commerce a line of railroad in St 
Joseph county, Ind. 

The Lehigh & New England has been authorized to issue $750,0i) 
of general mortgage gold bonds and to sell them at not less than ll! 
per cent of par and accrued interest. 

The Norwich & Worcester has been authorized to issue $1,800,0ii 
of first mortgage gold 41% per cent bonds and to sell them at not les 
than 97.78 per cent of par and accrued interest. 




































FINANCE APPLICATIONS 


The Chicago, Rock Island & Pacific has applied for authority (i 
abandon its line of railroad between Reasnor and Monroe, Ia., a di 
tance of approximately 7 miles. The company said the line had neithe 
present nor prospective traffic sufficient to pay operating expens# 
and that its removal would not occasion any hardship to the publit 
and would relieve the company from the burden of its deficit. 

The Texas & Pacific has applied for authority to acquire contin 
of the Pecos Valley Southern Railway Company, the line of whith 
extends from Pecos to Toyahvale, Tex., the point of interchange vit 
the Texas & Pacific being at Pecos. The applicant proposes to at 
quire the stock, $45,000 par value, and a $400,000 bond, of the Peet 
Valley Southern, for a cash consideration of $192,000. The tote 
mileage operated by the Pecos Valley Southern is 46.02 miles. 

The Missouri-Illinois Railroad Company has applied for authority 
to issue $1,000,000 of its capital stock to reimburse its treasury {0 
expenditures for additions and betterments. It proposes to sell the 
stock to its present stockholders. 


DEPRECIATION CHARGES 


The Commission, in No. 14700, depreciation charges of tele 
phone companies, has amended its order therein as follows: 


; It is ordered, That the Commission’s order of November 2, 19%, 
in this proceeding, be, and it is hereby, amended by changing thé 
date upon which depreciation accounting prescribed therein shal 
be instituted as provided in the first ordering paragraph of sail 
order, from January 1, 1928, to January 1, 1929. 

It is further ordered, That said order be, and it is hereby, fu 
ther amended by changing the latest date upon which operatiné 
telephone companies shall file with the state commissions or with 
this Commission, estimates of composite percentage rates, as pr 
vided in the seventh ordering paragraph of said order, from Se) 
tember 1, 1927, to March 1, 1928. 

It is further ordered, That said order be, and it is hereby, ful 
ther amended by changing the latest date upon which telephone com 
panies shall distribute their investment in fixed capital to the various 
primary accounts applicable thereto, as provided in the eleventh 
——s paragraph of said order from January 1, 1928, to January 1, 

And it is further ordered, That in all other respects said orde! 
shall continue in full force and effect. 


A CORRECTION 


In the last sentence of the last paragraph of the communit 
tion from A. G. T. Moore, published in The Traffic World 
May 14, page 1272, a typographical error is responsible for the 
use of the word “southwest.” It should have been “southeast. 
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Decisions of Interstate Commerce Commission 
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RATES APPLICABLE ON HOGS 


On a finding that applicable rates were charged no various 
carloads of hogs shipped in the period of federal control from 
Peoria, Ill., to Chicago and East St. Louis, Ill., the Commission, 
in a mimeographed report, by division 1, has dismissed the com- 
plaint in No. 16615, Armour & Company vs. Director-General, as 
agent. The allegation was that the rates were in excess of the 
published tariff rates. 

The report said hogs were not raised in Peoria for shipment 
to other markets, but that they were transported to that point 
by rail, by boat, by motor truck and by other means. It said 
complainant’s record did not enable it to make a definite show- 
ing as to how the hogs comprising the shipments in question 
moved to Peoria or the percentage of tonnage received at Peoria 
by these respective methods of transportation. 

A tariff of the Chicago & Alton then in effect named two 
sets of rates on the traffic from Peoria to East St. Louis and 
Chicago, one published without restriction, and the other, which 
was on a somewhat lower level, published as applicable on 
traffic “when from beyond.” The tariff was described on its 
title page as a “Local, Joint and Proportional Freight Tariff.” 
On shipments shown to have moved into Peoria by rail, the 
“when from beyond” rates were charged, and on the remainder, 
the shipments here under consideration, the report said, the 
local rates were charged. 

“In other words,” the report continued, “it is defendant’s 
position that the rates on the lower basis were proportional 
rates which were applicable only to a part of through trans- 
portation, all of which was subject to our jurisdiction. On the 
other hand, complainant contends that the local rates were ap- 
plicable only to hogs actually raised in the city of Peoria and 
were thus mere ‘paper’ rates, while the lower rates were ap- 
plicable on all other hogs shipped from that point, including 
any that might be raised immediately outside the city limits 
and driven across the city boundary line. It takes the position 
that the lower rates were not proportional rates, though it 
urges that whether they were or were not considered as such 
is immaterial. The issue thus has to do solely with the nature 
of the restriction, ‘when from beyond,’ published in connection 
with the lower bases of rates.” 


Complainant’s interpretation of the tariff under consideration 
can not be accepted. The rates which it seeks to have applied were 
not expressly termed proportional rates in the body of the tariff. 
But as hereinabove noted, this tariff on its title page, is described 
as a local and proportional tariff and the only limitations upon the 
use of any rates therein which could establish their proportional ap- 
plication were the words ‘‘when from beyond.” In Ohio Refining Co. 
vs. L. & N. R. R. Co., 81 I. C. C. 688, the record disclosed rates ‘for 
beyond”’ applying to Cincinnati, Ohio, from various points on crude 
petroleum oil, lower than the corresponding local rates. Complainant 
contended that on such traffic shipped to Bond Hill, within the Cin- 
cinnati switching limits, the lower rates, plus the switching charge 
to effect delivery, should be available in lieu of the local rates plus 
the switching charge. But in denying that claim we pointed out that 
such lower rates were proportional rates and that the word ‘‘beyond”’ 
implied a line-haul movement ‘“‘beyond’’ the rate-breaking point, 
Cincinnatit. We find that the rates assailed were legally applicable 
to complainant’s shipments and the complaint will be dismissed. 


HOG RATES UNREASONABLE 


The Commission, by division 3, in No. 17241, Jacob E. 
Decker & Sons vs. Chicago & North Western, mimeographed, 
has found unreasonable, the combinations of local rates to and 
from Huron, S. D., charged on carload shipments of hogs origi- 
nating at points in North and South Dakota, stopped in transit 
at Huron for feeding, watering, resting, sorting and consolidat- 
ing, and reforwarded to Mason City, Ia. The report said the 
rates were unreasonable but not otherwise unlawful and awarded 
reparation. The complaint alleged they were unreasonable, 
unduly prejudicial and in violation of sections 4 and 6. Repara- 
tion only was sought. 

The movement into Huron was in single deck cars. Beyond 
Huron the shipments were in double deck cars east over the 
Rapid City-Chicago main line to Sanborn, Minn., thence through 
Blue Earth to Mason City. Charges were assessed on the basis 
of the single deck minimum inbound and the double deck mini- 
mum outbound. The shipments were made between May 10, 
1923, and March 31, 1924. Contemporaneously, the report said, 
Specific rates from the points of origin to Mason City were main- 
tained over specified routes. 

Complainant contended that the specific rates which were 
made applicable over the Marshall-Tracy and Watertown-Brook- 
ings routes on August 9, 1923, should have been established on 
May 25, 1923, in compliance with the order in South Dakota 
R. R. Commissioners vs. C. & N. W., 77 I. C. C. 451. The original 
order in that case, the report in this one said, required the 
establishment of the distance scales therein prescribed on or 


so 





before May 25, 1923, but by a supplemental order an extension 
was granted to August 9. Complainant’s contention in that re- 
spect, the Commission said, was therefore not well taken. Except 
for that contention, the report said, the complainant desired 
reparation to the basis of the specific rates. 

The case raised the question of retroactive application of 
transit rates. Prior to March 14, 1924, the transit arrangements 
at Huron were not applicable to shipments from the points of 
origin invoked in this case. In disposing of this case the Com- 
mission said: 


Ordinarily we do not sanction the retroactive application of 
transit privileges, except upon a showing of unreasonableness or 
of damage arising out of undue prejudice or discrimination. Meeds 
Lumber Co. vs. A. C. Ry., 39 I. C. C. 337. But this rule does not 
necessarily govern cases where the non-application of an existing 
transit arrangement arises from some restriction in connection with 
the line-haul rates. In such cases we have frequently found the 
applicable combinations of rates on transit points unreasonable to 
the extent that they exceeded lower bases contemporaneously in 
effect on other traffic or subsequently established. In the instant 
case, defendant remedied the situation complained of by an amend- 
ment to the transit tariff rather than by amending the routing in- 
structions in connection with the specific rates. This fact cannot 
alter the essential nature of the charge as a broadening of the rout- 
ing provisions rather than the establishment of a new transit service. 

The propriety of a rule substantially identical with that estab- 
lished November 24, 1923, providing for the assessment of charges 
on shipments of hogs moving into transit stations in single-deck 
ears and outbound in double-deck cars at the through single-deck 
rate and double-deck minimum was considered in Transit on Hogs, 
98 I. C. C. 153, and there found reasonable. 

The evidence does not establish any undue prejudice or any 
violation of section 6 of the interstate commerce act. Since the 
specific rates have subsequently been made applicable on shipments 
accorded transit at Huron, any violation of the long-and-short-haul 
provision of section 4 of the act has now been removed. 

We find that the assailed rates were unreasonable to the extent 
that they exceeded the corresponding specific rates on hogs in 
single-deck cars, subject to the double-deck minimum provided in con- 
nection therewith, contemporaneously in effect from the respective 
points of origin to Mason City, Iowa; that complainant received the 
shipments as described and paid and bore the charges thereon at 
the rates herein found unreasonable; that it has been damaged 
thereby in the amount of the difference between the charges paid 
and those which would have accrued at the rates herein found rea- 
sonable; and that it is entitled to reparation with interest. Com- 
plainant should comply with rule V of the Rules of Practice. 


Commissioner Campbell, concurring, said: 


I concur in the conclusions of the majority, except their refusal 
to award reparation for shipments that moved between May 25 and 
August 9, 1923. Our extension of the effective date of an order re- 
quiring the establishment of reasonable rates merely operates to 
relieve the carriers of any penalty for failure to comply with the 
order until the further effective date permitted. It cannot operate 
to change the fact of the unreasonableness of the rates after the: 
date such finding was made. 


DEMURRAGE ON COAL 


An order of dismissal has been entered by the Commission 
in a mimeographed report by division 1 in No. 17791, Union Gas 
and Electric Company vs. Chesapeake & Ohio, on a finding that 
demurrage accrued on numerous carloads of coal. placed on 
public delivery tracks at Cincinnati, O. The allegation -was 
that demurrage charges assessed and collected by the defendant 
at Cincinnati on coal shipped from points in West Virginia and 
Kentucky in December, 1923, and January, 1924, were illegal in 
violation of section 6 of the act. At the hearing, the report 
said, the parties agreed that the amount of reparation could be 
determined amicably by them after the Commission had decided 
whether the applicable demurrage rules had been complied 
with. The Commission said the sole question to be determined 
was whether demurrage accrued under the facts disclosed. 

The report said that the defendant maintained a yard at 
Cincinnati, known as its Water Street yard, that contained nine 
tracks, all of which were used for public delivery or for various 
other carrier purposes. It also maintains a track leading from 
the yard to complainant’s plant that is situated several hundred 
feet west of the yard. The report said it appeared to have been 
the practice, prior to and in the period involved in the com- 
plaint, in accordance with a mutually satisfactory understand- 
ing, for defendant to place complainant’s cars on any of the 
yard tracks and for complainant to accept delivery thereon and 
haul the cars with its own locomotive to its plant and return 
the empty cars to the yard. The report said the record showed 
that the complainant received oral as well as written notices 
of arrival, the latter generally bearing a notation to the effect 
that the cars were placed in the yard at a certain hour, but no 
separate notices of placement were given. 

Complainant contended that the yard tracks were such as 
to come within the purview of the note following Rule 3, sec- 
tion E, of the applicable demurrage tariff; that it was there- 
fore entitled to a notice of placement, the date of which should 
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be used as the basis for computing any demurrage that might 
have accrued; and that the failure of the defendant to comply 
with the requirements of the note resulted in the accrual of 
the demurrage in dispute. 

The rule and note referred to, read as follows: 


Rule 3. Computing time. ‘ 

Section E—On cars to be delivered on interchange tracks of in- 
dustrial plants performing the switching service for themselves or 
other parties, time will be computed from the first 7:00 a. m. after 
actual or constructive placement on such interchange tracks until 
return to the same or another interchange track. Time computed 
from the actual placement on cars placed at exactly 7:00 a. m. 
will begin at the same 7:00 a. m.; actual placement to be determined 
by the precise time the engine cuts loose. (See rule 4, section C, * * *.) 

Note—Where two or more parties take delivery from the same 
interchange track, or where the railroad company uses the inter- 
change track for other cars, or where the interchange track is not 
adjacent to the plant and the industry uses the railroad’s tracks 
to reach same, a notice of placement shall be sent or given to the 
— and time will be computed from the first 7:00 a. m. there- 
after. 

Rule 4, section C, provides that: 

Delivery of cars upon other than public delivery tracks or upon 
industrial interchange tracks, or written notice sent or given to con- 
signee or party entitled to receive same, of readiness to so deliver, 
will constitute notification to consignee. 


Defendant took the position that since it was a custom and 
practice to regard and use any or all of the tracks in the yard 
as interchange tracks for complainant’s cars, and that com- 
plainant’s power was used to move the cars from and to its 
plant, such tracks were in respect of complainant’s traffic “in- 
dustrial interchange tracks” within the meaning of the terms 
as used in the demurrage tariff, and that delivery thereon con- 
stituted notice of placement. The Commission, however, said 
the mutually satisfactory arrangement between the company 
and the defendant did not change the status of the tracks in 
the yard. It said complainant’s position in the instant case 
was similar to that of a team-track receiver, except that it did 
not take delivery from the side of the tracks, although such 
delivery might have been taken from some of the tracks, but 
that it entered upon the tracks themselves and removed the 
cars. Continuing, the Commission said: 


Complainant was not the owner or lessee of any of the tracks, 
but merely a user the same as any other party taking delivery from 
public delivery tracks, and since it elected to accept its shipments 
in this manner, they became subject to the provisions of Rule 3, 


section C, paragraph 1 of the applicable demurrage tariff which reads 
as follows: 


“On cars held for unloading * * * time will be computed from 
the first 7:00 a. m. after placement on public delivery tracks, and 
after the day on which notice of arrival is sent or given to con- 
signee or party entitled to receive same. If car is not placed within 
24 hours after notice of arrival has been sent or given, time will be 
computed from the first 7:00 a. m. after the day on which notice of 


placement has been sent or given to the consignee or party entitled 
to receive same.”’ 


Defendant admits that certain refunds are due complainant with 
respect to errors in records, bunching, and improper switching. These 
matters should be promptly adjusted: 


We find that demurrage accrued on all cars herein concerned 
held after the expiration of free time, computed as provided by the 
—— demurrage rule above quoted. The complaint will be dis- 
missed. 


CRUDE PETROLEUM RATES 


The Commission, by division 1, has dismissed No. 16976, 
Indian Refining Co., Inc., vs. Louisville & Nashville et al., 
mimeographed, finding the rates charged on 7,720 tank carloads 
of crude petroleum oil, from Bowling Green, Memphis Junction, 
Scottsville, Rodemer and Petroleum, Ky., to Owensboro, Ky., 
for movement by pipe line to Lawrenceville, Ill., between April 
1, 1922, and January 31, 1924, were not unreasonable, unduly 
prejudicial or otherwise unlawful. They were alleged to be 
unreasonable, unduly prejudicial, in violation of the long and 
short haul provision of the fourth section, and unlawful in 
violation of the sixth section. 

Charges were collected at the local rates to Owensboro of 
16.5. cents prior to July 1, 1922, and 15 cents thereafter on 
shipments from Bowling Green and Memphis Junction, and at 
20.5 cents prior to July 1, 1922, and 18.5 cents thereafter on ship- 
ments from Scottsville, Rodemer and Petroleum. 

Contemporaneously, the local rates from the points of origin 
mentioned to Evansville, Ind., and Louisville, Ky., were the same 
as the rates charged, but proportional rates, 2.5 cents lower than 
the locals were applicable to those points, and to Jeffersonville 
and New Albany, Ind., across the Ohio from Louisville, when 
the traffic was from beyond. Owensboro, the report said, was 
not an established Ohio River crossing. 

Allegations covering violations of the fourth and sixth sec- 
tions, the report said, were based upon the complainant’s view 
that the proportional rates applied over routes through Owens- 
boro, and that they were applicable to Owensboro, on shipments 
for beyond, by virtue of an intermediate rule in the tariff, which 
rule applied where no specific rate was published to an interme- 
diate point. However, in the present situation, the report said, 
a specific rate was published to Owensboro and in any event the 
intermediate rule did not apply to destinations on the Louisville, 
Henderson & St. Louis. The proportional rates to the points 
named, the Commission said, were not applicable to Owensboro. 
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At the hearing, the L. & N. ‘called the defendant, made the 
point that movements from Bowling Green and Memphis Junc- 
tion moved wholly in Kentucky and therefore had to be excluded 
from consideration here. The shipments from other points 
moved over routes through Tennessee. 

Use of the lower proportionals was suggested because the 
oil was intended for transportation beyond Owensboro by pipe 
line. There was no refinery at Owensboro and none of the oil 
was intended for that place but for transshipment by pipe line. 
It was so moved to Lawrenceville, Ill. The circumstances of 
the movement, the report said, imparted an interstate character 
to all the shipments. The L. & N. said the pipe line was a 
plant facility and not a common carrier. 

The Commission considered the matter wholly from the 
point of view of a local shipment to Owensboro. It did not say 
anything about the character of the pipe line but said that 
the oil passed from the defendant’s possession through the 
unloading and storing facilities of the complainant to the pipe 
line because the pipe line corporation had no such facilities. 

No request, the report said, was ever made by the com- 
plainant for the establishment of proportional rates to Owens- 
boro for application in connection with the pipe line. It said 
no reason appeared why proportional rates to that point, if they 
had been established, should have been higher than those to 
Louisville and Evansville; but that on the other hand, the local 
rates charged appeared not to exceed maximum reasonable rates 
for the service performed. It added that the pipe line had been 
extended to the oil fields and that no’more shipments from the 
points of origin named to Lawrenceville would be made by rail. 


SODA RATE CANCELLATIONS 


The Commission, by division 3, in I. and S. No. 2829, Soda 
Ash from Cartago, Skinner and Keeler, Calif., to Western Trunk 
Line and Southwestern territories, mimeographed, has found 
not justified, the proposed cancellation of rates and restriction 
of routing on soda ash, caustic soda and crude bicarbonate of 
soda, in carloads, from the points of origin mentioned, to desti- 
nations in transcontinental groups F, G, H and J, ordered the 
suspended schedules canceled and discontinued the proceedings. 

The destination territory, the report said, might be de- 
scribed generally as on or east of a line drawn from El Paso, 
Tex., through Denver, Colo., and Cheyenne, Wyo., to, but not 
including points on or adjacent to the Mississippi River. The 
rates at present vary according to minima, the rate to group 
J being $1.06 on 40,000 pounds and $1.13 on the same minimum 
to groups F, G and H. There is also a rate of 90 cents on a 
80,000 minimum, to points in all the groups, with restricted 
routing. The present proposal was to cancel the 90-cent rate 
to destinations in the four groups, except to destinations in 
Texas, in groups F and H, on the Southern Pacific through El 
Paso and the Galveston, Harrisburg & San Antonio or the 
Texas & Pacific and their connections. The effect of the pro- 
posal, the report said, would be to restore the higher rates to 
all points except to the points in Texas before mentioned. 

The carriers explained that the 90-cent rate was established 
at the request of the Inyo Chemical Company, the protest of 
which caused the suspension, to enable it to meet competition 
from the east, particularly from Detroit, Mich., and Saltville, 
Va., but that it was intended to have that rate apply only to 
points in groups F and H. Instead, however, when the tariffs 
were published, it was made applicable to the other groups as 
well. Eastern shippers objected to that extension of the terri- 
tory and the carriers agreed to make the situation conform to 
the original proposal. The suspended schedules were intended 
to bring about the restoration. 

The Commission said that that explained the reasons for 
the publication of the suspended schedules but did not justify 
the considerably higher rates and greater earnings which would 
result if the proposed schedules became effective. It said the 
earnings under the 90-cent rate to a large part of the affected 
territory seemed to be amply remunerative. It pointed out 
that the 90-cent rate yielded earnings of $720 per car to repre- 
sentative destinations in Colorado, Oklahoma and Kansas from 
Cartago, car-mile earnings ranging from 32.7 to 42.3 cents and 
ton-mile earnings of 8.2 to 10.5 mills, for hauls ranging from 
1,703 to 2,200 miles. The respondents were apprehensive that 
if they continued the 90-cent rate, as published, eastern car- 
riers might have trouble in maintaining a rate of 99 cents, on 
a 60,000 minimum from Michigan points, to the affected territory. 


NEW CRUSHED STONE RATES 


A finding of unreasonableness and an order requiring the 
establishment of new rates not later than July 2, have been 
made in No. 17796, Brownell Improvement Co. vs. Baltimore & 
Ohio Chicago Terminal et al., mimeographed, by division 3, as to 
rates on crushed stone, from Thornton, IIl., to designated destina- 
tions in northern Indiana and southwestern Michigan. The 
complaint alleged the rates were unreasonable and unduly 
prejudicial to the complainant and unduly preferential of pro- 
ducers of crushed stone at Monroe, Mich., and Middleport, 0. 
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The Consumers Co. and Dolese & Shepard Co., producing crushed 
stone at McCook, Ill., which, like Thornton, is within the 
Chicago switching district, and the Lehigh Stone Co., with a 
plant at Lehigh, IIl., intervened. 

In the rate comparisons offered in condemnation of the 
existing rate, Kalamazoo was treated as an important destination 
point. The assailed rate is 138 cents per short ton for a haul 
of 133 miles. The complainant and interveners sought a rate of 
105 cents. They also pointed to a rate of 101 cents from their 
origin group to Elkhart, Ind., and Niles, Mich., about 56 miles 
less distant than Kalamazoo. Comparisons were also made 
with intrastate rates in Illinois and Michigan. The defendants 
urged that those intrastate rates afforded no gauge for the 
reasonableness of interstate rates. Nevertheless, said the Com- 


‘mission’s report, the complainant was entitled to rates to Kala- 


mazoo and other destinations properly aligned with the corres- 
ponding interstate rates to Niles and Elkhart and less distant 
stations in Indiana. 

The Commission found the rates, for the present, and the 
future will be, unreasonable to the extent they exceed, or may 
exceed, 120 cents to Kalamazoo, 125 cents to Fort Wayne and 
Battle Creek, 135 cents to Grand Rapids, 140 cents to Lansing 
and Muskegon, and 145 cents to Pentwater. It said those rates 
should be taken as base rates and rates to each intermediate 
destination should be the same as to the base point next beyond. 
The Commission found that the rates named would remove 
any undue prejudice which might exist. It said the carriers, 
at the hearing, expressed a willingness to continue McCook and 
Lehigh on a rate parity with Thornton. Therefore, it said that 
that relationship would not be further considered. 


GRAIN TRANSIT AT CHICAGO 


The Commission, by division 3, in No. 18218, Arcady Farms 
Milling Co. vs. Akron, Canton & Youngstown et al., mimeo- 
graphed, has found not applicable, combination rates charged 
on grain shipped from west-bank Mississippi River points in 
Iowa and Missouri, and from points in Illinois, accorded transit 
at Chicago, Ill., and the product forwarded to destinations in 
Central territory, and directed the refund of overcharges. It 
has further found that the failure of the Chicago & North West- 
ern and the Illinois Central to join other defendants in according 
transit at Chicago on the basis of through by-products rates 
from point where such rates were in effect did not and does 
not result in charges which were or are unreasonable or other- 
wise unlawful. 


The complaint alleged that the combinations charged on 
many carloads of grain shipped since January 24, 1923, from 
the territory and under the conditions mentioned in the pre- 
ceding paragraph, were and are unreasonable, unduly prejudicial 
to the complainant, unduly preferential of its competitors who 
were accorded once-factor through rates and transit privileges 
on like traffic, and inapplicable, in violation of sections 1, 3 and 
6 of the interstate commerce act. 


Complainant’s shipments of grain by-products, the report 
said, consisted mostly of poultry feed and some mixed stock 
feed. On these, inbound ‘and outbound shipments combinations 
were charged, made up of the rates on grain to Chicago, and 
the reshipping or proportional rates on grain products beyond. 

Complainant sought the application to the entire movement 
of one-factor through rates on by-products, wherever published, 
and based its contention for such rates upon an item in a Boyd 
tariff publishing one-factor through rates. The question was 
as to the interpretation of that tariff and a Jones transit tariff. 

The Chicago & Northwestern and the Illinois Central pub- 
lished through grain product rates, but not through by-product 
rates. The Commission quoted provisions of the Boyd tariff 
and discussed the varying constructions placed upon it and 
upon the language used in the Jones transit tariff. It said the 
defendants might well clarify the tariff provisions reviewed. 
The Commission also said the defendants, generally, considered 
the level of the through rates sought by the complainant to 
be reasonable, as it was their practice to apply the through 
grain products or by-products rates in accordance with their 
construction of the rule in the Jones transit tariff whenever 
through rates on grain were in effect via Chicago from the 


territory under consideration. In disposing of the case the 
Commission said: 


In view of our conclusions as to the applicable rates, it is un- 
necessary to pass upon the allegations of violation of other sections 
of the act. We find upon this record that the failure of the Chi- 
cago & North Western and the Illinois Central to join with the 
other defendants in according transit at Chicago on the basis of 
through by-products rates from points where such rates were in 
effect did not ‘and does not result in charges which were or are 
unreasonable or otherwise unlawful. 

We further find that the combination rates assailed on com- 
Plainant’s shipments originating at points on the lines of defendants 
named in the above-quoted item of the Boyd tariff, from which points 
one-factor through rates on by-products were in effect, were not ap- 
plicable; and that the applicable rates on those shipments were the 
one-factor through rates from points of origin to final destinations 
on by-products, in effect when the shipments of grain originated. 

_We further find that the combination rates assailed on com- 
plainant’s shipments from other points on the lines of all defend- 
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ants were not applicable; and that the applicable rates were and 
are the through one-factor rates on grain products in effect from 
the points of origin to the final destinations, in effect when the ship- 
ments of grain originated. Defendants should promptly refund all 
overcharges on shipments delivered or tendered for delivery at final 
destinations within the statutory period. The complaint will be 


dismissed. 
SCRAP COPPER RATES 


New rates, to be effective net later than July 6, have been 
ordered in No. 16444, Federated Metals Corporation vs. New 
York, New Haven & Hartford, mimeographed, on scrap copper 
and scrap brass from New York harbor and greater New York 
points to Bridgeport, Waterville, Hartford, Waterbury, Spring- 
dale and Stamford, Conn., and Taunton, New Bedford and Bos- 
ton, Mass. The Commission, by division 3, has found the rates 
not unreasonable, unjustly discriminatory or unduly prejudicial 
in the past, but unreasonable for the future to the extent they 
exceed the contemporaneous sixth class rates and unduly preju- 
dical to the extent they exceed rates from Pittsburgh and Cleve- 
land group points to the same destinations. j 

The complaint alleged that the fifth class rates had been, 
and were, unreasonable, unjustly discriminatory and unduly 
prejudicial. Reasonable rates for the future and reparation were 
sought. The Commission said the issues raised by this com- 
plaint were practically the same as those in Lissberger & Co. vs. 
N. Y., N. H. & H., 96 I. C. C. 231, presented under the shortened 
procedure and pending at the date of the hearing in this case. 
While that case was pending, the report said, the complainant 
therein was merged with the Federated Metals Corporation. The 
latter filed this complaint, the report said, because it was of the 
opinion that the record in the Lissberger case did not present 
the matter as broadly as the situation required. The Com- 
mission said that since the decision in the Lissberger case, it 
had considered the rates on brass, bronze and copper ingots, 
pigs and scrap throughout Official territory in Brass, Bronze and 
Copper Articles, 109 I. C. C. 351, and found that sixth class 
would be reasonable for application in Trunk Line territory 
and between points in Trunk Line territory and New England. 
The manner of attempted compliance with the order in that 
case, the report said, gave rise to a second proceeding, Brass, 
Bronze and Copper Ingots, 118 I. C. C. 725, in which the Com- 
mission modified its former finding in so far as it had a bearing 
upon this case, only to the extent of approving 27 cents, as a 
maximum rate for application between New York and points in 
the 60 per cent group, instead of 24 cents, as required under the 
former finding. 

The defendant in this case urged that in so far as ship- 
ments into New England were concerned, New York was not in 
Trunk Line territory and that, therefore, the Commission’s find- 
ings in Brass, Bronze and Copper Ingots did not have the effect 
of prescribing the sixth class as the basis of rates from and to 
those points. For local purposes, the report said, the defendant 
regarded New York as in New England territory. The Commis- 
sion, however, said that it had been shown that a very sub- 
stantial movement of scrap shipped from New York to New Eng- 
land came into competition with scrap from points in Trunk 
Line and Central territories to a greater extent than with scrap 
originating in New England. The Commission said the sixth 
class basis would provide uniformity in the rating on scrap 
copper and brass and that the earnings thereunder appeared 
adequate on carload traffic of this character even for the gen- 
erally higher-rated New England territory. 


LUMBER RATE REVISION 


A revision of rates on lumber and other forest products, 
from points around Tacoma, Wash., and from Elk River, Ida., 
to destinations in Montana, the Dakotas and Minnesota, to be 
made not later than July 25, has been ordered in No. 17076, 
Pacific State Lumber Co. et al. vs. Great Northern et al., mimeo- 
graphed, to remove undue prejudice. The Commission, by divi- 
sion 3, found the combinations on lumber and other forest 
products from designated points in the Puget Sound district not 
unreasonable, or unjustly discriminatory, but unduly prejudicial 
to the extent they exceeded the rates contemporaneously main- 
tained from Tacoma and other points in the so-called coast 
group. The finding as to rates from Elk River is more complex, 
but is intended to put that point on a competitive basis with 
Spokane. 

The complainants in the Puget Sound territory alleged the 
combinations paid by them were unreasonable, unjustly dis- 
criminatory and unduly prejudicial in comparison with the 
joint rates from points from which the so-called coast group 
basis applied. 

The Potlatch Lumber Co. intervened, alleging the combina- 
tions from Elk River, Ida., to the destinations in the states 
named were likewise unlawful to the extent they exceeded the 
rates from points from which the so-called Spokane basis applied. 

The rates assailed, the report said, applied from points on 
the Northern Pacific to destinations on the Great Northern 
and the Milwaukee, and from points on the Milwaukee to destina- 
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tions on the Northern Pavific and the Great Northern. The 
complaint so far as it pertained to the rates from an unnamed 
point on the Great Northern was withdrawn at the hearing. 
The points of origin left for consideration were Selleck, Freder- 
ickson, National, Union ‘Mills, and Fairfax, all within a short 
distance of Tacoma. 

Combinations assailed, said the report, made up of the locals 
of each carrier, ranged from 2.5 cents to 8.5 cents higher than 
those on the coast group basis, for single-line hauls, from and to 
points in the same origin and destination territories. 

“The charging of combination rates on the traffic under 
consideration,” says the report, “is pursuant to the policy of each 
of the defendants to confine lumber movement as Much as 
possible to its own line, a policy which has repeatedly been 
condemned by us.” 

Joint rates on the coast group basis, said the report, to the 
same destinations applied from points on the Southern Pacific 
in the Willamette Valley, south of Portland, Ore. For the most 
part, the Commission said, they were those prescribed in Wil- 
lamette Valley Lumbermen’s Association vs. S. P., 51 I. C. C., 
in the federal control period, with the subsequent general in- 
creases and reduction. The report said they entailed hauls 
considerably longer than did those from the origin points un- 
der consideration. Complainants, the report said, lost business 
unless they absorbed the differentials over the coast group 
basis. They said that that was impracticable, with the result 
that the rates assailed were prohibitive. There were about 
1,160 lumber yards in the destination territory, the report said, 
which complainants ceuld not now reach. The carriers ques- 
tioned the testimony to that effect, the report said. They 
showed that the Washington producers were shipping large 
quantities of lumber to San Francisco and Los Angeles, Calif., 
notwithstanding the fact that the rates were from 6.5 to 17.5 
cents higher than those from Portland to the same destinations. 
The defendants pointed out, said the report, that the rate ad- 
justment was of many years’ standing; that only a few of the 
hundreds of lumber producers were complaining; and that no 
dealers or consumers had taken part in the case. They con- 
tended that any benefits which complainants or the public 
would derive from the joint rates would be more than offset by 
the injury done to the carriers. 


As to the intervener, the report said, it competed with pro- 
ducers having mills in the coast and Spokane groups and that 
much of its productioa, which the report said was low grade, 
could not be disposed of to advantage in the distant markets 
of the east. The report said the lumber was sold on such nar- 
row margins of profit that it was difficult, if not impracticable, 
for the intervener to absorb any substantial difference in 
freight rates. 

In disposing of the case, the Commission said: 


Upon the record we find that the rates assailed by complainants 
are not unreasonable or unjustly discriminatory, but that they are 
and for the future will be unduly prejudicial to the extent that they 
exceed or may exceed the rates contemporaneously maintained from 
Tacoma and other points in the coast group. ” 

We further find that the rates assailed by the intervener are 
not unreasonable, unjustly discriminatory, or unduly prejudicial, ex- 
cept those to points east of the Montana-Dakota state line, which 
we find to be unduly prejudicial. To remove the undue prejudice found 
to exist rates should be established from Elk River to the first local 
points on the Great Northern and Northern Pacific, respectively, 
west of Minneapolis and St. Paul, Minn., equal to those from Spokane 
to those points, and rates should be established from Elk River to 
Beach and Buford, N. D., which shall not exceed those from Spokane 
to those points by more than 2.5 cents. Beach and Buford are on 
the Northern Pacific and Great Northern, respectively, immediately 
east of the Montana-Dakota state line. Rates to destinations in 
the territory between these two points, on the one hand, and those 
immediately west of Minneapolis and St. Paul, on the other, should 
be graded so as to harmonize in principle with those previously re- 
quired from points on the line of the Oregon-Washington Railroad 
and Navigation Company. The rates to Beach and Buford should 
be observed as maxima to intermediate points. 


SUGAR LAND RY. DIVISIONS 


In a report written by Commissioner McManamy, in No. 
10049, Sugar Land Railway Company, mimeographed, the Com- 
mission has found that divisions of joint rates maintained on 
interstate or foreign traffic, by the Sugar Land Railway and 
its connections, on and after August 26, 1920, were unjust, un- 
reasonable, inequitable, unduly preferential and prejudicial as 
between the parties thereto, to the extent they departed from 
the basis of divisions thereafter agreed upon by the Sugar Land 
and its connections and by them made effective as of Septem- 
ber 1, 1920. The Commission said that it found those divisions 
to have been the just, reasonable and equitable divisions of 
joint rates applicable to such interstate or foreign traffic to be 
received by the carriers respondents in this case. It said it 
was further of the opinion and found that adjustment of the 
divisions, as between the respondents, should be made in ac- 
cordance with that basis in respect of traffic on and after 
August 26, 1920. 

Controversy between the Sugar Land and its trunk line 
connections extended to and involved the Director-General of 
Railroads when the Sugar Land, a short line in Texas, was 
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taken over, as were other short lines, and held until in June, 
1918, it and other short lines were returned to their owners. 
The Director-General asked the Commission to fix the divisions. 
The Commission found that it had no jurisdiction to fix divi- 
sions in this case prior to August 26, 1920, when rates made by 
it went into effect on the Sugar Land. But under that part of 
section 8 of the federal control act which authorized the Presi- 
dent to avail himself of the advice of the Commission in the 
execution of the powers granted to him by that act, the Com. 
mission advised the Director-Genéral that, in its opinion, the 
divisions, in no case, should have exceeded those made on the 
basis established September 1, 1920, readjusted in those cases 
where stated in specific amounts to reflect the general changes 
in rate levels made effective on August 26, 1920, and June 25, 
1918. 

The Commission has ordered the adjustment of divisions, 
as between the railroads, to be made for the period between 
August 26 and August 31, 1920, both inclusive, on the basis of 
the divisions agreed upon by the railroads and made effective 
by them as of September 1, 1920. It has also discontinued the 
proceedings. It said nothing in its order about divisions as 
between the Sugar Land and the Director-General, its conclu- 
sion being, as before set forth, that it had no jurisdiction over 
divisions because none of the rates established by it became 
effective on the Sugar Land prior to August 26, 1920. It also 
said that it had no jurisdiction to fix divisions of joint intra- 
state rates. 

This proceeding was instituted by the Commission on its 
own motion, on February 13, 1918. It covered the ownership 
and control of the Sugar Land, with a view to determining 
whether the divisions received by it on traffic, rules, regula- 
tions and practices were “unduly preferential or otherwise un- 
lawful.” The Southern Pacific, Santa Fe and International & 
Great Northern, connections of the Sugar Land, and the Sugar 
Land were made respondents. They were then all under fed- 
eral control, the Sugar Land having been released in June, 1918. 

Hearings were put off until January 14, 1925, and were com- 
pleted April 17, 1925. The postponement was made at the re- 
quest of the Railroad Administration which expressed the belief, 
the report said, that divisions could be fixed by negotiation. 
On September 28, 1920, the trunk lines, in No. 11847, filed a 
complaint asking the Commission to fix divisions. That com- 
plaint was dismissed on May 9, 1921, the parties having reached 
an agreement. 

The Sugar Land, extending from Cabell to Anchor, Tex., a 
distance of 38.5 miles, with a branch line, 1.7 miles long to 
House Junction, from which point it has trackage rights into 
Houston, 22 miles from the junction, is a profitable railroad, 
having paid excess earnings, under section 15a, for 10 months 
in 1920, the whole of 1922 and 1923. It claims investment in 
road and equipment amounting to $998,507, and the Commis- 
sion’s tentative valuation is $920,938. 

The Commission said that it served principally the Imperial 
Sugar Company, with a refinery at Sugarland; Sugarland In- 
dustries, other industries, including five convict farms. Sugar- 
land Industries formerly owned the Imperial Sugar Company’s 
property but sold it to the Imperial company in 1924. The re- 
port set forth the inter-relation of the sugar company, the Su- 
garland Industries which operates a cane sugar plantation and 
the stockholders of various men interested in the enterprises 
on the railroad but came to the conclusion that it did not ap- 
pear that the Sugar Land had any direct control over either 
the Sugarland Industries or the sugar company, or that they 
had any control over the Sugar Land. 


A few days before the end of federal control the Railroad 
Administration published division sheets purporting to be ef- 
fective as of June 25, 1918, fixing divisions for the Sugar Land 
which, the report said, would yield the Sugar. Land considerably 
less than the divisions in effect January 1, 1918, plus the propor- 
tionate share of the increase effective June 25, 1918. The Su- 
gar Land, the report said, never agreed to the divisions. 

In the agreement reached between the Sugar Land and its 
connections and which became the basis for the settlement 
under the orders of the Commission, it was agreed that the 
divisions should be the same via all junctions, instead of vary- 
ing, as was provided in the so-called division sheets published 
by the Railroad Administration “in order,” said the report, “that 
the Southern Pacific and Santa Fe might obtain their fair share 
of the business, it apparently being understood that if they 
were fixed on a different basis, the Sugar Land would prefer to 
haul the traffic to and from Houston rather than interchange 
with those carriers at Sugarland or Santa Fe Junction for a 
lesser division of rates.” 


ATLANTA PRODUCE BUILDING CASE 


The Commission, with Commissioners Eastman and McMan- 
amy dissenting, has dismissed No. 16749, Williams-Thompson 
Company vs. Atlanta & West Point et al., mimeographed, finding 
that the defendants’ refusal to lease to the complainant a sec- 
tion of a building owned by them at Atlanta and used by pro- 
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duce dealers, while leasing similar sections to its competitors, 
is not unjustly discriminatory, unduly prejudicial ‘or otherwise 
violative of the interstate commerce act. In dismissing the 
case the Commission said it was following Andrews Bros. Co. 
vs. P. R. R. Co., 123 I. C. C. 733, commonly known as the Pitts- 
purgh fruit auction case. (See Traffic World, April 23, p. 1047.) 

The complainant, in this case, is resisting expulsion from 
« building owned by the carriers at Atlanta which they lease 
to produce dealers because they do not need the land or build- 
ing for strictly transportation purposes. There are 16 sections 
in the building, leased to as many produce dealers, the whole 
constituting what is known as Produce Row. The dealers re- 
ceive interstate and intrastate shipments in that building and 
each has exclusive control over the section leased by him. 
Railroad tracks run alongside the building and cars are switched 
to and from each dealer’s section. The Williams-Thompson 
Co. alleged the refusal of the carriers to lease a section of the 
puilding, while leasing similar sections to its competitors, re- 
sulted in unjust discrimination and undue prejudice to it. The 
Commission was asked to require the carriers to furnish equal 
facilities and advantages “to all shippers equally situated.” 
Violations of the second, third, fourth and sixth sections of the 
interstate commerce act were alleged. 

Shortly after the building was completed, in 1913, the re- 
port recited, the complainant took a five-year lease on one of 
the sections. A second lease, expiring in 1923, was taken. Prior 
to its expiration, the complainant was notified that a renewal 
would not be made and that it would have to vacate the prop- 
erty on December 31, 1923. 

Litigation followed. Complainant sought to prevent evic- 
tion by injunction proceedings. Injunction was denied. The 
complaint in this case was then filed. The railroads, on their 
part, filed a dispossessory warrant in the state courts. It re- 
sulted in a judgment for the complainant. That case is now 
pending on appeal. Thereafter complainant filed a bill in the 
federal court seeking a temporary order restraining the car- 
riers from filing any further dispossess proceedings. At the 
preliminary hearing on that bill, upon a statement by the pre- 
siding judge that a restraining order should be granted, the de- 
fendants agreed to regard the matter as though such an order 
had been issued and to file no further proceeding, unless they 
decided to give notice to complainant and set the matter down 
for hearing. 

No such notice, the report said, had been given, and the 
carriers had not filed any additional proceeding. Seemingly, 
the carriers allowed the matter to rest while the case was be- 
ing presented to the Commission. That body has been consid- 
ering the matter since November 21, 1925, the date on which 
this proceeding was submitted, after argument on exceptions, 
filed by the complainant, to the report proposed by the ex- 
aminer. 


In its report the Commission said that Produce Row offered 
many advantages; that its facilities saved the tenants drayage 
expense and promoted efficient handling of the produce. The 
fact that Produce Row was a colony of dealers, the report said, 
fostered co-operation, facilitated commercial intercourse among 
the dealers there and attracted customers. The report said that 
if complainant was compelled to go elsewhere in Atlanta for a 
business location, it might have great difficulty in competing 
— the dealers which continued to occupy sections in Produce 

ow. 


In behalf of the carriers it was testified that the rentals 
received for Produce Row were adequate and in line with 
rentals charged by others in the same general section of the 
city; that when the leases expired in 1923, the rents were in- 
creased to keep pace with the general rise in values and that 
higher rentals than those fixed would have resulted in the loss 
of desirable tenants. The report said the present rentals 
amounted to about $26,000 a year, or a return of approximately 
6 per cent on the investment. Some of the leases contain a 
Provision to the effect that the lessees were to route their 
goods over defendants’ lines in so far as they might be lawful. 
Defendants said, at the hearing in this case, it was their policy 
to eliminate that clause from future leases. It was not included 
in the last lease held by the complainant. 


In disposing of the case the Commission said that although 
the situation herein disclosed was not identical with the one in 
the Pittsburgh fruit auction case, the same principles were con- 
trolling. Following, as it said, that case, it made the finding that 
the refusal to lease to the complainant had not been shown to 
result in unjust discrimination against or undue prejudice to 
no complainant or other violation of the interstate commerce 
act. 

In his dissent, in which Commissioner McManamy joined, 
Commissioner Eastman said land of this character ought not, 
a8 a matter of public policy, to be owned by a railroad company. 
He said that in Williams vs. Johnson, 208 Mass. 544, it was 
held that real estate which was owned by a railroad company 
and for which the railroad had no present or probable prospec- 
tive use for railroad purposes, should be sold and turned into 
money within a reasonable time. That might not be the law 
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in Georgia, he said. But, he added that if railroad companies 
were to own such land and contract for its use by shippers, 
great care had to be exercised to avoid anything savoring of 
unlawful discrimination. Here he said the proof fell far short 
of supporting a conclusion that the rent was adequate and did 
not result in unlawful discrimination in favor of the arbitrarily 
selected produce dealers as compared with produce dealers not 
so favord. In his judgment, he said, the only way in which 
defendants could bring about equality of treatment and oppor- 
tunity as between these competing shippers was by selecting 
their tenants, not arbitrarily, but as the result of competitive 
bids open to all produce dealers of proved financial responsi- 
bility. Adequacy of rental for property like this, he said, could 
not be determined by the arbitrary fiat of defendants, but only 
by finding out what the leases would bring in the open market. 
He said that here there was utter lack of evidence upon that 
point. 

Mr. Eastman said the facilities provided were uniquely 
valuable for the purposes of produce dealers. All the dealers, 
he said, were shippers over the lines of the defendants. De- 
fendants, he declared, asserted the right to select tenants 
arbitrarily and that in the exercise of this asserted right, had 
elected to dispossess the complainant. That was not because, 
he asserted, the complainant had failed in any way to fulfill 
its obligations as a tenant or because it was in any way ob- 
noxious to the other tenants but apparently because the defend- 
ants were dissastisfied with the volume of tonnage which it pro- 
duced as a shipper. No other reason,. he said, appeared of 
record. 

The real question at issue, he said, was whether the refusal 
of the defendants to grant complainant an opportunity to become 
a tenant constituted a violation of section 3, the language of 
which, he said, could hardly be broader and should be broadly 
construed by the Commission. The value of the location of the 
building, he declared, was derived largely from its close as- 
sociation with the common carrier service of the defendants. 
All the tenants, he observed, were shippers and that the manner 
in which that fact was enmeshed with the arbitrary selection 


.of tenants was made clear by the only reason which had been 


suggested of record for the threatened dispossession of com- 
plainant. He said it was obvious that by granting tenancy to 
certain dealers, arbitrarily selected, on terms which did not 
accord with the peculiar and unique advantages which they 
reaped from the tenancy, defendants could bring about a situa- 
tion which, in practical effect, amounted to a refunding or re- 
mission of some part of the published freight rates, hence his 
suggestions as to the adequacy of the rentals and the method 
for ascertaining it. 


NEWSPRINT PAPER RATE 


A finding of undue prejudice, a denial of reparation and 
an order for the future have been made in No. 17633, Chamber 
of Commerce of El Dorado (Ark.) et al. vs. Chicago, Rock Island 
& Pacific et al., mimeographed, as to a rate on newsprint paper, 
in carloads, from New Orleans, La., to El Dorado, Ark. The 
Commission, by division 3, found a rate of 45.5 cents not un- 
reasonable, but unduly prejudicial to the extent it exceeded, 
exceeds or may exceed the rate to Shreveport, La., by more 
than 7 cents per 100 pounds. Reparation was denied on the 
ground that the complainants, the Chamber of Commerce and 
the El Dorado Daily News, had not shown damage by reason 
of the undue prejudice found to exist. 

The rate imposed, on nine carloads, subsequent to October 
13, 1924, was alleged to be unreasonable and unduly prejudicial 
as compared with rates to other destinations in Arkansas, Okla- 
homa and Louisiana. Petitions of intervention, the report said, 
were filed by manufacturers and distributors of newsprint paper. 

The complainant newspaper, to show the effect of the undue 
prejudice, testified that the publishers of newspapers at Shreve- 
port sold their newspapers to dealers in northern Louisiana, 
where it said there was keen competition, because El Dorado 
was nearer than Shreveport, at half a cent per copy less than 
it was able to sell its newspaper, although the price to the 
public was the same. The complainant estimated that if it had 
a rate on newsprint of not more than 7 cents over the 27-cent 
rate to Shreveport it would be able to meet the Shreveport 
competitors’ prices, add to its circulation and thereby increase 
its advertising. 

The order requires the carriers to establish a rate on the 
basis set forth not later than July 2. 


DAMAGE TO WATERMELONS 


The Commission, by division 3, has dismissed No. 17910, 
L. A. Mossburg vs. Atlanta, Birmingham & Atlantic et al., 
mimeographed, finding the damage alleged in respect of delay 
in delivery of two carloads of watermelons not to have resulted 
from any violation of the interstate commerce act. The com- 
plaint alleged that two carloads of watermelons, shipped in 
July, 1925, from Sumter and Normal Park, Ga., to Potomac 
Yard, Va., were misbilled by the defendants to Cameron Yard, 
Va., thus delaying delivery and causing deterioration and de- 
crease in value of the commodity, in violation of section 15 of 
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the interstate commerce act. The Commission was asked to 
award $215 as damages on account of the failure of the water- 
melons to get to Washington, D. C., in time for delivery the 
day after complainant inspected them, at a point near Alex- 
andria, Va., believed by him to be Cameron Yard. While the 
car was delivered at Washington July 28, the day after the 
inspection and acceptance, the complainant alleged the delivery 
was too late for him to make delivery on the orders he had 
taken after he had inspected the melons and that his customers 
canceled their orders. He applied to the Commission for the 
difference in the price he expected to receive and the price he 
received. 

The carriers testified that the melons were inspected at the 
usual place, a little north of Potomac Yard and not in Cameron 
Yard and that the diversion to Washington was accomplished 
in the usual way, without unnecessary delay. 

Complainant cited, in support of his claim, Danzer & Co. 
vs. G. & S. 1, 69 I. C. C. 59. The Commission said that the 
damage in that case resulted from misrouting. Misrouting had 
not been established in this case, the report said, and com- 
plainant’s redress, if any, was in the courts, citing on that point 
Lamberton Co. vs. C. R. R. Co. of New Jersey, 100 I. C. C. 259. 


RATES ON GRAIN AND PRODUCTS 


In I. and S. No. 2863, grain and grain products from western 
points to stations on Jonesboro, Lake City & Eastern Railroad, 
mimeographed, the Commission, by division 3, has found not 
justified proposed increased rates on grain and related com- 
modities from points on the Missouri Pacific and certain of its 
connections, in Colorado, Kansas, Nebraska, Iowa and Missouri 
to various destinations in Arkansas. The suspended schedules 
were ordered canceled and the proceeding was discontinued. 

Respondents proposed to concel the existing joint rates on 
grain and related commodities from the origin territory indi- 
cated to stations on the former Jonesboro, Lake City & Hastern, 
now a part of the Frisco. The Rea-Patterson Milling Company 
of Coffeyville, Kan., protested against the schedules. The report 
said the proposed schedules would result in closing the existing 
routes that deprived the Frisco of the long haul. It said that 
situations similar to that here presented were considered in 
Grain and Its Products to Arkansas, 113 I. C. C. 209, and Grain 
and Grain Products to Arkansas, 115 I. C. C. 457, and that 
respondents’ evidence did not differ in character from that 
offered by respondents in those proceedings. The Commission 
said it was conceded that if the general principles that governed 
the ‘disposition of those cases were followed here, the suspended 
schedules might not be approved. 


COARSE GRAIN RATES 


The Commission, by division 2, in a report written by 
Commissioner Campbell, in I. and S. No. 2842, Grain and Grain 
Products from points in Texas to Mississippi Valley, mimeo- 
graphed, has found not justified proposed increased rates on 
coarse grains, from points in Texas to destinations in Mississippi 
and Alabama and proposed restriction of the application of 
rates to certain routes, except in so far as the cancellation of 
routing via McGregor and Waco, Tex., is concerned. The 
schedules have been ordered canceled and the proceeding dis- 
continued. 

Some rates applying via McGregor and Waco, the report 
said, short-hauled the Gulf, Colorado & Santa Fe. Respondents 
proposed to correct that situation by routing traffic via Fort 
Worth, Texas. That restriction, the report said, would deprive 
Waco interests of opportunity to transit. However, it further 
said, the new route would not materially affect the length of 
the through haul and that the respondents were clearly within 
their rights under section 15. 

The report said the present and proposed rates were made 
on the basis of the locals or proportionals to Memphis, Vicks- 
burg or other lower Mississippi River crossings, and locals or 
proportionals beyond. Under tariff provision the rates so made 
through any of the gateways are generally applicable through 
each of the gateways. The principal increases, the report said, 
would be to several important points in Mississippi, particularly 
Jackson and Meridian. They would be brought about solely by 
increasing the factors east of the Mississippi. The schedules, 
the report said, contained provisions that would adversely affect 
the Memphis market also. No justification for the provisions 
relating to the Memphis market, the report said, had been offered. 
The increases, had they been allowed, would have run from 
2.5 cents, as a minimum at Mobile, to a maximum of 9 cents 
at Pascagoula. 


LUMBER REPARATION AWARDED 


The Commission, in No. 10891, O. E. Burns and F. R. Knapp 
vs. Big Sandy & Kentucky River, Director-General, et al., mimeo- 
graphed, in a report on further hearing written by Commissioner 
Aitchison, has awarded reparation, upon proof of damage in 
accordance with the finding of unreasonableness, as to rates on 
lumber, in the supplemental report, 74 I. C. C. 111, as amended 
herein. In the supplemental report the Commission found the 
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complainants were entitled to reparation on account of the un- 
reasonableness of rates on lumber, from Sherman, Ky., to 
interstate destinations. The unreasonableness consisted in a 
through rate, over the Big Sandy & Kentucky River, in excess 
of the aggregate of intermediates. The Big Sandy & Kentucky 
River refused to participate in the making of Rule V statements, 
so another hearing was had on that point and also to dispose of 
contentions made on behalf of the defendants as to the mean- 
ing and effect of various court decisions, particularly Patter. 
son vs. L. & N., 2 Fed. (2nd) 592, growing out of Hudson Mule 
Co. vs. L. & N., 63 I. C. C. 6, and the same case in the Supreme 
Court, Patterson vs. L. & N., 269 U. S. 1. 

The Commission, in this report and order, amended the 
language used by it in the supplemental report, on account of 
its inexactness, and found that the Big Sandy owed the com- 
plainants $1,540.15, with interest, on account of the unreason- 
ableness of the factor in the rate, from Sherman to Dawkins, Ky. 


FURNITURE RATES PREJUDICIAL 


The Commission, by division 3, in No. 18075, Rodgers-Wade 
Furniture Co. vs. Akron, Canton & Youngstown et al., mimeo- 
graphed, has found unduly prejudicial to the complainant and 
unduly preferential of competitors at Texarkana, Ark.-Tex., the 
rates on furniture, carloads, from St. Louis, Mo., to Paris, Tex., 
to the extent they exceeded or may exceed rates which will 
result from the decision in Consolidated Southwestern Cases, 
123 I. C. C. 203. The report in this case said that as the rates 
in the Consolidated case had been described, this case would 
be dismissed. Reparation was denied. The report said the 
complainant did not show that it had suffered pecuniary loss 
because of the existing rate situation. It said that, based upon 
the grouping authorized in the Consolidated Southwestern cases, 
the rates to Texarkana and to Paris would become $1.05 and 
$1.14, and that the establishment of those rates would remove 
the undue preference of Texarkana and the undue prejudice to 
Paris. 


TROUSER PRESSES RATE 


A finding of unreasonableness and an award of reparation 
have been made in No. 17999, Chicago Carton Co. vs. New York 
Central, mimeographed, as to a first class rate of $1.42, charged 
on a carload of boxboard, flat, imprinted, to be used as trouser 
presses, shipped in February, 1924, from Chicago to New York. 
The complaint alleged the rate was unreasonable and inap- 
plicable. The presses were assessed as paper goods, N. O. I. B. 
N., any quantity. The Commission found the rate applicable, 
but found that it was, is and for the future will be unreason- 
able to the extent that when applied to shipments of cardboard 
trouser presses, in carloads, it exceeded, exceeds or may exceed 
a rate of 94.5 cents, minimum 24,000 pounds. The rate found 
reasonable is to be established not later than July 6. 


STEREOTYPE REPARATION 


The Commission, by division 3, in No. 12101, Western News- 
paper Union vs. Director General, Adirondack & St. Lawrence 
et al., mimeographed, upon further hearing, has awarded repa- 
ration, in definite sums, to complainant, upon less-than-carload 
shipments of stereotype plates, old, worn out, or scrap, broken 
or unbroken, shipped with type faces unprotected and valuable 
only for remelting, which were made subsequent to the original 
hearing. In the original report, 69 I. C. C. 523, the Commission 
found the less-than-carload rating in Official classification and 
the rates applicable in connection therewith unreasonable and 
prescribed a reasonable rating. Some of the carriers objected 
to proof of the paying and bearing of the charges in affidavit 
form. Therefore this hearing was had. After eliminating some 
of the claims on account of not having been filed in time or be- 
cause a carrier was not a party, the Commission found that the 
complainant was entitled to $315.62 from the Director General, 
and $461.38 from the corporate carriers. 


BUILDING MATERIAL RATES 

The Commission, by division 3, has dismissed No. 17481, 
Mountain States Roofing Co. et al. vs. Atchison, Topeka & Santa 
Fe et al., mimeographed, finding the rates on building and roof- 
ing material, in straight or mixed carloads, from Chicago, IIl., 
and St. Louis, Mo., and points taking the same rates, and from 
Lockland, O., to Denver, Greeley and Colorado Springs, Colo., 
not unreasonable. The complaint alleged they had been unrea- 
sonable since July 10, 1923. Reparation and rates for the future 
were requested. 


IMPORTED WOOD PULP RATES 

The Commission, by division 3, in No. 16531, Hamersley 
Manufacturing Company vs. Erie et al., mimeographed, has 
found unreasonable the rates on imported wood pulp, carloads, 
from Hoboken, N. J., Philadelphia, Pa., and Baltimore, Md., to 
Garfield, N. J., and from Baltimore to Passaic-Dundee, N. J. 
The report also covers No. 17326, Clifton Paper Mills vs. New 
York, Susquehanna & Western et al. The complaint alleged 
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the rates were’ and are unreasonable. It found the rates from 
New York to Dundee-Passaic not unreasonable. The complaint 
of the Clifton Paper Mills alleged the rates from New York and 
Baltimore to Passaic-Dundee were unreasonable. In both com- 
plaints the prayer was for reasonable rates for the future and 
reparation. 

The finding was that the rates from Hoboken, Philadelphia 
and Baltimore to Garfield were, are and for the future will be 
unreasonable to the extent they exceeded, exceed or may ex- 
ceed 10.5, 16.5 and 20.5 cents, respectively, and from Baltimore 
to Passaic-Dundee, N. J., 20.5 cents. Reparation was awarded 
to the title complainant on shipments subsequent to January, 
1923. Reparation was awarded to the Clifton Paper Mills on 
shipments between July 24, 1923, and March, 1925, on which it 
paid a sixth-class rate of 22.5 cents, to the basis of the 20.5- 
cent rate found reasonable from Baltimore to Passaic-Dundee. 

Commissioner Woodlock dissented but did not write his 
views. 


SAND AND GRAVEL RATES 


The Commission, by division 3, in No. 16963, Automatic 
Gravel Products Company et al. vs. Chicago, Rock Island & 
Pacific et al., mimeographed, has found unreasonable and un- 
duly prejudicial, the rates on sand and gravel, from Muscatine, 
Ia., to destinations in central Illinois, to the extent they exceed, 
by more than 10 cents per ton, the rates on crushed stone, from 
Buffalo and Linwood, Ia., to the same destinations. The de- 
fendants are given 90 days in which to revise their rates. If 
that is not done, the report says, the complainants may bring 
the matter to the attention of the Commission for the entry of 
an order. 


RATES ON STEEL RAILS, ETC. 


In a mimeographed report by division 1 in No. 17210, Hyman- 
Michaels Company vs. Atlantic Coast Line et al., the Commis- 
sion has found that complainant is entitled to an award of 
reparation, based on a holding that rates charged on steel 
rails, angle bars and similar articles, from O. N. Junction, Fia., 
to Jacksonville and Key West, Fla., for export, were unreason- 
able to the extent that the rate from O. N. Junction exceeded 
$1.80 per ton to Jacksonville and $3.93 per ton to Key West. 
The shipments moved in the period between June 15 and July 
15, 1928. The rates charged were alleged to have been unrea- 
sonable, discriminatory and prejudicial to the extent that they 
exceeded the rates contemporaneously in effect from Palatka, 
which is within a little more than a mile from O. N. Junction. 
The report said the applicable class-M rate of $2.14 was charged 
to Jacksonville and a combination rate of $5.40 to Key West. 
The Commission said that from the record it appeared that 
O. N. Junction was beyond the limits of Palatka and that ac- 
cordingly the applicable rates were charged on complainant’s 
shipments. It said, however, that these rates were reasonable 
for the movement from O. N. Junction was not so apparent. It 
said defendants criticized certain of complainant’s rate com- 
parisons as failing to show the short-line distances but did not 
challenge other rates of $1.80 maintained for movements be- 
tween points in Florida comparable in distance to that from 
O. N. Junction to Jacksonville. It said these rates were 33 
cents higher than that contemporaneously maintained from 
Palatka to Jacksonville. It said the difference added to the rate 
of $3.60 from Palatka to Key West would make a rate of $3.93. 


RATE ON NEWSPRINT PAPER 


; The Commission, in a mimeographed report by division 3, 
in No. 18314, Newark Call Printing & Publishing Company vs. 
Central of New Jersey et al., has dismissed the complaint, on a 
finding that a commodity rate of 28.5 cents charged on news- 
print paper from Carthage, N. Y., to Newark, N. J., between 
April 24, 1924, and December 5, 1924, was not unreasonable, un- 
justly discriminatory or unduly prejudicial as alleged. The re- 
port said that, in order to place shippers at Carthage on the 
Same basis as competitors at Glens Falls, N. Y., the New York 
Central on December 12, 1924, reduced the rate from Carthage 
to Newark over the National Junction, N. J., route to 25 cents. 
The Commission said complainant appeared to base its claim 
for reparation upon the theory that because the rate was re- 
duced, the presumption was that the higher rate was unreason- 
able. It said the action of the carriers in reducing the rate, 
under the circumstances, did not establish the unreasonable- 
hess of the rate so reduced. ; 


CHOCOLATE RATINGS 


The Commission, by division 3, in No. 177438, Association of 
Cocoa and Chocolate Manufacturers of the United States vs. 
Alabama & Vicksburg et al., mimeographed, has found ratings 
on cocoa beans, the raw material from which chocolate products 
are made, in carloads and less than carloads, in Official, Southern 
and Western Classifications, and on chocolate and chocolate 
coating, in carloads, in Official and Western Classifications, un- 
reasonable but not unduly prejudicial. It has further found the 
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ratings on chocolate and chocolate coating, in less than carloads, 
in the three classifications, not unreasonable, unjustly dis- 
criminatory or unduly prejudicial. 

As to the beans the Commission found the ratings, in bags, 
barrels or boxes, unreasonable to the extent they exceed fifth 
class in carloads and third class in less than carloads, the car- 
load minimum to be 36,000 pounds. That finding was in ac- 
cordance with the prayer of the complaint, the Commission 
said, although it would not result in uniformity from the stand- 
point of percentage relationships of the fifth class rates to the 
respective first class rates. 

As to the ratings on chocolate and chocolate coating in less 
than carloads the finding, as before set forth, was that they were 
not unreasonable but that the carload ratings in Official and 
Western Classifications on chocolate in barrels or boxes, and on 
chocolate coating, in bags, barrels, or boxes, are and for the 
future will be unreasonable to the extent they may exceed fourth 
class, minimum 36,000 pounds. 

The complaint alleged the ratings were unreasonable, un- 
justly discriminatory and unduly prejudicial. In answer to the 
comparisons between cocoa beans and chocolate and chocolate 
coating and other commodities, the railroads emphasized the 
fact, said the report, that the traffic was moving freely and 
contended that the values per pound of the commodities amply 
justified the present higher ratings. 


STONE COMMODITY DESCRIPTION 


The Commission, by division 2, in I. and S. No. 2831, stone 
from Champaign, IIl., to certain points in Central Freight Asso- 
ciation territory, mimeographed, has found justified the proposed 
changes in the commodity description governing the application 
of rates on stone, from Champaign to points in Ohio and other 
states, vacated the order of suspension and discontinued the 
proceeding. The schedule was suspended upon the protest of 
a granite company at Cold Springs, Minn., which thought the 
change would result in increasing the factor of a combination 
on granite it was furnishing for a new city hall at Columbus, O. 
The Commission found that the changes, which the carriers 
said were for the sake of clarity, would not affect shipments 
of granite. It said discussion of evidence pertaining to the 
propriety of the rates brought into question was unnecessary. 


LUMBER AND BUILT-UP WOOD RATES 


The Commission, by division 4, has dismissed No. 18510, 
Brunswick-Balke-Collender Co., Inc., vs. Baltimore & Ohio et al., 
mimeographed, finding the rates assessed on mixed carload ship- 
ments of lumber, built-up woods and veneer, from Knoxville, 
Tenn., to Dubuque, Ia., Muskegon, Mich., and Rockford, IIl., in- 
applicable. It directed the waiver of alleged undercharges. The 
complaint alleged that the rates sought to be collected on ship- 
ments since October 19, 1923, were inapplicable and unreason- 
able. The Commission said the case involved the interpretation 
of mixed carload rules in L. & N., I. C. C. No. A-15373 and Glenn's 
I. C. C. No. A-376 and re-issues thereof. The carriers could not 
agree upon the interpretation. The Commission said that it had 
repeatedly found that where there was a reasonable doubt as 
to the meaning of tariff provisions, the doubt should be re- 
solved against the maker and in favor of the shipper. The 
carriers tried to collect undercharges but the Commission found 
that the rates at which charges were collected were the appli- 
cable rates and that the alleged undercharges should be waived. 


PIG IRON RATE UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been made in No. 16926, Allen Manufacturing Co. et al. vs. 
Alabama Great Southern et al., mimeographed, as to a rate of 
$2.37 per long ton on pig iron, prior to March 17, 1926, and the 
charges thereunder, from Birmingham, Ala., and points taking 
the same rate, to Nashville, Tenn. The Commission found the 
rate unreasonable, but not unduly prejudicial to the extent it 
exceeded $2.04 per long ton and awarded reparation to that 
basis. The rate of $2.04 cents was established March 17, 1926. 
The Louisville & Nashville, at the hearing, in July, 1925, ex- 
pressed willingness to establish the $2.04 rate. The complain- 
ants, makers of stoves and ranges at Nashville, alleged the rate 
was unreasonable and unduly preferential of manufacturers at 
other points in Chattanooga and at destinations in Tennessee, 
Alabama and Georgia. Comparison was made with rates to 
Knoxville and Chattanooga as well as other points. The L. & N., 
which defended this case, said the rate to Knoxville was de- 
pressed unduly by conditions obtaining at that point and that 
it had no control over the $1.69 rate to that point, although it 
participated in it over a route 312 miles long. On account of 
the lack of control over rates to other points by the rate-making 
lines to Nashville, the Commission said it was clear there was 
no basis for a finding of undue prejudice. 


PHOSPHATE ROCK RATES 


An order of dismissal has been made in No. 16867, Gulfport 
Fertilizer Co. vs. Atlantic Coast Line et al., mimeographed, the 
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Commission, by division 3, finding not unreasonable, the rates 
on phosphate rock, from Brewster, Bradleys and Achan, Fla., to 
Gulfport, Miss., between March 22 and December 18, 1920, and 
from Prairie, Fla., to Gulfport, in December, 1924. The dismissal 
also covers No. 18297, Same vs. Same. The complaints alleged 
the rates were unreasonable, unduly prejudicial and in violation 
of the long-and-short-haul part of section 4. Reparation was 
prayed. The rate sought has been established and the question 
of a rate for the future was not in issue. 

On the routes used, Gulfport was intermediate to New Or- 
leans. The rates to Gulfport were higher than to New Orleans. 
The complainant contended that the New Orleans basis would 
have been reasonable for application at Gulfport. That situation, 
the report said, was protected by fourth section applications. 
Since the shipments moved, the rate to Gulfport has been re- 
duced to the New Orleans basis. 

The railroads contended that the lower rates to New Or- 
leans were water compelled. There was movement to Gulfport 
by water also but the service to that point was less regular 
than to New Orleans. The Commission said the rates charged 
to Gulfport did not appear to have been inherently high and that 
it was only when comparison with the contemporaneous rates 
to New Orleans was made that a question arose as to their 
reasonableness. 

Commissioner Campbell, dissenting, said it was apparent 
that the failure of the majority to find the rates unreasonable 
was based on its belief that the rate to New Orleans was de- 
pressed due to water competition. He said he was unable to 
agree with the majority in dismissing the complaints. Aside 
from the question of the effect of water competition upon the 
level of the rate to New Orleans, he said the Commission had 
condemned rates on phosphate rock in the southeast that were 
relatively not higher than those here in issue, citing Knoxville 
Traffic Bureau vs. A. C. L., 101 I. C. C. 165, and Tennessee Chem!- 
cal Co. vs. L. & N., 87 I. C. C. 46, to bring out his point. 


SUGAR RATES NOT JUSTIFIED 


The Commission, by division 1, in a report written by Com- 
missioner McManamy, in I. and S. No. 2839, cancellation of ap- 
plication of class rates on sugar, mimeographed, has found not 
justified the proposed cancellation of the application of class 
rates on sugar, in carloads, between points in Arkansas and 
Texas, on the one hand, and Oklahoma, on the other. It has 
ordered the cancellation of the suspended schedules and dis- 
continued the proceeding. The schedules were suspended upon 
the protest of commercial interests at Dallas, Tex., and Fort 
Smith. Ark. The existing rates are fifth class, on a minimum of 
40,000 pounds. Within Texas interstate and intrastate, com- 
modity rates apply. They are graded up to 185 miles, at which 
distance the rate is 50 cents. Beyond that the 50-cent rate, 
subject to a minimum of 36,000 pounds, is blanketed. 

From New Orleans and other Louisiana producing points 
to Arkansas destinations the rates are on the basis prescribed 
in No. 9702, Memphis-Southwestern Investigation, 77 I. C. C. 473, 
subject to a minimum of 36,000 pounds. In Oklahoma Traffic 
Association vs. A. G. S., 113 I. C. C. 635, the Commission pre- 
scribed rates on the basis of the 9702 scale from Louisiana 
points and Sugarland, Tex., to points in Oklahoma, on a 60,000 
pound minimum. 

Although, said Mr. McManamy, the level would not be ma- 
terially different, the Commission, in Consolidated Southwestern 
Cases, 123 I. C. C. 203, prescribed column 30 rates, substantially 
equal to 30 per cent of the first class rate of the scale prescribed 
in that case, subject to a minimum of 60,000 pounds. In many 
instances, Mr. McManamy said, the per car charges from the 
Louisiana points to Arkansas, plus the per car charges beyond, 
to Oklahoma destinations, and the per car charges from Sugar- 
land and Texas City to north Texas points, were below the 
basis prescribed in the Oklahoma Traffic Association case. 

The object of the respondants, in these schedules, was to 
prevent, Mr. McManamy said, the defeat of the through charges. 
He said there was no movement of sugar, in carloads, on the 
class basis, but that the protestants feared that some occasion 
might arise for shipping a mixed carload of groceries from a 
point like Dallas to a point in Oklahoma. If the class basis were 
cancelled, they said, it would be necessary to apply the less- 
than-carload fourth class rate, instead of the fifth class carload 
rate, on any sugar that might be included in the shipment. The 
report said the matter was of little, if any, practical importance 
but that one of the fundamental functions of class rates was 
to provide a basis for possible shipments. Therefore, the pro- 
testants contended the proposal of the carriers was wrong in 
principle. 

The carriers asked that, in the vent their proposal was 
condemned, the Commission indicate the method by which they 
might preserve the integrity of the rates prescribed in the 
Oklahoma Traffic Association case. They suggested that the 
‘Commission might well approve an exception to the classifica- 
tion, providing a 60,000 pound minimum in connection with fifth 
class factors. 

In disposing of that phase of the case, the Commission said 
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that the establishment of rates in accordance with Consolidated 
Southwestern Cases would correct the difficulties which the 
suspended rates were intended to correct. It said that existing 
fourth section departures should be promptly corrected. 


NEW RATES ON POTATOES 


A finding of unreasonableness, an award of reparation and 
an order requiring the establishment of new rates not later thay 


July 7 have been made in No. 17762, Caruso, Rinella, Battaglia § 


Co. vs. Norfolk Southern et al., mimeographed, as to rates on 
potatoes and shipments thereunder, from Pungo, Pleasant Ridge, 
Creeds, Fentress and Hickory Ground, Va., and Elizabeth City 
and Barnetts Creek, N. C., to destinations in New York, such as 
Albany, Binghamton, Saratoga Springs, Schenectady, Syracuse, 
Glens Falls and Oneonta. The report covers three sub-numbers, 
Same vs. Same. The rates were alleged to be unreasonable, 
unjustly discriminatory, unduly prejudicial and in violation of 
the long-and-short-haul part of the fourth section. 


Complainant contended, in substance, said the report, that 
the joint commodity rates assailed, except from Elizabeth City 
and Barnetts Creek, were unreasonable and unduly prejudicial 
to the extent they exceeded the joint sixth class rates. Potatoes 
are rated sixth class in Southern Classification but the tariff 
publishing the applicable rates prohibits the use of sixth class 
on potatoes. In the alternative, complainant suggested they 
were unreasonable and unduly prejudicial to the extent they 
exceeded the joint commodity rates to Buffalo and Buffalo rate 
points and that the rates from Elizabeth City and Barnetts 
Creek were unreasonable and unduly prejudicial to the extent 
they exceeded rates properly aligned with the joint rates to 
Buffalo. The Norfolk Southern, which assumed the burden of 
the defense, contended that the sixth class rates were relatively 
low on account of the influence of water competition on the 
rates from Norfolk. 

The Commission’s findings, exclusive of the one awarding 
reparations, is as follows: 


We find that the rates assailed were not unjustly discriminatory, 
unduly prejudicial or in violation of section 4, but that they were, 
are, and for the future, will be unreasonable to the extent that they 
exceeded, exceed, or may exceed, in amounts per 100 pounds, the rates 
hereinafter indicated at the same minimum weight which now ap- 
plies in connection with the joint commodity rates; 40.5 cents from 
Fentrees to Troy; 43 cents from Hickory Ground to Troy; 45 cents 
from Fentress to Saratoga Springs, from Pungo to Binghamton and 
Schenectady, and from Creeds to Albany, Binghamton, Troy, and 
Schenectady; 46.5 cents from Elizabeth City to Troy, from Pungo 
to Saratoga Springs, from Pleasant Ridge to Syracuse, and from 
Creeds to Oneonta, Syracuse, Saratoga Springs, and Glens Falls; 
and 52.5 cents from Barnetts Creek to Albany. 


COTTON COMPRESSION PRIVILEGE 


The Commission, by division 3, has dismissed No. 18205, Geo. 
H. McFadden & Bro. Agency vs. Aberdeen & Rockfish et al. 
mimeographed, finding that the refusal of the defendants to pay 
compression charges incurred at Augusta, Ga., on shipments of 
cotton sent through that point from stations in North and South 
Carolina to destinations in Georgia and Alabama, in 1925 and 
1926, was not unlawful. The complaint alleged the carriers had 
violated section 6 by falling to pay compression charges on cot- 
ton compressed in transit. 


Complainant routed the shipments and made a notation in 
the routing instructions, as follows: “Via Augusta Warehouse 
& Compress Company for compression.” Augusta was the first 
compress point beyond the billing points, in the direct route of 
movement. When the cotton got to Augusta, the Atlantic 
Coast Line agent, the report said, notified the compress com- 
pany that the railroad would not pay the compression charges. 
The compress company took up the matter with the shipper 
with the result that the shipper paid the charge of $953.32. 
Then the complainant filed a claim as an overcharge claim. 
The Atlantic Coast Line declined to pay. The complainant 
pointed out to the Coast Line that freight charges had been 
prepaid on the basis of the “carriers’ privilege” rates and that 
the agents at the points of origin had executed bills of lading 
carrying the notation. 


Another lot of shipments was made from Augusta to desti- 
nations in Alabama and Georgia on which the complainant paid 
charges of $709.16 for compression at Augusta. The complainant 
contended that the Atlantic Coast Line and the Charleston & 
Western Carolina, which hauled the cotton into Augusta, be 
cause they issued bills of lading from the original points of 
shipment to the final destinations, had exercised the privilege 
of compressing in transit. 


The complaint caused the Commission to state and discuss 
the tariff rules relating to “carrier’s privilege of compression” 
at length. The complainant contended that because the agents 
of the Atlantic Coast Line, at the points of origin of the first 
mentioned lot of shipments, executed through bills of lading 
carryng the notation before mentioned and showing that the 
charges were prepaid on the basis of the joint rates from the 
points of origin to the final destinations, the Atlantic Coast 
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Line must be regarded as having “exercised” its privilege of 
compressing reserved to it by the applicable tariff. 

As to the second lot, the complainant contended that be- 
cause the agents of the Coast Line and the Charleston & West- 
ern Carolina, at Augusta, executed bills to final destinations 
which showed that the cotton had been compressed at Augusta, 
and because they did not signify to complainant that they de- 
sired to handle the cotton flat or uncompressed from the com- 
press point to the final destinations, those lines had to be con- 
sidered as having “exercised” their privilege of compressing in 
transit. 

The Commission said that that contention was without 
merit. It said there was nothing in the applicable tariffs which 
required the carriers to notify shippers when they desired to 
exercise their privilege to compress. 

“The Atlantic Coast Line and the Charleston & Western Caro- 
lina certainly cannot be considered as having exercised their 
privilege to compress because they executed through bills of 
lading which showed that the cotton previously had been com- 
pressed at Augusta,” said the report. 

In disposing of the case, the Commission said: 


Complainants point out that there is nothing in the tariffs on 
file with us which clears up the doubt existing as to when, where, 
and how, the carriers will exercise the privilege reserved to them 
of compressing at origin or in transit cotton delivered to them un- 
compressed. In New Orleans Cotton Exchange vs. L. & N. R. R. Co., 
46 I, = C. 712, referred to by defendants, the following appears at 
page 725: 

“The compression is not a transportation service for the shipper. 
No obligation rests upon the carrier to perform the service or to 
pay for it if it is performed by shippers. The rates apply on un- 
compressed cotton with the understanding that if, for the carrier’s 
own purpose, namely, to economize transportation and car space, it 
sees fit to compress the cotton en route to destination it is authorized 
so to do at its own expense.”’ 

It is true that when a shipment is delivered to the carrier for 
transportation to a designated point, there is no certainty that the 
railroad will or will not exercise its privilege to compress. This is 
unavoidably so because the condition of car supply and other elements 
that influenced the carrier in the exercise of its option will not be 
known to the shipper in all instances. In this connection the following 
appears at page 726 in New Orleans Cotton Exchange vs. L. & N. 
R. R. Co., supra: 

“As to whether or not they should compress a given shipment, 
they have been guided by the size of the shipment, the availability 
of car space, the direction of empty car movement, etc. It is im- 
possible from the record before us to formulate into any tariff rule 
the various conditions of car supply, size of shipment, time of offer- 
ing, and other considerations that appear to guide defendants in com- 
pressing or not compressing in transit a given shipment. Should we 
require each of these defendants to state in its tariffs the circum- 
stances under which compression would be performed and paid for 
by it, it would satisfy these complaints, but we are by no means cer- 
tain that the rules thus formulated would be more satisfactory to 
shippers, or even to complainants, than the methods now in vogue.” 

We find that defendants’ refusal to pay compression charges at 
Augusta, Ga., on the shipments described was not unlawful. The 
complaint will be dismissed. 


SOUTHWESTERN UNIFICATION 


In proposed unification of southwestern lines, finance docket 
No. 5679, proposed control of the Missouri, Kansas, Texas by 
the Kansas City Southern, and No. 5680, proposed control of 
the St. Louis Southwestern by the Missouri, Kansas, Texas, 
the Commission found that the proposed acquisitions of control 
by purchase of capital stock would not be in the public interest 
and denied the applications. Apparently, the decision was made 
by a vote of seven to four. The four commissioners who dis- 
sented were Meyer, Hall, Lewis and Woodlock. Taylor con- 
curred with the majority report. 

Broadly speaking, the denial was made on the ground that 

the proposed financial structture was objectionable because the 
control of the properties would be through a relatively small 
amount of capital stock of the Kansas City Southern. The 
Commission said about twenty-five million dollars, par value, of 
Kansas City Southern stock of an estimated market value 
of less than eleven million dollars, as of November 13, 1926, 
could effectively control the company. It said this was less than 
two per cent of the book assets of the three companies involved. 
The Commission said the total recorded assets of the three com- 
panies, as of April 30, 1926, was $598,061,728. 
_ The Commission expressed doubt but did not decide as to 
its power to approve acquisition of stock control such as ex- 
isted in this case, because the stock was acquired before any 
plan was laid before the Commission. 

The dissenting commissioners were of the opinion that the 
Commission should have continued the proceeding for the pur- 
de removing objections thought to be serious and sub- 
stantial. 


OREGON CONSTRUCTION CASES 


The Commission, in a second supplemental report written 


by Commissioner Aitchison in finance docket No. 4730, and: 


cases grouped therewith, has made another effort to bring to a 
Settlement the questions involved with respect to construction 
of railroad lines in Oregon. The report also embraces finance 
dockets Nos. 4810, construction of lines by Oregon Trunk; 4914, 
construction of line by Central Pacific in Klamath county, Ore., 
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and Modoc county, Calif.; 5111, construction of line by Central 
Pacific in Modoc county, Calif.; 4924, acquisition of control of 
Nevada-California-Oregon Railway by Southern Pacific Com- 
pany; and 4941, acquisition of control of Oregon, California & 
Eastern by Southern Pacific Company. 

Commissioner Aitchison said the finance dockets enumerated 
were associated and should be further considered here together, 
as had been done in the previous reports in these proceedings, 
111 I. C. C. 3, and 117 I. C. C. 737. He said the original and 
supplemental reports cited embraced also No. 14392, Public 
Service Commission of Oregon vs. Central Pacific et al., but 
that that complaint was dismissed upon the original hearing, 
111 I. C. C. 3, and rehearing denied, 117 I. C. C. 787. 


As a result of the previous proceedings, the commissioner 
said, the Commission unconditionally authorized the construc- 
tion of a new line between Klamath Falls, Ore., and Alturas, 
Calif., by the Central Pacific, and unconditionally approved the 
application of the Southern Pacific Company for authority to 
acquire control of the Nevada-California-Oregon, upon the an- 
nounced purpose of the Southern Pacific Company to stand- 
ardize the gauge of that line of railway and otherwise improve 
it. The commissioner said the Commission also gave prelim- 
inary and conditional approval of, but reserved final action on, 
the application of the Oregon Trunk Railway to construct a 
new line of railroad in Deschutes and Klamath counties, Ore., 
from Bend to Klamath Falls, and took like action on the ap- 
Plication of the Oregon, California & Eastern to construct ex- 
tensions of its line of railroad in Lake and Klamath counties, 
Ore., and of the Southern Pacific Company to acquire control 
of the Oregon, California & Eastern by the purchase of capital 
stock. On May 3, 1927, the commissioner explained, to prevent 
the complete lapse of the certificates and proceedings, the Com- 
mission modified the certificate and order so as to require that 
each railroad should begin construction on or before June 17, 
1927. Continuing, Mr. Aitchison said: 


In the original report we emphasized the strong necessity for 
the cooperation of all the carriers involved in the formulation of 
plans which would give the Oregon Trunk Railway, and through it 
the Spokane, Portland & Seattle Railway Company, the Great North- 
ern Railway Company and the Northern Pacific Railway Company 
access to the Klamath Basin with a minimum of new construction. 
We indicated that the use of the Natron cut-off of the Central Pa- 
cific Railway, between Paunina and Klamath Falls, was desirable, 
or, as an alternative, the joint use of portions of the constructed 
and proposed lines of the Oregon, California & Eastern. The con- 
ditions we reserved were intended to bring about this joint use, with 
the view to minimizing the total amount of capital and carrying 
charges upon which rates are based, and to free capital for uses 
more beneficial than the unnecessary duplication of railway lines. 


The carriers failed to reach an agreement as to the terms 
upon Which our plan might be made effectitve. They made their 
representations as to their respective positions. Upon consideration 
of tthese we issued a supplemental report on February 15, 1927, 117 
I. C. C. 737, detailing the progress of the negotiations and stating 
the terms of the carriers’ several proposals. We found that the pro- 
posal of the Central Pacific, made through the Southern Pacific, to 
grant the Oregon Trunk trackage rights over the Natron cut-off 
between Paunina and Klamath Falls, with certain modifications, was 
substantially in conformity with the conclusions announced in the 
original report; and we allowed the Southern Pacific 25 days in which 
to prepare and present to the Oregon Trunk and to file with us a 
complete draft of its proposed trackage agreement. The Oregon Trunk 
was allowed 20 days after such filing in which to notify us whether 
the terms proposed were acceptable, or to except to them as not con- 
sistent with our conclusions or with proper usage in trackage agree- 
ments. 


The Oregon Trunk advised the Commission that the pro- 
posed contract submitted by the Southern Pacific was unac- 
ceptable. The commissioner said the Oregon Trunk did not 
flatly decline to go on with its project but was not willing to 
extend its line from Bend to Paunina on the terms stated by the 
Commission or to take trackage over the Natron cut-off from 
Paunina to Klamath Falls on the terms set forth in the pro- 
posed contract submitted by the Southern Pacific. 


The report then referred to the petition of the Great North- 
ern asking that it be substituted for the Oregon Trunk as a 
party and that authority be granted the Great Northern to 
operate over the S. P. & S., from Spokane, Wash., to Portland, 
Ore., and over various railroads from the north bank of the 
Columbia River to Klamath Falls, and also certain branches from 
the Natron cut-off in Klamath Falls. The commissioner said the 
plan proposed was widely variant from that involved in the 
Oregon Trunk’s application and that, of course, no one had had 
an opportunity to be heard on such features. He said the Ore- 
gon Trunk had not consented to the substitution and that it 
had not completely withdrawn itself from the field. It was 
pointed out that the Oregon Trunk was a subsidiary of the 
Great Northern and the Northern Pacific, through intermediary 
ownership by the S. P. & S. Commissioner Aitchison said that, 
seemingly, the Northern Pacific was not now desirous of pro- 
ceeding with its part of the program of the Oregon Trunk, and 
that the Great Northern, seemingly desirous of participating in 
the traffic of the Klamath Basin, had tendered its program. He 
said that, obviously, the benefits of a line operated and con- 
trolled by only the Great Northern would not be as great as if 
the Northern Pacific were likewise a participant. Continuing, 
Mr. Aitchison said: 








1322 


Our previous order gave the Northern lines what they sought. 
The original application of the Oregon Trunk was made in the name 
of that carrier, but as stated by its counsel in their brief, ‘‘the 
moving parties here are the Great Northern Railway Company and 
the Northern Pacific Railway Company, which seek to construct 
a feeder line because of the valuable long haul traffic to be secured.’ 
The Oregon Trunk expressed to us its willingness to “enter into any 
reasonable arrangement for economical joint construction or, joint 
use, conditioned only upon its securing an adequate railroad’ built 
to the standards stated in its application, into the Klamath Basin 
to Klamath Falls.’’ It showed to us in pursuance of such expressed 
policy that it had endeavored to secure from the Southern Pacific 
Company the right to operate over that portion of the Natron Cut- 
off which lies between Paunina and Klamath Falls, “believing such 
a plan to be mutually advantageous,’ and that it presented its 
alternative ‘‘D’’ line for our consideration only when the Southern 
Pacific had refused to consider any plan for joint construction or 
joint use. The result of our previous findings and orders has been 
that the Southern Pacific has now offered the Oregon Trunk the 
common user originally sought. Such use would give the Northern 
lines access to the Klamath Basin and to Klamath Falls more 
economically and more quickly than the arrangement suggested in 
the application itself. Now the Oregon Trunk signifies its unwilling- 
ness to accept the common user arrangement which it originally 
sought. Without now expressing opinion as to details of the terms 
proposed by the Southern Pacific, what it asks will involve a present 
lesser annual carrying charge than will follow if construction pro- 
ceeds as originally proposed in the Oregon Trunk application. 


Certain of the details of the proposed contract would in any 
event require further consideration and amendment. The term pro- 
posed is 999 years, with no oa nage for cancellation or readjustment 
in terms. Terms which might be wholly fair now may, and probably 
will with the passage of time, become inequitable to one or both 
parties, or wholly obnoxious from the standpoint of public policy. 
With the growth of traffic, readjustments might be necessary which 
cannot now be foreseen and which no contract, however carefully 
drafted, can safeguard where the public interest and a developing 
territory are involved. This feature of the contract proposed by 
the Southern Pacific we would not be able to approve upon this 
record. While this and other matters to which the Great Northern 
takes exception might be reconciled between the parties and put 
in consonance with the public interest, there has been abundant but 
fruitless opportunity for adjustment, and long negotiations and the 
good offices of members of the Commission have failed to bring 
about such a result. 


As the situation stands, Oregon is shown to be in need of the 
railroad lines proposed by the Oregon Trunk and by the Oregon, 
California & Eastern. That need was shown upon a record made 
many months ago, and no one has suggested that it has diminished. 
It is obvious that the construction of these lines can be secured 
under common user, if at all, only as the result of further prolonged 
negotiations; and that meantime the public need is not being met. 
It is regrettable that the fullest possible utilization of the Natron 
Cut-off is not feasible, both because of the lesser carrying charge 
such use would impose upon traffic, and because time would be saved 
in —_ the Northern lines into the Klamath Basin. But the prac- 
tical exigencies of the situation require that the construction shall 
be permitted, notwithstanding the indeterminate amount of parallelism 
or duplication of lines required. And, as will be pointed out here- 
after, it will be possible for all concerned, by the exercise of the 
spirit of cooperation which modern railroading requires, yet to come 
to agreement and avoid the needless expenditure of capital for which 
each of them can find beneficial use. 


The Great Northern’s petition to intervene and be substituted 
will be denied, for reasons already indicated. There is no reason 
now apparent that the construction sought by the Oregon Trunk 
should not proceed by the forces of that company, upon funds to 
be advanced by the Great Northern, if so mutually agreed, and that 
thereafter the Great Northern might not make suitable application 
under the law for authority to take over in some appropriate manner 
the operation of the extension southward from Bend, which can 
panos | heard, and, if found to be in the public interest, can be 
granted. 

The whole theory upon which certificates of convenience and 
necessity should be sought is that the applicant stands ready, 
willing, and able to comply with such reasonable conditions as may 
be imposed by lawful authority, and will construct the line sought 
within a reasonable time. Our conclusion as to the line of the Oregon 
Trunk will, therefore, be predicated upon conditions which will make 
it certain that the certificate issued will be so utilized. 

Upon further consideration of the whole record herein, we con- 
clude and find: 

1. That the Oregon Trunk Railway should be authorized to 
construct its line of railroad from Bend by way of Paunina to Kla- 
math Falls over its ‘‘D” line of location as described in the record. 
This authorization will be conditioned upon its unconditional ac- 
ceptance of this authorization and upon its agreement, on or before 
June 17, 1927, to build such line of railway, construction to commence 
within 60 days from the date of this report and to be completed 
within two years thereafter. So far as our previous authorizations 
are in conflict herewith, they will be modified. 


2. The conditions imposed by our previous certificate and order 
upon the construction of extensions by the Oregon, California & 
Eastern Railway Company and upon the acquisition by the Southern 
Pacific Company of control of the Oregon, California & Eastern 
Railway Company by purchase of capital stock, will be removed. 
These conditions were in aid of the joint use of the tracks of one 
or the other of those carriers or the Central Pacific Railway Company 
and the Oregon Trunk Railway. 

3. By our order of May 3, 1927, we extended the time limited 
in our previous certificate and order so that the construction of 
the various lines of railway should commence on or before June 
17, 1927. Except as modified in the first numbered paragraph above 
as to the Oregon Trunk Railway, the order of May 3, 1927, will stand. 

4. The request of the Great Northern Railway Company for 
permission to intervene in Finance Docket No. 4810 and to be sub- 
stituted for the Oregon Trunk Railway is denied. This denial is 
without prejudice to the right of the Great Northern, if it shall be 
so advised, to bring an independent application for the issuance of 
a certificate of convenience and necessity for the construction and 
operation of the line it seeks; and is without prejudice to its right, 
if it shall be able to effect arrangements with the Oregon Trunk 
Railway or with the Northern Pacific Railway Company which will 
enable it to assume the operation of the Oregon Trunk Railway 
extension from Bend to Klamath Falls, to present such arrange- 
ments for our consideration and approval as by law required. 

5. The failure of previous negotiations, and our action in now 
lifting the conditions in these certificates, in no wise lessens the 
duty of these carriers to bring about the prompt construction of 
needed railway lines in central Oregon while holdipg to a minimum 
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the expenditure required and upon which future traffic must carry 
the charges. The negotiations between the carriers may well cop. 
tinue while the construction work proceeds. There is still ample op. 
portunity for the carriers to reach an agreement which will accon. 
plish the declared purpose of all of them, and, what is obviously j 
the public interest, the avoidance of wasteful expenditure. 


Commissioner Eastman dissented. Commissioner Meyer ij 
not participate in the disposition of the case. 


FINAL VALUATION REPORTS 


Valuation Docket No. 231, Augusta Northern Railway, opinio, 
No. B-523, 125 I. C. C. 14-25, final value for rate-making purposy 
of property owned and used for common carrier purposes found t 
be $140,576, as of June 30, 1916. 

Missouri Pacific and affiliated lines, as of June 30, 1918, toty 
owned property, $238,048,297; total used property, $250,293,366. 0) 
date of valuation the carrier had outstanding a total par value g¢ 
$381,299,220 in stocks and long-term debt, of which $82,839,5) 
represented common stock, $71,800,100 preferred stock, and $226,659,62) 
funded debt. Investment in road and equipment, including lang 
on date of valuation, was reported by the carrier as_ $351,088, 465.2, 
which, with readjustments, the report said, would be reduced t 
$337,922,704.16. Cost of reproduction new of total owned property 
was fixed at $259,500,031, and to total used property, $271,017,80, 
Cost of reproduction less depreciation of total owned property was 
fixed at $194,627,352, and of total used property, $203,499,053. Present 
value of carrier lands, total owned, was stated as $28,544,125, and of 
total used, $31,621,464. The land figures are not included in the 
reproduction cost figures. The Missouri Pacific owned and held for 
non-carrier purposes $80,446,053.40 par value of securities and of other 
investments in other companies which were recorded in its accounts 
at $31,072,356.27 book value. 

Valuation Docket No. 956, Mountain Telegraph Company, opinion 
No. B-524, 125 I. C. C. 26-36, final value for rate-making purposes of 
owned and used property for common Carrier purposes found to he 
$9,250, as of June 30, 1918. 


PETITIONS FOR REHEARING, ETC. 


The respondent carriers in No. 14940 (and consolidated 
cases), In re application of rates on cotton to Gulf ports, have 
filed a petition with the Commission for postponement of the 
effective date of the order entered therein and also for the 
reopening thereof for reconsideration on the question of what 
rate level is or will be necessary to preserve the carriers’ rev- 
enues in the event the one-rate plan is established. 

Agent Eugene Morris has filed a petition with the Commis. 
sion asking that the effective date of its order in No. 17204, 
Concrete Steel Co. et al. vs. B. & O. et al.,,be changed to read 
June 17 “upon one day’s notice.” 

The Chesapeake & Ohio has petitioned the Commission to 
set aside its report in No. 13158, Nelson Fuel Co. et al. vs. Ches- 
apeake & Ohio et al. 

The Southwestern lines parties to Nos. 14617 ,and related 
cases, Acme Brick Company et al. vs. Alabama & Mississippi 
et al., have filed a petition with the Commission asking for cer- 
tain modifications and amendments of its report and order et 
tered therein. 

The complainant in No. 16409, Congdon & Carpenter Co. 
vs. New York, New Haven & Hartford et al., has asked the 
Commission to grant a rehearing and reargument therein. 

The Tennessee Western Railroad Company, through John 
H. Dewitt, its president, has asked the fommission to modify 
its report and order in No. 16295, In re fertilizer and fertilizer 
materials between southern points, so as to include its line of 
road in Appendix “D” thereto, the list of short and weak lines 
accorded special treatment. 


ANTHRACITE COAL RATES 


The Commission, by means of a mimeographed supple 
mental order, No. 25, in No. 15006, Rates, Charges, Regulations 
and Practices Governing Transportation of Anthracite Coal, 
upon petition of the Delaware, Lackawanna & Western, has 
modified its supplemental order No. 24, so as to allow the cal- 
riers to publish rates over a shorter and more economical route 
from mines on the Lackawanna & Wyoming to Albany, Schenec 
tady and Troy, N. Y., than over the shortest tariff route. The 
amended order allows the interested carriers: (a) to apply 4 
rate of $2.65 per ton of 2,240 pounds on prepared sizes of 
anthracite coal, in carloads, from all mines on the Lackawanna 
& Wyoming Valley in Pennsylvania to Albany, Schenectady, 
and Troy, N. Y., over the route of the Lackawanna & Wyomilé 
Valley to Scranton, Pa., and the Delaware & Hudson beyond; 
and (b) to apply a rate of $2.88 per ton of 2,240 pounds on 
prepared sizes of anthracite coal, in carloads, from the same 
mines to the same destinations over the route of the Lackawanna 
& Wyoming Valley to Scranton, the Delaware, Lackawanna & 
Western to Utica, N. Y., and the New York Central beyond. 


RAILROAD FUEL COSTS 


A tabulation prepared by the National Coal Association 
from monthly reports submitted to the Commission by Class ! 
railroads for March shows the following average cost per tol 
of coal used in locomotives in transportation train service: 
Eastern district, $2.75; Southern district, $2.18; Western dis: 
trict, $2.89; United States, $2.66. 
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RATES ON CORE SAND 


Examiner F. A. Clifford, in a proposed report in No. 18054, 
Manufacturers’ Foundry Company vs. New York, New Haven 
& Hartford et al. has recommended that rates on core sand, 
carloads, from Onset and Wareham, Mass., and Pontiac and 
Bellefonte, R. I., to Waterbury, Conn., be found unreasonable, 
that rates for the future be prescribed and that reparation be 
awarded. He said the Commission should find that the rates 
assailed were, are, and for the future will be, unreasonable to 
the extent that they exceeded, exceed or may exceed 11 cents 
from Onset and Wareham, and 9.5 cents from Pontiac and 
Bellefonte. 


RATES ON BRICK BUILDING BLOCKS 


Dismissal of the complaint in No. 18677, Illinois Supply 
Company vs. Southern et al., has been recommended by Exam- 
iner Leslie H. McDaniel on a proposed finding that the rate 
charged on various shipments on brick building blocks from 
Albion, Ill., to St. Louis, Mo., was applicable and not unreason- 
able. 


REPARATION ON CEMENT 


An award of reparation has been recommended by Exam- 
iner A. J. Sullivan in a proposed report on No. 19265, Lehigh 
Portland Cement Company vs. Alabama Great Southern et al., 
on a finding that a combination commodity rate of 33.5 cents 
charged on a shipment of cement from North Birmingham, Ala., 
to Morgan City, La., October 1, 1926, was not applicable and 
that the applicable rate was 31 cents. Complainant contended 
for application of a rate of 31 cents under the application of the 
combination rule, citing the Sligo case, 62 I. C. C. 648, and 73 
IC. C. 551. 


RATES ON CLAY 


An award of reparation and prescription of rates for the 
future have been recommended by Examiner Thurston B. John- 
ston in a proposed report on No. 18811, Texas Pacific Coal and 
Oil Company vs. Santa Fe et al., on a finding that rates on clay 
from Los Angeles and Palm City, Calif., to Fort Worth and 
Hodge Junction, Tex., and Enid, Okla., were, are and for the 
future will be unreasonable to the extent that they exceeded, 
exceed and may exceed 55 cents per 100 pounds, minimum 
marked capacity, but not less than 80,000 pounds. 

A rate of $15 per ton of 2,000 pounds was charged. The 
present rate is $13. A rate of $9 was sought. Complainants 
designated the commodity as crude clay, which, the examiner 
said, was also known as bentonite, otaylite, and montomorilonite. 
He said it was generally classed as clay but was vastly differ- 
ent from common clay that was ordinarily used in the manu- 
facture of brick. The California bentonite or clay is used 
chiefly by refineries in the decolorization and purification of 
lubricating oils, kerosene and gasoline, according to the report. 
The clay is put through a refining process. The examiner said 
the clay competed with fuller’s earth, although the efficiency 
of the refined clay was much greater than that of fuller’s earth. 

The rates assailed, according to the report, are group com- 
modity rates applying from points in California, Arizona and 
Nevada and western portions of Utah and New Mexico, gen- 
erally designated as Rate Basis 1 points. The points of origin 
involved are in this group. The destination points are in the 
so-called destination group H. The examiner said that a rate 
of $11 would have yielded earnings that would have been rea- 
sonable for complainant’s shipments. The report embraces a 
sub number, Champlin Refining Company vs. C. R. I. & G. et al. 


RATES ON WOOL 


In a proposed report in No. 18665, Boston Wool Trade As- 
sociation et al. vs. Androscoggin & Kennebec et al., Examiner 
William A. Maidens has recommended that the Commission find 
tates on wool from Philadelphia, Pa., over water-and-rail route 
through Boston, Mass., to points in Maine on the ‘Maine Cen- 
tral, unreasonable for the future to the extent that they exceed 
the rates contemporaneously in effct from and to the same 
Points over all-rail routes. He said rates for the past should 
be found not unreasonable or otherwise unlawful except in 
Mstances where the rates charged were in violation of the 
long-and-short-haul provision of the fourth section. He recom- 
mended an award of reparation in connection with shipments 
of wool that moved for account of Forte-Moran Company from 
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Philadelphia to Oakland, Me., at rates that were higher than the 
contemporaneous rates in effect to Bangor, Me. 


SUSPENDED TARIFFS 


In I. and S. No. 2906, the Commission has suspended from 
May 16 until December 16, the operation of schedules filed by 
various carriers in New England territory proposing increases 
in rates on iron and steel articles, in less carloads. The pro- 
posal, stated in general terms, is to cancel present commodity 
rates and apply fourth class rates subject to certain maximum 
rates, in lieu thereof, or to increase present commodity rates. 

In I. and S. No. 2907 the Commission has suspended from 
May 16 until December 16, the operation of certain schedules 
as published in Supplement No. 47 to New York, New Haven & 
Hartford Railroad Company’s tariff I. C. C. No. F2755. Boston 
& Maine Railroad tariffs I. C. C. Nos. 2598 and 2600, and 
numerous other tariffs of these and other carriers in New Eng- 
land territory proposing increases and reductions in rates on 
granite, stone and marble, carloads. The proposal, stated gen- 
erally, is to cancel the present commodity rates permitting class 
rates to apply, observing certain maxima, except that on the 
rough quarried product moving from quarries to cutting plants, 
commodity rates based 80 per cent of sixth class are proposed. 
The following is illustrative: 


Stone, rough, carloads, rates in cents per 100 pounds, from 
Chester, Mass., to Quincy Adams, Mass., present 17, proposed 18; 
Boston, Mass., to Concord, N. H., present 9, proposed 13; Bradford, 
R. I., to Milford, N. H., present 17, proposed 15%; Rockland, Me., 
to Concord, N. H., present 1214, proposed 18%. 

Granite blocks, polished, carloads, rates in cents per 100 pounds, 
from Milford, Mass., to N. Y. Lighterage points, present 25, proposed 
28; Portland, Me., to Rotterdam Jct., N. Y., present 16, proposed 29%. 

In I. and S. No. 2908 the Commision has suspended from 
May 16 until December 16, the operation of certain schedules 
as published in Boston and Maine Railroad’s tariff I. C. C. No. 
A2600. The suspended schedules propose to cancel the present 
commodity rates on cement, carloads, from Troy, N. Y., to sta- 
tions on the Boston & Maine Railroad, Montpelier & Wells 
River Railroad, St. Johnsbury & Lake Champlain Railroad and 
Suncook Valley Railroad and to apply in lieu thereof sixth class 
rates which represent material increases over the existing rates 
on such traffic. The following is illustrative: 


Rates in cents per ton 2,000 pounds on cement, C.°L., from Troy, 
N. Y., to Springfield, Mass., present 230, proposed 340; Nashua, N. H., 
present 260, proposed 410; Portland, Me., present 320, proposed 460. 


CANNED GOODS SUSPENSION 


The Commission, in I. and S. No. 2909, has suspended, from 
May 16, for the statutory period of seven months, tariffs of 
transcontinental and other carriers, proposing to reduce rates 
on canned fruits and vegetables, from transcontinental territory 
on and near the Pacific coast, from $1.05 to 90 cents per 100 
pounds, to all destination groups in the east from B to J, except 
K, L, and M, there being exceptions also in the three last men- 
tioned groups. Broadly speaking, the excepted territory to 
which the present blanket rates are to continue to apply are 
New England, Trunk Line and Southeastern territories, with 
exceptions in the southeast in favor of the 90-cent rate. Lead- 
ing tariffs suspended by the order are supplement No. 26 to 
Toll’s I. C. C. No. 1171, and supplements Nos. 4 and 5 to Toll’s 
I. C. C. No. 1182. The suspension was voted by division 2 in 
the face of hundreds of telegrams and mailed petitions asking 
that the lower rate be allowed to become effective. Requests 
for suspension were made by, among others, the United States 
Shipping Board, the American Hawaiian Steamship Co. and 
the Luckenbach Steamship Co., Inc. They invoked, broadly 
speaking, the policy laid down by Congress in section 500 of 
the transportation act as a reason why the tariffs should be 
suspended. The Shipping Board, in its petition for suspension, 
said it had read the petition of the steamship companies and 
that the facts therein set forth, so far as they were necessary 
for the maintenance of the principles and policies in which 
the board was interested, were referred to by this petition and 
cited as substantially correct. 

While the board, because of its quasi-judicial relations to 
the matter, said its petition did not now make any definite 
allegations or contentions as to the findings which should ulti- 
mately be made by the Commission, it said it joined with the 
steamship companies in the request that a careful investigation 
be made before the proposed reduction in the rate be permitted. 
The board said that the proposed reduction was obviously not 
prompted by competition between the railroads of the United 
States and that it was apparently prompted by their competition 
with water-borne commerce. 

“It is possible,” said the board, “the proposed reduction of 
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the rate has in view, not decreased cost ef transportation to 
consumers, but ultimate profit to the railroads by the reduction 
or elimination of competition of water transportation of the 
commodity involved; in other words, the proposed reduction 
may be analogous to reductions in rates by water carrier under 
circumstances condemned by section 19 of the shipping act, 
1916.” * 

The board said its interest in the proceeding arose fro 
the duties imposed on it by section 500 of the transportation 
act, section 8 of the merchant marine act providing for the 
development of ports and transportation facilities, and by section 
7 of the merchant marine act relating to the development of 
shipping lines to the end that they might be sold to Ameircan 
citizens, 

“Financial loss will result to the government of the United 
States in the operation of vessels of the United States Shipping 
Board, which ply between Hawaiian Islands and continental 
United States, through the Panama Canal, as the result of the 
proposed reduction in rate, should it become effective,” said 
the board, adding that this fact was not cited primarily because 
of the finansial loss to the government but chiefly because it 
was the duty of the board, when possible, to develop lines oper- 
ated by it to the point where they might be profitably operated 
and their private ownership and operation thus made practicable. 
Continuing, the board, in part, said: 


Under the Panama canal act railroads may not own or control 
vessels operating through the Panama Canal in intercoastal trade. 
Among the reasons for this limitation on railroads was the assurance 
to shippers of the Atlantic and Pacific coasts, respectively, that the 
benefits of cheaper transportation by water between the two coasts 
would not be impaired by the control of water carriers by competing 
rail transportation; hence, railroads should not be allowed to reduce 
rates unreasonably only to take from vessels cargo movements to 
which vessels are normally entitled, because of the cheaper method 
of transportation. In determining the extent of the protection to 
which water carriers are entitled, weight should be given to the 
fact that intercoastal vessels are required to pay to the government 
large sums of money for Panama Canal tolls; which payments, of 
course, must be included in the cost of operation, and therefore should 
be considered in determining the extent of the protection to which 
intercoastal vessels are entitled. The development of the intercoastal 
water service demands special protection because that service, pro- 
tected by the coastwise laws of the United States, justifies American 
citizens in the construction and maintenance of larger vessels under 
the American flag than ordinary coastwise vessels, thus securing to 
the United States government the use of such larger craft, should a 
national emergency require their use by the government. 

The provisions of Sec. 8 of the merchant marine act, 1920, here- 
inbefore cited, contemplate that, so far as they are dependent on 
public regulation, there shall exist equal facilities of approach to 
points in the interior of the United States from ports of the Atlantic, 
the Gulf and the Pacific. These provisions are consonant with the 
requirements of Article 1, Sec. 9 of the constitution, which provides 
that ‘‘no preference shall be given by any regulation of commerce or 
revenue to the ports of one state over those of another; this re- 
quirement applies as fully as it would if the word ‘‘state” read 
“coast.’’ Those provisions of law have special force in their relation 
to shipments originating at points wholly outside of continental 
United States. If the establishment of a “postage stamp” rail rate 
can be justified in favor of commodities moving from the Hawaiian 
Islands to the middle section of the United States, when shipped 
through San Francisco, it is not apparent why Atlantic ports are 
not entitled to equality of treatment in that respect, especially when 
railroads transporting goods from Atlantic ports are parties to the 
rate structure under which the ‘‘postage stamp’’ rate from the Pacific 
coast is maintained. If this apparent discrimination can be justified, 
it would seem that the rail rate on coffee from Brazil or Java, con- 
signed to the middle section of the United States, could also be 
fied on a “postage stamp’’ basis, to the prejudice of the Atlantic 
coast ports. There are zones adjacent to the Atlantic, the Gulf and 
the Pacific, respectively, which may be served chiefly, if not exclu- 
sively, through the adjacent ports. An interior area exists, however, 
access to which is practicable, physically and economically, from 
more than one of the coasts, and it is with respect to such competing 
services, from different coasts, the questions here presented arise; 
the important point is, that neither coast be prejudiced in the com- 
petition by regulatory acts of agents of the government. 


As section 8 of the merchant marine act, 1920, contemplates that 
the board will make investigations relative to “rates, charges, rules 
or regulations of common carriers by rail’ with a view of ascer- 
taining whether they are detrimental to the declared object of that 
section, and in the event it is found they are detrimental, to submit 
findings to the Interstate Commerce Commission, “for such action 
as such Commission may consider proper under existing law,’’ it 
seems appropriate, as and when practicable, to teke advantage of 
proceedings pending before the Commission itself for the purpose of 
eliciting facts and presenting policies which, in the judgment of the 
board, are essential to the welfare of the American merchant marine; 
it is to this end the board intervenes in this proceeding. 


On the day the Commission suspended, it made public a 
complaint, No. 19651, sub. No. 1, Luckenbach Steamship Co., 
Inc., and American Hawaiian Steamship Co. vs. Lehigh Valley 
et al., alleging the rates on canned fruits and vegetables, from 
north Atlantic ports to what it called the consuming territory, 
which it described as that between the Buffalo-Pittsburgh line on 
the east and the Missouri and Red rivers on the west, and 
north of the Ohio River, were unjust and unreasonable and 
unduly prejudicial and in contravention of section 500 of the 
transportation act. The complaint referred to the 90-cent rate 
which the Commission suspended as heretofore set forth. The 
complaint called attention to the fact that the eastern railroads 
in hauling canned fruits and vegetables to the west applied fifth 
class rates, which increased with distance, while on canned 
fruits and vegetables from the Pacific coast, the eastern rail- 
roads, as participants in the joint commodity rates, applied 
rates which, while graded from points of origin to Gila, Ariz., 
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and other points on the intermountain line extending to the 
Canadian border, were blanketed from that line eastward to all 
transcontinental groups. 

The complaining steamship companies alleged that the prac. 
tice of the defendants in maintaining the same rate eastbound 
on canned goods throughout the consuming territory while at 
the same time on westbound shipments to the same consumers 
in the same territory they maintained progressively increasing 
rates from the north Atlantic ports was in contravention of 
section 500. Therefore, the complainants asked the Commis. 
sion to require the defendants to establish and keep in force 
from the north Atlantic ports westward into the consuming 
territory for the transportation of canned fruits and vegetables 
rates made on the same basis as the defendants at the same 
time made rates from the Pacific coast to the consuming ter. 
ritory. 


COMMISSION ORDERS 


The St. Louis Southwestern Railway Company has been 
permitted to intervene in finance No. 6244, in re application of 
St. Louis-San Francisco for authority to acquire control of St, 
Louis, Kennett & Southeastern Railroad by acquisition of its 
capital stock and by lease, and in finance No. 6245, in re ap. 
plication of St. Louis-San Francisco for authority to acquire 
control of Butler County Railroad by acquisition of its capital 
stock and by lease. 

The Commission has denied the various petitions by carriers 
in Central Freight, Trunk Line and New England territories 
asking for reopening, rehearing and reconsideration in Nos. 
14250, Diamond Crystal Salt Co. et al. vs. Aberdeen & Rockfish, 
and 16695, International Salt Co., Inc., et al. vs. Adirondack 
& St. Lawrence et al. 

The petition of the Davenport Chamber of Commerce and 
the Kohrs Packing Co., Davenport, Ia., for reopening and further 
oral argument on the question of awarding reparation in No. 
14771, and consolidated cases (including Nos. 14981, 15041 and 
18164), John Morrell & Co. et al. vs. New York Central et al., has 
been denied. 

Upon the request of the respective complainants that their 
complaints be dismissed, the Commission has dismissed the 
following proceedings: No. 17258, the Hanna Furnace Co. vs. 
Ann Arbor et al.; No. 17378, Cook & Gill Co. et al. vs. Chicago 
& Alton et al.; No. 17566, Naive-Spillers Corporation et al. 
vs. Tennessee Central et al.; No. 17608, National F. O. B. Auction 
Co., Inc., vs. Tidewater Southern et al.; No. 17720, A. Cancelmo 
vs. Atlantic Coast Line et al.; No. 18330, Memorial Craftsmen 
of America vs. Atlantic City Railroad et al.; No. 18722, Frank 
Hewitt vs. New York, New Haven & Hartford; No. 18887, G. T. 
Hockensmith and Lloyd Templeton, trading as Albany Garage, 
et al. vs. Chicago & Alton et al.; No. 19053, Appalachian Elec- 
tric Power Co. vs. Virginian; No. 19385, Skelly Oil Co. vs. Mis- 
souri Pacific; No. 19388, Keystone Steel & Wire Co. vs. Abilene 
& Southern et al.; and No. 19389, the Dry Milk Co. vs. Ann 
Arbor et al. 

Upon receipt of advice that the complaints have been sat- 
isfied, the Commission has dismissed the following proceedings: 
No. 17578, Jacksonville Traffic Bureau vs. Louisville & Nash- 
ville et al.; No. 17731, Commercial Associates vs. Hocking Val- 
ley Railway et al.; No. 18446, Brilliant Coal Co. vs. Illinois 
Central et al.; No. 18481, Concrete Engineering Co. vs. Santa 
Fe et al.; No. 19221, J. R. Thames vs. Atlanta & St. Andrews 
Bay et al.; and No. 19346, James L. Purfield vs. American Rail- 
way Express Company. 

Upon the requests of the respective complainants, the Com- 
mission has dismissed the complaints in the following proceed- 
ings: No. 16408, Security Cement & Lime Co. vs. Aberdeen & 
Rockfish et al.; No. 17131, Rome Wire Co. vs. Central of New 
Jersey et al.; No. 18002, C. V. Milton vs. Florida East Coast 
et al.; and No. 19246, The Deepwater Coal and Iron Corp. vs. 
Northern Alabama et al. 

The Commission has dismissed the complaint in No. 18466, 
George F. Fish, Inc., vs. Santa Fe et al., upon receipt of advice 
that the same has been satisfied. 

The Commission has dismissed the complaint in No. 17607, 
Fiero & Monnin et al. vs. Pennsylvania, due to the failure of 
the complainant to show cause for delay in handling the same. 

The Commission has denied the petition of the Somerville 
Iron Works for leave to intervene in No. 17444, Perry Iron Co. 
vs. New York Central et al. 

The petition of The St. Louis Basket & Box Co. for leave 
to intervene in No. 18911, The Edgerton Manufacturing Co. vs. 
Aberdeen & Rockfish et al., has been denied. 

The Commission’s proceedings relative ‘to Fourth Section 
Application No. 18005, filed jointly by Agents Galligan and Jones, 
in re class rates from and to points on the Elgin, Joliet & 
Eastern, have been reopened for hearing. 

The Commission has denied the defendants’ petition for 
reharing and argument and the motion of the Colorado & Utah 
Coal Co. and Moffat Coal Co. to dismiss the complaint in No. 
14968, Victor American Fuel Co. et al. vs. Denver & Salt Lake 
et al. 
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The Commission has denied the defendants’ motions for 
dismissal of the complaint in No. 19290, Peninsula Produce Ex- 
change vs. Pennsylvania et al. 

The defendants’ motions for dismissal of the complaints in 
Nos. 19292 (and Sub. No. 1), Peninsula Produce Exchange vs. 
Pennsylvania et al., have been denied by the Commission. 

The Atlantic Coast Line, Charleston & Western Carolina, 
Atlanta & West Point, the Western of Alabama and Georgia 
Railroad have each been permitted to intervene in No. 19480, 
Inland Waterways Corporation, operating Mississippi-Warrior 
Service, et al., vs. Alabama Great Southern et al. 

The Commission has further modified its orders in No. 16419, 
Federated Metals Corporation vs. Central Railroad of New Jer- 
sey et al., and I. and S. No, 2416, terne metal from eastern points 
to eastern and central territory, so that they will become effec- 
tive on June 20. 

The Commission has further modified its order in No. 16970 
(and Sub. No. 1 thereto), Petroleum Oil Corporation et al. vs. 
Santa Fe et al., so that it will become effective on June 20 in- 
stead of on May 20. 

The Commission, by order in No. 13413, in the matter of 
automatic train control devices, has authorized the Pennsyl- 
vania Railroad Co. to move certain engines coming from divi- 
sions not equipped with a train control device over lines that 
will be thus equipped within the specified terminal areas located 
at Pittsburgh, Pa., Richmond, Ind., and Indianapolis, Ind. 

The complaint in No. 18990, Builders’ Supply Co., Inc., et 
al. vs. Galveston, Harrisburg & San Antonio et al., has been 
dismissed for want of prosecution. 

The Pure Oil Co. has been authorized to intervene in No. 
18894, Commercial Traffic Managers of Philadelphia et al. vs. 
B. & O. et al. 

The Illinois Coal Co. and Twin City Coal Yard have been 
permitted to interevne in No. 19468, J. S. Bash & Sons, Inc., 
et al. vs. Central Indiana et al. 

The Kentucky Consumers Oil Co. and States Oil Co. have 
been permitted to intervene in No. 19504, Stoll Oil Refining Co. 
vs. St. Louis Southwestern et al. 

The Commission has denied the petition of the Bingham & 
Garfield Railway Co., Ray & Gila Valley Railroad Co. and Ne- 
vada Northern Railway Co., requesting the reopening of the 
proceedings in finance Nos. 2500, 2501 and 2502, in re deficit 
status of these lines. 

The Commission has further modified its order in No. 9702 
(and related cases), Memphis-Southwestern Investigation, so as 
to authorize the application of rates shown under Table 13 of 
Appendix No. 8 of the report in this proceeding, 77 I. C. C. 473, 
on glass tumblers, pressed or machine made, in straight or 
mixed carloads, with jelly glasses, jelly tumblers and fruit jars, 
with or without equipment of caps, covers, stoppers or tops, as 
a in consolidated classification, minimum weight 28,000 
pounds. 

The Commission has reopened No. 15028, Peyton Packing 
Co. vs. Abilene & Southern et al., for further hearing, and in 
view of this reopening, has denied the complainant’s petition 
for reconsideration and reargument therein. 


The Commission has reopened No. 15912, Ohio Farm Bureau 
— et al. vs. Ahnapee & Western et al., for further 
earing. 


The Commission has modified its orders entered in No. 
15848, and related cases, Mississippi Railroad Commission et al. 
vs. Alabama & Vicksburg et al., so as to make them effective on 
May 25, upon one day’s notice. 

The Commission has further modified its order in No. 17929, 
White Eagle Oil & Refining Co. vs. Santa Fe et al., so that it 
will become effective on June 20 instead of on May 30, as pre- 
viously ordered. 


The complainants’ petition for rehearing under the short- 
ened procedure plan in No. 16046 (and Sub. No. 1), B. C. South- 
worth & Son et al. vs. New York, New Haven & Hartford, 
Director-General, et al., has been denied. 

The Commission has denied the petition of the Denver & 
Rio Grande Western for rehearing, reconsideration and vacation 
of the order in No. 17788, Texas Co. vs. C. B. & Q. et al. 

The complainants’ petition to reopen No. 17661, Badger 
Lumber & Coal Co. et al. vs. Santa Fe et al., has been denied. 

The Commission has reopened No. 18146, Continental Oil 
Co. vs. Santa Fe et al., for the submission of further evidence 
under the shortened procedure plan, as to rates on petroleum 
products other than gasoline, and, in view of this reopening, has 
denied the petition of the Denver & Rio Grande Western for 
rehearing and argument. 


VAN SWERINGEN PLAN HEARING 


The Traffic World Washington Bureau 


W. J. Harahan, president of the Chesapeake & Ohio, under 
interrogation by. Henry W. Anderson, counsel for the C. & O. 
minority stockholders, said the C. & O. had been conducting 
negotiations to acquire control of the Virginian railway. He 
Said those negotiations were begun after the Commission had 
denied the application of the Norfolk & Western for authority 
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to acquire control of the Virginian. Objection to further ques- 
tioning as to the C. & O., and the Virginian was made by Mr. 
Fitzpatrick, general counsel of the C. & O. Mr. Anderson dis- 
continued questioning along that line with the understanding 
that the matter would be discussed by him with Mr. Fitzpatrick, 
who had suggested that that course be followed. 

In reply to questions by Mr. Anderson as to whether or 
not the Nickel Plate was later to figure in the unification plans 
of the C. & O., Mr. Harahan said it was not at present a part 
of the plan to take in the Nickel Plate. Mr. Anderson wished 
to know whether there was any plan to turn the proposed sys- 
tem over to the Nickel Plate after the assets of the C. & O. 
had been used to acquire the Erie and Pere Marquette. Mr. 
Harahan replied in the negative. In reply to another question 
he said that, so far as he knew, there had been no change in 
the stock control of the Nickel Plate. 

Mr. Anderson asked what had been the cost to the present 
time to the C. & O. in conducting the present case and Mr. 
Harahan said that about $40,000 of such expense had been car- 
ried in a “suspense account.” Mr. Anderson asked that the 
details of the account be produced. In reply to another ques- 
tion, Mr. Harahan said he did not know of a demand having 
been made on the Van Sweringens for reimbursement of the 
C. & O. of expenses borne by the C. & O. in connection with 
the Nickel Plate unification case. Mr. Anderson read a letter, 
addressed to the board of the C. & O., by the chairman of the 
Cc. & O. minority stockholders’ committee calling on the board 
to make a demand for reimbursement of such expenses from the 
Van Sweringens. 

Cross-examination of Mr. Harahan by Mr. Anderson was 
concluded May 13 with the understanding that the witness 
would be recalled if that was desired. 

In reply to questions by Moultrie Hitt, representing short 
lines, Mr. Harahan said the C. & O. would be willing to have 
incorporated as a condition in the Commission’s order approv- 
ing the application, if such an order were entered, the policy 
of the C. & O. toward the acquisition of short lines as set 
forth in Mr. Harahan’s original statement. 

F. M. Whitaker, vice-president of the C. & O., in charge of 
traffic, testified as to the result of a study made by him of the 
traffic and transportation advantages that would accrue under 
unification of the C. & O., Erie and Pere Marquette lines. 

At the close of the hearing, adjournment was taken until 
May 16. 

G. D. Brooks, general manager of the Chesapeake & Ohio, 
compared the proposed route of the unified lines via Marion, 
O., and the present route of the Chesapeake & Ohio via Cincin- 
nati, O., in the carrying of coal. He said the Marion route would 
save $1,144,000 in train costs. Mr. Anderson cross-examined the 
witness minutely on the various items entering into the totals 
which Mr. Brooks brought into contrast. 

L. D. Freeman, assistant to the chief mechanical officer of 
the Chesapeake & Ohio, testified as to savings that could be 
made in shop work in the event of unification. Mr. Anderson 
also went into a detailed cross-examination of figures submitted 
by that witness, as, for instance, as to whether he included the 
cost of transporting an engine to a given shop for the repairs 
to be made there, in one of the items in his account. 


W. J. Conaty, supervisor of valuation of the C. & O., esti- 
mated the value of the C. & O., Hocking Valley, Erie, and Pere 
Marquette properties at in excess of $1,040,000,000. The figures 
for each of the properties were stated as follows: C. & O., 
$387,634,667; Hocking Valley, $58,944,431; Erie, $465,156,003; and 
Pere Marquette, $128,778,410. The witness said that, according 
to valuation theories believed to be sound, the values would 
be considerably in excess of the figures stated. He indicated 
that he had applied principles enunciated by the Commission 
in the St. Louis & O’Fallon recapture case in arriving at the 
figure stated by him, which, he said, represented the approximate 
unimpaired investment in the properties. 


After further testimony by Mr. Conaty and G. W. Burpee, 
consulting engineer, May 18, an adjournment was taken until 
June 1. In the meantime counsel for the C. & O. minority stock- 
holders will go over evidence put into the record thus far and 
proceed with cross-examination on the resumption of the hearing. 

Mr. Conaty, continuing his testimony as to the value of the 
properties involved, arrived at an aggregate value of $1,651,000,000 
as of December 31, 1926, on the basis of the C. & O.’s own 
method of valuation, in contrast to the figure of $1,040,000,000 
stated as the approximate unimpaired investment. By com- 
panies, the valuation figures making the total of $1,651,000,000, 
were as follows: C. & O., $608,074,488; Hocking Valley, $89,- 
300,528; Erie, $738,897,521; and Pere Marquette, $215,124,383. 
Mr. Conaty said the figures did not include deductions on account 
of depreciation. 

Mr. Burpee submitted an exhibit dealing with comparisons 
of the market prices of the stocks of the companies covered by 
the application and of other railroads. He said the general rise 
in prices of railroad stocks had been due principally to in- 
creased earnings although, he said, proposed consolidation plans 
were a factor in that situation. He said the buying of stock 
of one company by another company naturally tended to in- 
crease the market price of the stock so bought. 
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At the second day of the hearing, May 13, in Chicago on 
iron and steel, docket 17000, further testimony was introduced 
by complainant in docket 18688; complainant’s case in dockets 
19400 and 19531, both brought by the Keystone Steel & Wire 
Company, Peoria, Ill., was presented; further testimony was 
introduced in docket 19428, which was first heard at the hear- 
ing in the general investigation at Detroit; a request that 
Quincy, Ill., be kept on a rate parity with St. Louis on iron 
and steel shipped from Pittsburgh, was presented by L. B. 
Boswell, commissioner of the Quincy Freight Bureau; and a 
request that to Muscatine, Ia., be accorded the same rates from 
Chicago as to Moline, Ill., Davenport, Linwood, and Buffalo, Ia., 
was made by J. L. Behrens, traffic manager of the Muscatine 
Shippers’ Association. 

Most of the time was taken by the complainants in docket 
18688, two witnesses being heard. The first was H. Schroder, 
vice-president of the Interstate Iron and Steel Company. His 
testimony principally referred to market ‘conditions in the 
territory involved and the history of his company and other 
producers in the Chicago district. He said his company had a 
production capacity of approximately 420,000 tons a year, or 
about 37,000 tons a month. He said its capacity in 1916 was 
only 15,000 tons a month and that fifty per cent of the in- 
crease represented tonnage new to the Chicago district, the 
rest having been acquired by the purchase of other plants. He 
said his company sold bar steel in Minnesota, Iowa, Wiscon- 
sin, Illinois, Indiana, and at certain points in Indiaha, Missouri, 
Kansas, Michigan, and Ohio. He said it did not sell east of 
Cleveland in Ohio or get into the southwest part of the state. 
As to its selling territory on wire and wire products, he said 
it was about the same as on bar steel, excluding eastern Michi- 
gan and northern Ohio. He said the base price on manufactured 
iron and steel was about the same at Chicago as at Pittsburgh. 

A good many questions were asked of him, on cross- 
examination, concerning the effect on the market of the bandon- 
ment of the Pittsburgh-plus basis of selling. He said that, in 
its initial phases, that method of selling had been advantage- 
ous to the Chicago producers but its abandonment had not hurt 
them. W. W. Collin, counsel for Jones and Laughlin, Pitts- 
burgh, attempted to bring from the witness a statement to the 
effect that, since the abandonment of that method of making 
prices, competition with the east in common territory was less 
keen. Mr. Schroder declared that it was stronger now than 
it had been previous to 1920, and that any advantage the Chicago 
district had gained in recent years was the result of economic 
forces such as the shifting of population and natural advantages 
of the district which, other things being equal, must inevitably 
have brought about its development. As the result of certain 
questions concerning the quoting of prices to customers on 
the Chicago base price plus freight and the extent to which 
the base price was “shaded” in meeting competition, Commis- 
sioner Campbell asked if, since the abolition of Pittsburgh-plus, 
there had developed a “Chicago-plus” basis—in other words, 
was the customer ever charged for a freight rate in excess of 
what was paid the railroad. Mr. Schroder replied in the 
negative. Other questions brought out that the “base price” for 
Chicago steel was not always the same to two different custom- 
ers, depending on location and competition, and queries as to 
just what was the difference between present methods of quot- 
ing prices and the Pittsburgh-plus method brought the state- 
ment that the later was merely a method of accounting and 
not a matter of importance. Commissioner Campbell said, to 
that, that it was of considerable importance to the Commission 
and that if it should find that purchasers of iron and steel 
were paying freight charge items in excess of the amount of 
charges actually paid to the railroads for transportation, it 
would try to see that such sums went to the railroads. 


Robert Hula, traffic manager, Clayton Mark and Company, 
Chicago, testifying for the complainants in docket 18688, ap- 
peared in a double capacity. His first testimony was in behalf 
of the Illinois-Indiana Shippers’ Steering Committee and was 
intended as a defense of present groupings and adjustments 
in the territory of the two states. He gave an account of the 
development of rates in the territory, presenting in detail the 
groupings and the reasons for them. He said his purpose was 
to give the Commission a complete picture of what had been 
done in the past and he did not intend to defend any particular 
feature, but asked for the preservation of the arrangements 
on which the industry had developed. 

Speaking as a complainant in the docket case, he offered 
an exhibit setting out the destination territory to which rates 
were asked, presented rate history, made comparisons between 
rates available to Chicago producers as set against those of its 
competitors, and made comparisons between the earnings ac- 
cruing on iron and steel traffic and those on other fifth class 
commodities. In brief, he asked for the establishment of 
rates east from Chicago on the scale prescribed in the Jones 
and Laughlin case, from the east to the west. He said the 
diminuation in volume of iron and steel coming into the ter- 
ritory adjacent to Chicago from Pittsburgh and other eastern 
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points, such as there had been, was, in part, the result of the 
lowering of prices by local producers following the abolition of 
Pittsburgh-plus. He said the Chicago district had not been 
vitally interested in its adjustment to the east of the Illinojs 
Indiana state line until production had reached a point wher 
the product could not be disposed of locally. An exhibit whic, 
he introduced comparing the rates from Chicago with those 
from eastern producing points to nine representative Market 
points east of that line showed Chicago paying full fifth clag, 
rates in all instances as against a range of from 50 per cent ty 
92 per cent of fifth class applying from the competitive points 
He said the Commission had said, in the Jones and Laughliy 
case, that transportation conditions were substantially simila 
in the territory under consideration and did not constitute , 
basis for any differences in the level of rates, one point agains 
another. 


He introduced considerable testimony bearing on, as he 
stated it, the impropriety of fifth class rates on manufacture 
iron and steel. In doing that, he compared the earnings op 
iron and steel with earnings on a list of other fifth class com. 
modities. He pointed out that the commodities he listed move 
on rates ranging from 83 per cent of sixth class to 90 per cent 
of fifth class. His comparison, showing earnings accruing at 
actual rates and average loadings, showed the earnings accrv. 
ing on iron and steel traffic as well in excess of those accruing 
on any other of the 28 commodities with which he compared tt, 
except that in one or two instances benzol, in tank cars, pro. 
duced greater revenue. His figures for earnings that would 
accrue on movements east from Chicago on iron and steel, were 
those commodities placed on the Jones and Laughlin scale, 
showed only benzol and ammonia, in tank cars, as exceeding 
them. Taking cognizance of the Hoch-Smith aspect of the gen. 
eral investigation, he compared the rates on iron and steel with 
rates on grain and live stock. He said iron and steel rates 
averaged 296.49 per cent of cattle rates from Chicago to four 
teen C. F. A. destinations set out as representative, and an 
average of 140.88 per cent of rates on grain. On the proposed 
Jones and Laughlin scale the rates were, similarly, an average 
of 277.54 per cent of cattle rates and an average of 132.23 per 
cent of the rates on grain. That, he said, showed that iron 
and steel was bearing its full share of the transportation 
burden. He introduced further figures representing that live 
stock required three times the equipment, for revenue produced, 
that iron and steel required. 


Mr. Boswell, appearing for 30 manufacturers of Quincy, 
said that, for years, the rate from Pittsburgh to that city had 
been the same as the rate to St. Louis, but that, as a result of 
the Jones and Laughlin decision, Quincy now had a fifth class 
rate of 43 cents and St. Louis had a rate of 40.5 cents. He 
said Quincy manufacturers were in direct competition with St. 
Louis manufacturers and that the Commission had ruled that 
they were in the same zone. He said his plea was based wholly 
on the matter of competition and that, whatever the level of 
the rate was to be, he felt it was justified in its request to 
remain on a parity with St. Louis. 


J. L. Behrens, traffic manager, Muscatine Shippers’ Associa: 
tion, said that, prior to the Commission’s order in the Jones and 
Laughlin case, Muscatine had been grouped with Davenport, 
Linwood, and Buffalo, Ia., but that, since then, the parity had 
been destroyed and the rate from Chicago had been increased 
from 17 cents to 19 cents. He asked that the integrity of that 
group be maintained as to Chicago, Peoria, St. Louis and Mil- 
waukee origins. He contended that the Commission’s order 
had not required the disruption of the group, which had 4 
spread of 27 miles, and introduced in support of that exhibits 
setting out rates in Illinois that had not been affected. He 
introduced exhibits of rates on other commodities to show that 
group rates were maintained on them. 


Roy Z. Eaton, traffic manager, Keystone Steel and Iron 
Company, explained that docket 19400 attacked the fifth class 
rate of 30 cents on wire and wire products from Peoria t0 
Adrian, Michigan, and docket 19531 attacked the same rate 
on the same articles to Cincinnati. He said his company was 
in competition with producers throughout C. F. A. territory and 
that those producers were numerous. In particular, he objected 
to the situation that compelled shipments from Peoria to pay 
full fifth class rates to all C. F. A. territory east of the Illinois- 
Indiana state line and permitted competing mills at Chicago and 
all points in Indiana to ship to market points in Illinois and 
Indiana on commodity rates 4.5 cents under fifth class. He 
said his company had to absorb the difference in freight rates 
or it did not get the business. Cross-examination from a repre- 
sentative of Indiana producers brought out the fact that produc 
ers in that state had commodiy rates to only about a half dozen 
points in Illinois, but, as pointed out by Mr. Eaton, the rates 
applied at intermediate points. 

Mr. Hula May 14 completed his testimony in docket 18688 
and two other complainant witnesses in that case were heard. 
A large part of the half day session was taken up with cross 
examination of Mr. Hula. W. J. Keller, assistant general freight 
agent, N. Y. C., made a statement for the carriers involved in 
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1. and S. 2896, iron and steel articles from Cleveland to Dun- 
kirk, N. ¥. He said the N. Y. C. had published a rate of 15% 
cents from Cleveland to Titusville, Penn., to bring its rate into 
line with the rates of other lines and that, through an error, the 
publishing agent had failed to restrict the routing via Oil City, 
Penn., which had resulted in the reduction to 15% of a 22 
cent rate to Dunkirk, as well as other complications. The 
tariff under suspension, he said, was merely intended to correct 
the error. He said the railroad would, if necessary, voluntarily 
extend the period of suspension until such time as the Commis- 
sion could dispose of the case. It was pointed out that the 
Commission’s interest was to maintain the status quo of all 
rates involved in the general investigation until it could make 
its findings complete. 

Cross-examination of Mr. Hula by Charles Belsterling, coun- 
sel for the United States Steel Corporation, was the occasion 
for again making a football of the question as to just what was 
involved in the Pittsburgh-plus basis of selling. He asked Mr. 
Hula if it represented anything more than the common trade 
practice of getting the best price possible on the product, in 
competition—if it was anything more than the calculation which 
a man of experience would have in the back of his head in 
quoting prices to a customer. He prepared the way for that 
question by bringing out that, despite the fact the Chicago 
price on wrought steel pipe was approximately $4.00 a ton 
higher than the Lorain, O., and the Pittsburgh price (the prin- 
cipal competitors on the commodity), Mr. Hula’s company sold 
wrought steel pipe in Ohio and New York by absorbing the 
disadvantage in freight rates in the margin of profit which the 
base price provided for. Mr. Hula said it was more than that; 
in practice, it meant that Pittsburgh could compete in any 
market, however far removed, on a parity with any other pro- 
ducer. Mr. Belsterling also directed a number of questions to 
the witness as to what defense he had for the principle in the 
Jones and Laughlin scale, which he advocated, of high rates on 
long hauls, relative to all other class or commodity scales and 
in opposition to all established principles of rate making. The 
witness’ answer to that was that he had taken the scale 
adopted by the Commission and was asking only that it be ap- 
plied uniformly to and from all points in C. F. A. territory. He 
said he believed its adoption would disturb existing relations 
between producing territories less than would the adoption of 
any other scale. 

W. W. Collin, Jones and Laughlin counsel, directed a good 
many questions against exhibits introduced by Mr. Hula set- 
ting out short-haul rates available to producing territories other 
than Chicago. He pointed out that Chicago had a 9% cent rate 
for 118 miles on some traffic and contended that the longest 
movement for that rate out of Pittsburgh was 60 miles. After 
a series of questiins involving short-haul rates out of Chicago, 
as against those applying out of Pittsburgh, he asked if 8, 9 and 
10 cent rates out of Chicago would not carry traffic as far as or 
farther than the same rates out of Pittsburgh. The witness 
declined to answer so general a question. 


Counsel for the Youngstown Sheet and Tube Company asked 
a series of questions to bring out what he called the selfish 
interest of Chicago producers in advocating a scale of rates 
which were relatively high on long hauls. He referred to testi- 
mony introduced by Mr. Schroder, who had said that his com- 
pany disposed of most of its bar steel within a radius of 100 
miles of Chicago. It was his intention to show that there was 
a greater necessity for Pittsburgh producers to ship long dis- 
tances than for Chicago producers. Speaking with reference to 
the particular commodity manufactured by Mr. Hula’s company, 
wrought steel pipe, the question was asked as to whether there 
was sufficient production of that commodity in the Chicago dis- 
trict to supply the immediate and southwest territory. Mr. 
Hula replied that there was not, but that his company did not 
get the normal base price on it outside a radius of 150 miles. 
An effort was made to get the witness’ assent to the statement 
that the territory immediately adjacent to Pittsburgh and 
Youngstown could not absorb the output of that region to the 
Same degree as the territory around Chicago could the Chicago 
production. The witness, however, steadfastly declined to ac- 
commodate and declared that there was no greater necessity 
for low long-haul rates from the Pittsburgh district than from 
the Chicago district. 


R. C. Livingston, traffic manager, Interstate Iron and Steel 
Company, introduced testimony with reference to the history 
of rates from Chicago to Indiana, and other matter. He said 
a recent decision of the Indiana commission had corrected the 
situation complained of in that state and that rates into Indiana 
were now on the Jones and Laughlin scale. However, he said, 
there was one point that, under the complaint, remained to be 
corrected. That was the fact that the rate to Terre Haute from 
Chicago was 18 cents as against a rate of 13 cents in the re- 
verse direction. Following his introduction of testimony calcu- 
lated to illustrate the unfairness and disadvantage to Chicago 
which resulted from the carrier’s compliance with the order of 
the Commission in the Jones and Laughlin case, he said the 
Carriers had made their compliance with that decision as un- 
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pleasant as possible with the hope that the case would be re- 
opened and they would be able to put the rates on a higher 
basis. In defense of the Jones and Laughlin scale, as against 
any other, for uniform application to the territory, he said: 


(1) It would preserve the home market to each producing dis- 
trict, which is the most important single issue; (2) it would disturb 
existing group relations less than any other scale, and all C. F. A. 
territory would be on the same basis; (3) it would stabilize rates 
and do away with choatic conditions and continual changes. 


Under cross-examination, in response to questions as to 
what should be done with reference to short-haul rates, he said 
each producing territory should have approximately the same 
adjustment to its short-haul territory as the others, but he did 
not think it advisable to make any over-night readjustment of 
a radical nature. He believed that would be industrially harm- 
ful and that an entire set of rates should not be either radically 
advanced or lowered merely to conform to a “rule of thumb” 
theory. 

James J. O’Rear, general traffic manager, Acme Steel Com- 
pany, gave facts relative to the history of his company and rate 
testimony principally intended to show the disadvantage it 
suffered in reaching eastern territory. He said his company’s 
product was mainly hot and cold rolled steel and that it dis- 
posed of it, principally, in C. F. A. Trunk Line and New Eng- 
land territories. He said it had an eastern market developed 
over a long period of years, but that, in recent years, the spread 
between its rates and those of its competitors had been in- 
creased materially, to its disadvantage. As a result, he said, 
it was finding it difficult to maintain its footing in that eastern 
territory. He said that, as far as his company was concerned, 
it would be willing to accept the Jones and Laughlin scale all 
the way to the eastern seaboard “if it worked both ways.” 
But, in such an event, he said, on long distances, 1,000 miles 
or more, larger groups should be provided for. 


The Chicago interests May 16 completed the presentation 
of their case in docket 18688 in the general investigation, two 
more witnesses having been heard. The major part of the after- 
noon was taken up with testimony for producers in the Youngs- 
town district by H. D. Rhodehouse. There were two other wit- 
nesses, George L. Hilyiard, assistant traffic commissioner of 
the Jamestown, N. Y., Chamber of Commerce, and Peter M. 
Hanson, general traffic manager, National Enameling and 
Stamping Company and chairman of the East Side Manufac- 
turers’ Association, East St. Louis, Il. 


W. J. Hammond, traffic manager, Inland Steel Company, 
Chicago, directed his testimony to a comparison of the scales 
involved in the case and discussed the principles in each. He 
contended that the Disque fifth class scale, which applies to 
iron and steel, east-bound from Chicago, against which the com- 
plaint of the Chicago producers is directed, was too high for 
the short hauls because based on the results of a terminal study 
of costs on L. C. L. traffic, and for the further reason that it 
was based on a percentage of the first class scale, which, of 
necessity, took more notice of terminal costs for short hauls 
than was proper in a scale applying on carload traffic exclu- 
sively. He said it was “pinched at the top,” or the rate of 
progression on the long hauls was too low, because the scale 
was made to fit the carriers’ existing rate between Chicago 
and Pittsburgh at the time the scale was set up. The result 
was, he said, a high rate for short hauls and a relatively low 
rate for long hauls. He said it in no way reflected the require- 
ments of iron and steel traffic. The same considerations, he 
said, applied to the other scales introduced that bore a per- 
centage relation to the fifth class scale, by which he included 
the. two scales proposed in the general investigation by the 
Jones and Laughlin corporation and the one introduced by the 
United States Steel Corporation. He said the steel corporation 
scale was made to fit a specific case—namely, to give low 
rates on long haul traffic to the Atlantic seaboard. He con- 
tended that the scale prescribed by the Commission in docket 
15110, commonly called the Jones and Laughlin scale, met the 
peculiar needs of the commodity in question and that its rate 
of progression for the first 100 miles was set up after a terminal 
cost study of iron and steel traffic and that beyond the first 
hundred miles the rate of progression should be, as was the 
case in the scale defended, the same. There was no reason, he 
said, why the fourth and fifth hundred miles should cost less 
than the second and third hundred miles, as terminal expense 
was met in the first hundred miles and beyond that there was 
no difference in service. He said he believed distances should 
be computed on a basis of not more than three lines and that 
reasonable groups should be established so as to avoid discrim- 
ination between short-line and circuitous routes as well as for 
commercial considerations. 

He said the complainants in docket 18688 were unalterably 
opposed to the establishment of two minimums on iron and 
steel, as has been urged by a number of other interests, the 
suggestion being for the establishment of an 80,000 pound min- 
imum with a lower rate than applied on the existing 36,000 
pound minimum. Referring to testimony by A. R. Bbi, for the 
Deering Company, Moline, Ill., last Thursday, who stated it as 
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his opinion that implement manufacturers, generally, could com- 
fortably ship in 80,000 carloads, he said he believed there were 
a great many smaller implement manufacturers who would be 
at a disadvantage if the higher minimum and lower rate were 
established, but that implement manufacturers were more favor- 
ably situated in that respect than a great many other users of 
the commodity, in that they shipped in large volume and with 
a relatively standardized list of articles. He said the introduc- 
tion of the higher minimum would result in a great deal of 
confusion and would make it practically impossible to quote 
prices to a large class of customers in advance, as, due to the 
fact that shipments must be made up in a hurry at times and 
the further fact that selection of articles would be limited un- 
der the higher minimum, it would not be known what rate ship- 
ments could be moved on until the car was actually loaded. 


Counsel for eastern producers took issue with Mr. Ham- 
mond on the point that there was any direct scientific relation 
between the terminal costs involved on the traffic and the rate 
of progression set up for the first hundred miles. The question 
of limiting distance calculations to not more than three lines 
was the occasion for a good many questions from T. H. Burgess, 
counsel for Youngstown producers. He pointed out that there 
might be a situation where there were short-line workable 
routes actually carrying the traffic that involved more than 
that number. 


Robert C. Ross, general traffic manager, Joseph T. Ryerson 
Sons, Inc., Chicago, testified that a great many jobbers of iron 
and steel would not be able to remain in business if the higher 
minimum and lower rate were adopted and that it would result 
in a serious disadvantage to a great many shippers and con- 
sumers. He explained that his company warehoused the com- 
modity at points distributed over Official territory, as well as 
points outside it, keeping it in stock for immediate shipment, 
and receiving a small permium for the service. He said many 
jobbers, of necessity, shipped in quantities approximating the 
present minimum, and that, as to the movement from the job- 
bers to the ultimate consumer, purchases were usually made 
for immediate consumption. He said the last figures his com- 
pany had compiled showed that the average shipment from its 
warehouses was approximately 20,000 pounds. 


The question of a split list—a separate minimum applying 
on a single item such as pipe—was brought up. Commissioner 
Campbell asked the witness’ opinion as to the practicability of 
that. Mr. Ross said he did not believe it should be done. The 
question was asked if the carriers were contemplating making 
any such rates. Guernsey Orcutt, speaking for the C. F. A. 
lines, said they were not. 


H. D. Rhodehouse, traffic manager, Youngstown Chamber 
of Commerce, representing important shippers and receivers in 
the Mahoning and Shenango valleys, except the subsidiaries of 
the United States Steel Corporation, introduced voluminous testi- 
mony setting out, he said, the disadvantage of that territory in 
reaching Trunk Line and New England territories, as against 
competing producing centers such as Pittsburgh, Wheeling, Buf- 
falo, and others. He particularly complained of the destination 
group adjustment from the Youngstown group as compared to 
that from the other producing territories. The most glaring 
inequality in that respect, as set forth by him, was the contrast 
between the Baltimore group as from Youngstown and from 
Pittsburgh. From Pittsburgh the group extended north only to 
a little beyond Harrisburgh, Penn., whereas, as a destination 
group from Youngstown, it extended north into the state of 
New York, with the consequent high rate of the group to all 
the territory embraced. Another feature he found particularly 
objectionable was that, to a large part of northern New York 
and New England, the rates from Youngstown were made as 
arbitraries over the rate to New York, which, in turn, was made 
an arbitrary over the Pittsburgh-New York rate. He pointed 
out that, on the movement from Youngstown to New York, the 
short-line distance was via Pittsburgh, but on a great many of 
the movements to points in upper New York state, such as 
Albany, and to New England, Youngstown had short-line routes 
considerably under the short-line routes from Pitsburgh. Among 
the numerous rate comparisons he made in substantiation of his 
contention of disadvantage of Youngstown as against the com- 
peting territories was a rate of 21% cents to Kane, Pennsyl- 
vania, from both Youngstown and Wheeling, the distance from 
Youngstown being 155 miles and from Wheeling 222 miles. 
From Youngstown to Punxsutawney, Pennsylvania, the distance 
was 117 miles and the rate 21% cents; the distance from 
Wheeling 149 miles and the rate 17% cents; from Erie, a dis- 
tance of 168 miles and a rate of 21 cents. The two destina- 
tions, he pointed out, were both in the Rochester group, which 
extended from the middle of Pennsylvania on the south to 
Rochester, N. Y., and Lake Ontario on the north. He said the 
reason for the unfairness of those rates was that the group rate 
applied from Youngstown and a “checked-in” rate from the 
other points. To points in northern New York state and New 
England, he said, the rates from Youngstown were from a half 
cent to 2% cents higher than rates from Pittsburgh, Erie and 
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Wheeling, and the distances from the latter points ranged up- 
ward to 150 miles greater than from Youngstown. 

He urged the Commission to take immediate action in |, 
and S. 2896, iron and steel articles from Cleveland to Dunkirk, 
N. Y., permitting the carriers to raise the 15% cent rate that 
had been established between those two points, in place of a 
22 cent rate, as the result of an error in tariff publication, as 
testified by W. J. Keller, for the New York Central, Saturday, 
He said that, unless the carriers were allowed to raise the rate 
in the immediate future, the Youngstown interests would make 
a request for the same rate to that important territory. 

Mr. Hilyiard, for the Jamestown, N. Y., Chamber of Com- 
merce, asked the Commission to give that point rates com- 
parable to those enjoyed by Corry and Warren, Pennsylvania, 
He said those two points were direct competitors with James. 
town, the first being only 27 miles and the latter 25 miles re. 
moved. He said that, on traffic into Jamestown, fifth class 
rates were charged as against commodity rates much less than 
fifth class into the competing points mentioned. He made 
numerous rate comparisons in support of that and introduced 
testimony comparing the earnings on iron and steel traffic at 
fifth class with earnings on other fiifth class commodities in 
substantiation of his contention that the fiifth class rate on 
iron and steel articles was an exorbitant rate. 

At the beginning of the session May 17, Mr. Rhodehouse 
continued with his testimony. He left the stand about the 
middle of the morning, and the Bethlehem Steel Company began 
testimony with respect to its adjustment from its eastern mills 
to Trunk Line territory. 

Mr. Rhodehouse testified as to Youngstown’s alleged disad- 
vantages on westbound traffic and on traffic to points in the 
southern peninsula of Michigan. Also, he gave some further 
testimony respecting Youngstown’s adjustment into Trunk Line 
and New England territories. With reference to a long series of 
Michigan destinations, he said the present rates from Youngs- 
town were computed on mileages that were, in every instance, 
save one, seven miles in excess of the actual short line dis- 
tances, giving Cleveland an unmerited half-cent advantage to 
those points. He showed that, to numerous points in southern 
Illinois and Indiana, commodity rates from Youngstown were 
in excess of the fifth class rate and that, in many instances, 
higher rates applied on raw material than on articles manu- 
factured from the raw materials, the value of which had been 
increased several hundred per cent. As an illustration of that, 
he pointed to the rate of 3914 cents on fabricated plates and 
boiler material to East St. Louis and to St. Louis, taking a 36,000 
pound minimum, and a rate of 38 cents on boilers, taking a 
24,000 pound minimum. He said the earnings on a carload of 
the raw material were $51 in excess of the earnings on the 
manufactured articles. As a striking illustration of the east- 
bound adjustment from Youngstown, as compared to the adjust- 
ment from Pittsburgh, he introduced a map marked to indicate 
the greatest distances that a 34-cent rate would carry traffic 
out of Youngstown and out of Pittsburgh. The gap between the 
two was of irregular depth, but had a maximum of 308 miles 
between Altoona and New York, N. Y. He explained that he 
chose the 34-cent rate because it was the Pittsburgh rate to New 
York and one of the most important key rates in the territory, 
and that the distance between New York and Youngstown was 66 
miles. A good many of the destinations betwen the inside line, 
representing the reach of the 34-cent rate from Youngstown, and 
the outside line, he.said, were closer to Youngstown than to 
Pittsburgh. 


At the close of his testimony he introduced a mileage scale 
which, he said, was the proposal of the Youngstown interests of 
a fair basis for making rates in Official territory. It began with 
a rate of 3 cents and progressed a half cent for each 5 mile block 
up to 150 miles, half a cent for ten mile blocks to 250 miles, half 
a cent for 15 mile blocks to 355 miles, half a cent for 20 mile 
blocks to 455 miles, and half a cent for 25 mile blocks beyond 
that. At 640 miles the rate represented by this scale was 30% 
cents, as against 40 cents on the’C. F. A. fifth class scale, and 
42 cents on the Jones and Laughlin scale prescribed in docket 
15110. He pointed out that, for long hauls, his scale fixed rates 
higher than the scales introduced by the Jones and Laughlin 
Corporation and the United States Steel Corporation in the gen- 
eral investigation. 

Previous to cross-examining the witness, W. W. Collin, 
counsel for Jones and Laughlin, said he had been authorized 
by F. Ogden, traffic manager of the organization he represented, 
to say that it recognized that Youngstown had an unfair ad- 
justment on its eastbound traffic and believed it should be cor- 
rected. 

Three witnesses for the Bethlehem Steel Company were heard 
in the course of the day. The first was H. C. Crawford, general 
traffe manager. His testimony was mainly directed to portray- 
ing the situation in Trunk Line territory. He pointed out that 
his company had five widely scattered steel plants in the pro- 
ducing district of Eastern Trunk Line territory, and he made 
his comparison on the basis of rates from them, saying their 
distribution was such as to insure that their rates would pretty 
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well illustrate the adjustment in the territory as a whole. He 
summarized the position of the Bethlehem company as follows, 
including its general position as to west bound traffic, as put in 
at the Columbus hearing: 


1. The general level of short-haul rates in the east is relatively 
too high when measured by— 

(a) Pittsburgh short-haul rates, 

(b) Chicago short haul rates, 

(ec) The Jones and Laughlin scale. 

9. The general level of short-haul rates in the east is relatively 
too high in comparison with long-haul rates to the east, using the 
Jones and Laughiln scale as a measure of comparison. 

3, Bethlehem’s New England adjustment from eastern mills and 
from Buffalo is predjudicial of them and preferential of Pittsburgh 
and Wheeling, using the Jones and Laughlin scale as a measure of 
proper relationship. d ‘ 

4, Bethlehem’s westbound adjustment to C. F. A. territory, as 
against Pittsburgh’s eastbound adjustment to Trunk Line and New 
England destinations, is prejudicial to the Bethlehem company and 
preferential of Pittsburgh. ‘ 

5. Johnstown’s rates to short-haul territory west of Pittsburgh 
discriminates against it in favor of Pittsburgh, when measured by 
the Jones and Laughlin scale. 

6. The existing condition on westbound rates to western Ohio, 
Indiana, and Illinois, under which Johnstown is deprived of its long 
standing differential of 1% cents over Pittsburgh, while at the same 
time holding Johnstown’s eastbound rates to within 1% cents of 
Pittsburgh’s eastbound basis, creates a prejudice to Johnstown and 
a preference to Pittsburgh. 

7. The application of the Jones and Laughlin scale from Buffalo 
to long-haul C. F. A. points, where the scale works to Buffalo’s 
detriment, and the withholding of its application on shorter hauls, 
where it would benefit Buffalo, creates a discrimination against Buf- 
falo in favor of competing producing points which have received bene- 
ficial] reductions under the scale. 


He explained that he used the Jones and Laughlin scale as 
a basis of comparison because it was the only scale made by the 
Commission applying on the traffic over any considerable area 
of the territory involved. 

In illustrating the advantage of Pittsburgh and Wheeling to 
New England territory, as against the westbound adjustment 
from the eastern mills of the Bethlehem company, he showed 
that those two points had a rate of 36.5 cents to New England 
territory for distances ranging from 516 miles between Pitts- 
burgh and New Haven, Connecticut, to 812 miles between Wheel- 
ing and Portland, Maine, while a rate of 36 cents from Beth- 
lehem, Pennsylvania, applied on traffic to Youngstown, a distance 
of 405 miles, or a rate of 38 cents on traffic to Cleveland, for 
472 miles. 

He made many rate comparisons to show that the rates 
from the eastern mills of the Bethlehem company to eastern 
Trunk Line territory were a higher percentage of the Jones 
and Laughlin scale than were rates into that territory from 
Pittsburgh and Wheeling. He said any scale adopted in Official 
territory should be both a maximum and minimum scale and he 
was opposed to the establishment of a double minimum, as he 
believed it would inevitably work to the detriment of small 
producers and particularly to small consumers. 

G. W. Oliver, railroad statistician, Chicago, appearing for the 
Bethlehem company, testified as to considerations that should 
control the construction of a distance scale for carload iron and 
steel traffic. He gave the results of a study of terminal costs 
and line-haul costs and discussed their application in construct- 
ing such a scale. His conclusions were that the relation between 
the greatest rate of progression embodied in the scale and the 
lowest rate of progression should be as 15 to 10, and that, in 
such a scale as the Jones and Laughlin, the spread between the 
rate of increase on long-haul traffic as against the rate of in- 
crease on short haul traffic was too great and the result was 
to penalize short-haul shippers. 


That conclusion seemed to be objectionable to counsel for 
the United States Steel Corporation and others, as, with the 
exception of the Chicago independent interests, they had gen- 
erally insisted that the long-haul rates on the Jones and Laugh- 
lin scale were too high and had advocated scales materially 
lower on the long hauls. 

The cross-examination of Mr. Oliver was not altogether a 
passing of pleasantries, and was finally ended by Commissioner 
Campbell suggesting that the night be devoted to finding out just 
what was involved in the study, and opportunity for cross- 
examination would be given later. He said he believed the 
technical nature of Mr. Oliver’s presentation prevented most of 
those present from analyzing it adequately in the short time 
they had had. ; 

W. S. Tower, statistician for the Bethlehem company, put in 
testimony with reference to the production of iron and steel 
in the three producing areas in Official territory, relating the 
production of one territory to the other and presenting facts 
relative to the increase in the capacity of one territory over 
another in the last 25 years. He introduced the same sort of 
testimony concerning individual producers. A large part of his 
testimony was in rebuttal of testimony by John A. Coakley, for 
the Steel Corporation, at the Columbus hearing. Mr. Coakley 
had contended that production in the middle district was 
languishing as the result of a disadvantageous situation as to 
rates. His figures showed that the annual capacity for produc- 
tion of ingot steel in Official territory in 1904 was 22,826,625 
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gross tons, and that the figure for 1926 was 54,807,343 gross 
tons. Of the increase in capacity for the entire territory of 
31,980,718 tons, 18,242,075 was in the middle district. The 
capacity of the Steel Corporation, he said, was 21,180,300 gross 
tons in 1926, and of the Bethlehem company, 7,600,000. He de- 
cleared the Steel Corporation enjoyed a dominant position in 
every market and that its dominance was increasing, rather 
than decreasing. He said his general conclusion from the facts 
was that the middle district was strongly entrenched in the 
eastern markets and that Pittsburgh was the most advantageous 
location in which to engage in the production of iron and steel. 

The introduction of shipper testimony was brought to a 
close, May 18, so far as the Chicago hearing is concerned. Six 
witnesses were heard and the railroads began the presentation 
of their case. The railroad testimony dealt with the earnings 
of the lines in the territory involved, their inability to accept 
reductions in revenue as a result of the general investigation, 
and testimony of a general nature intended to substantiate the 
soundness of the carrier position that fifth class is a proper 
basis for iron and steel. 

W. S. Tower, who completed the introduction of his testi- 
mony just before the close of the hearing Tuesday, took the 
stand first, for cross-examination. 


R. I. Pierce, representing the Chamber of Commerce, of 
Terre Haute, Ind., discussed the adjustment from that city to 
destinations in Illinois. He said the present basis was the 
Jones and Laughlin scale, but that it was a point to point ad- 
justment. He contended for an adjustment on the group prin- 
ciple, applying the Jones and Laughlin scale or some other 
between both origin and destination groups, as those groups 
had long been established. He particularly referred to Terra 
Haute’s adjustment to St. Louis and Quincy as not being on a 
competitive basis with Chicago. He did not embrace the Jones 
and Laughlin scale as a basis for establishing the rates between 
groups with any noticeable affection, but was emphatic as to 
the necessity for some scale applied uniformly throughout the 
territory. However, on cross-examination, he made an excep- 
tion of a 13 cent rate on wire and wire products from Terre 
Haute to Chicago—a rate which Chicago interests have vigor- 
ously protested. He said that, in the matter of that rate, it 
was a matter of life and death with the Terre Haute producer 
affected and that it represented an adjustment of long standing. 


R. B. Coapstick, traffic manager for the Indiana State 
Chamber of Commerce, put in testimony to show that the ad- 
justment that had resulted from the decision ‘of the Indiana 
commission in its docket 8607 was substantially on the Jones 
and Laughlin basis. He characterized that testimony as re- 
buttal of testimony at an earlier hearing that had challenged 
the propriety of that adjustment. He registered a complaint 
against Indiana’s present adjustment to destinations in Illinois, 
with particular reference to Illinois pro-rated territory (that part 
of Illinois Classification territory not in C. F. A. territory). He 
said the Indiana adjustment to the latter was, generally speaking, 
on the fifth class basis, and to the former, a point to point 
adjustment with rates on the Jones and Laughlin scale. Chi- 
cago, he pointed out, had rates on the Jones and Laughlin 
scale with a group adjustment. He said Indiana producers 
could not possibly compete with Chicago producers on the 
present arrangement. He also objected to the fifth class basis 
applying from Indiana to Michigan and Ohio destinations. He 
criticized the application of the Jones and Laughlin scale to 
iron and steel traffic, saying it was too high fer the long hauls. 
It was his contention that the rate of progression of a proper 
scale should break to 40 per cent of the initial rate at a dis- 
tance of about 300 miles, and that, possibly, there should be a 
further drop at a greater distance. In response to a question 
from Examiner Faul as to whether he thought a scale, what- 
ever it should be, should be applied to the entire Official terri- 
tory, he said he thought C. F. A. territory was entitled to lower 
rates than any other territory in the country—that density of 
traffic and all other transportation considerations entitled it to 
that. 


R. K. Keas, traffic manager, Laclede Steel Company, which 
has a mill at Madison, Ill. (within the East St. Louis switching 
district) and one at Alton, IIll.; discussed the rate adjustment 
from those points as compared with Chicago and Pittsburgh. 
He said his company’s plant at Alton produced light steel arti- 
cles, mainly light bars, strips, and bands, and that it had an 
annual production of about 125,000 tons. He said the St. Louis 
market consumed only about 25,000 tons of those commodities 
annually, which made it necessary to find more distant mar- 
kets, such as northern Illinois and southern Michigan. He said 
that to all points east of the Illinois-Indiana line rates from 
East St. Louis were on the full fifth class basis, with the ex- 
ception of a limited list of articles on which lower rates were 
available to Evansville and a different list applying to Terre 
Haute. He made numerous comparisons between rates from 
his plants and rates from Chicago and Pittsburgh, claiming 
preference of the latter. He said the Jones and Laughlin ad- 
justment from Pittsburgh to Michigan destinations gave pro- 
ducers there a decided rate advantage over the mills of his 
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company, but that, due to the long hauls from East St. Louis 
and Alton to the important Michigan automobile manufacturing 
markets, that sale applied from his plants would be equally 
disadvantageous, as his company would still pay rates equivalent 
to fifth class. Due to the absence of a local market, he said, 
his company could not compete on the Jones and Laughlin 
basis. Its general application, he pointed out, would leave his 
company at a 9-cent disadvantage in the Michigan market, ag 
against Pittsburgh. He offered a scale which, he said, would 
be a fair basis for rates throughout the territory. It began 
with a rate of 12 cents for a 50-mile movement and progressed 
in such way that the resultant rates, up to 180 miles, were 
higher than the corresponding rates as set out in the Jones 
and Laughlin scale, but, for distances beyond that, his scale 
was considerably lower. 

On cross examination, it was contended that his testimony 
showed that the average shipment from the plants of his com- 
pany moved approximately 400 miles and that the majority of 
the tonnage was shipped between 160 miles and 550 miles, and 
that, therefore, he would not be much interested in rates up 
to 180 miles, for which distances his scale was comparatively 
high, and that he would be vitally concerned as to the measure 
of rates beyond that distance, for which his scale was very low. 

F. W. Rice, manager of the Central Freight Bureau, Gales- 
burg, Ill., appeared for the Galesburgh Coulter-Disc Company, 
manufacturers of Coulter discs, implement parts, and vehicle 
parts. He said that, as a result of rates established following 
the decision in the Jones and Laughlin case, a long-time rate 
of 19 cents between Newcastle, Ind., and Galesburg, on the 
complainants’ raw material had been increased to 28 cents. 
He made rate comparisons to show the unreasonableness of 
the latter rate, in the course of which he pointed to the fact 
that the finished product from the Galesburg plant took the 
same rates as applied to the raw material. He declared that 
the carrier’s list of iron and steel articles was an extremely 
crude basis on which to estimate reasonable rates and that it 
should be revised and refined. 

R. C. Ingersoll, vice-president of the Galesburg company, 
explained that the Indiana Rolling Mill Company at Newcastle, 
Ind., from which the materials used by the Galesburg plant 
were obtained, was owned by the same interests, and said that, 
if a reduction in the 28-cent rate could not be obtained, it would 
be necessary to consolidate the two plants, at the sacrifice of 
the million dollar plant at Galesburg. 


A. F. Vandergrift, manager of the traffic department of the 
Louisville Board of Trade, asked that the 1%4-cent bridge arbi- 
trary on traffic between C. F. A. territory and Louisville be 
abolished, and that Louisville have an adjustment to points in 
Official territory, such as the Commission should prescribe in 
the territory generally. He said the bridge arbitrary existed 
only as to traffic to and from C. F. A. territory and he intro- 
duced exhibits supporting that. He also registered an objection 
to the establishment of two minimums, with different rates, on 
carload iron and steel. 


‘The carrier witnesses were J. E. Munroe, of the Statistical 
Bureau of Railway Economics, Washington, and O. S. Lewis, 
freight traffic manager, B. & O., at Baltimore. Mr. Munroe 
introduced an exhibit showing the detail of the revenues, ex- 
penses, and freight traffic of Class I roads in Official territory 
for 1926, and the detail of the rate of return on investment of 
the various roads and districts for 1923, 1924, 1925, and 1926. 
On an exhibit “adjusted to show the results (rate of return 
on investment) if all wage increases granted during the year 
had been effective January 1, 1926,” the rate of return for the 
entire territory for 1926 was shown as 5.38 per cent as against 
5.61 per cent not “adjusted.” He said the railroads were not 
earning the return to which they were entitled and that their 
earnings should not be impaired. 


Mr. Lewis, appearing for C. F. A. carriers, said their posi- 
tion was that fifth class was a proper basis for iron and steel 
rates within the territory and that, for inter-territorial applica- 
tion, they advocated the fifth class of the eastern class rate 
case. He explained that the class rate structure advocated by 
the carriers in that case was built around the fifth class rate, 
and. that the fifth class rate was made with iron and steel 
traffic specifically in mind. He made a statement of the prin- 
ciples involved in the construction of a class rate structure and 
in the “classification,” and discussed their relation. 


Mr. Lewis continued his testimony May 19. After detailing 
some of the principles applying to the construction of a class 
rate scale involved in the classification, he said there were a 
number of things that sometimes dictated departures from the 
application of the rate indicated by the classification, among 
which he named “what the traffic will bear.” He said there was 
ample evidence that the fifth class rate on iron and steel was 
not higher than the traffic would bear. He introduced an ex- 
hibit, charting the level of iron and steel rates over a period 
of years, and the volume of the traffic on that commodity, 
which, he said, showed no definite relation between the level 
of the rate and the volume of shipments—in other words, high 
rates did not, of necessity, mean low volume of shipments. In 
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his support of the Disque fifth class scale for application in 
C. F. A. territory, he said he believed it would disturb existing 
relationships less than any of the scales that had been proposed, 
and at the same time preserve the carriers’ revenue to the 
necessary degree. He said he believed it to be a happy medium 
of the scales proposed. He said the only rates on which the 
carriers advocated a departure from the fifth class basis was 
short-haul rates on semi-finished articles between mills. He 
pointed out that it was to the carriers’ advantage to continue 
commodity rates on that class of traffic, as they received two 
hauls on it, and the application of the full fifth class rates would 
probably result in mills being consolidated into “self-containing” 
units. He said there had been a tendency in recent years 
toward the consolidation of plants that did not carry the raw 
material through all the stages up to the finished manufactured 
article and that, as a result, it had been estimated that the 
carriers had been deprived of approximately 214 million dollars 
annually in revenue. Otherwise, he said, there was no necessity 
for commodity rates and they would not be established volun- 
tarily by the carriers. It was a matter of getting back to first 
principles, he said. 


Mr. Lewis said he did not believe there was any occasion 
for the introduction of testimony comparing the rates on iron 
and steel with rates applicable on other commodities; that, in 
and of themselves, such showings had no place in the investiga- 
tion, despite the fact that shipper testimony had included such 
comparisons in considerable volume. Commissioner Campbell 
called his attention to the fact that the general investigation 
was a Hoch-Smith proceeding, and said he. believed such testi- 
mony had more pertinence than Mr. Lewis seemed to think. 
He said the Commission might see fit to reduce rates on agri- 
cultural products to as low a point as was possible without 
making them confiscatory, and that, if that should be done, it 
would then be necessary to make the level of rates applicable 
to other commodities higher than dictated by the usual content 
of “reasonable rates.” 


W. W. Collins, Jones and Laughlin counsel, pointed out, on 
cross-examination, that the scale the carriers advocated for inter- 
territorial application was higher than the scale advocated for 
application in C. F. A. territory and higher than the present 
Trunk Line scale. He asked Mr. Lewis how he defended the 
application of a higher scale on the long-haul interterritorial 
movement. Mr. Lewis said that, perhaps, the carrier proposal 
for C. F. A. territory was too low and he was not answering 
for the Trunk Line carriers. He said he thought the basis pro- 
posed for interterritorial application was just and reasonable. 


R. P. Paterson, assistant freight traffic manager, Pere 
Marquette, referring to testimony introduced by Mr. Williams 
at the Detroit hearing, gave a number of reasons why, as he 
said, it was improper to estimate the remunerativeness of a 
scale applying on any particular commodity by comparing av- 
erage ton-mile earnings realized on traffic generally with the 
revenue that would be developed on the scale. He said that 
scale distances were short-line distances and that, in the pub- 
lishing of rates for actual movements, every effort was made to 
keep open the competing and longer routes, which resulted in 
a lower rate of return. A further invalidation of such compari- 
sons as Mr. Williams had made was, he said, that the carrier 
figures for average ton-mile earnings, which Mr. Williams had 
used, were set up with switching and terminal elements ex- 
tracted, and that any scale for general application must include 
those factors. He introduced testimony with particular ref- 
erence to the rate situation in Michigan. He said the iron and 
steel traffic of the Pere Marquette was almost entirely delivery 
service, and that the application of the Jones and Laughlin 
scale would mean a serious curtailment of its revenue. He 
estimated that the loss would amount to about $360,000 annually 
and pointed out that the Michigan Central’s tonnage was of the 
same character as that of the Pere Marquette and about twice 
the volume and that the same thing applied to the Grand Trunk, 
which had about the same volume as the Pere Marquette. He 
said those lines would suffer financially on a corresponding basis 
from the application of the Jones and Laughlin scale. 


C. W. Galligan, chairman of the Illinois Freight Association, 
gave an account of the action taken by the carriers in Illinois 
Classification territory following the Commission’s decision in 
the Jones and Laughlin case. He said it had been the carriers’ 
intention to keep the rates in Illinois on a parity with the ter- 
ritory outside, as nearly as possible, and that, in the adjustment 
effected, particular attention had been given to relationships, 
keeping competing routes open, and the avoidance of fourth 
section violations. He said the rates within the territory in 
Illinois involved in the Jones and Laughlin case had, substan- 
tially, been put on the scale prescribed, employing the group 
principle, and that, to Illinois pro-rated territory, the rates had 
been brought into line with the Jones and Laughlin scale as 
much as was possible without violence to existent relationships. 

F. H. Law, general freight agent, Illinois Central, made @ 
statement covering the history of rates and groups in Illinois 
Classification territory and gave testimony concerning the rea- 
sons for the particular groupings established in the readjust- 
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ment of the rates in conformity with the Jones and Laughlin 
decision. He explained that the carriers had considerable lati- 
tude in the application of the scale, ranging from a point to 
point adjustment to any of a number of suggested groupings. 
He said he thought the adjustment made represented a fair 
and satisfactory compromise. It was explained by both him and 
Mr. Galligan that the groupings were, in large measure, re- 
flective of views developed in a series of shipper-carrier con- 
ferences, and that the procedure in the establishment of relation- 
ships had been to make the adjustments on the Chicago group— 
the principal production center. 

A good many questions were directed at Mr. Law and Mr. 
Galligan by counsel for Jones and Laughlin for the purpose 
of bringing out that the carriers could have established group- 
ings in such manner as to result in materially greater revenue 
and, further, that they were satisfied with the present adjust- 
ment. 


HELL GATE ROUTE CASE 
The Traffic World Washington Bureau 


Arguments were made before the Commission on May 16 
in No. 16923, Port of New York Authority vs. Atchison, Topeka 
& Santa Fe et al., nominally on the proposed report written by 
Attorney-Examiner E. L. Beach, but as a matter of fact on the 
whole proposition relating to the Hell Gate route. Mr. Beach 
recommended the opening of the Hell Gate bridge route to traffic 
from the New York Central bound to Long Island destinations. 
He reported against the opening of routes for traffic westbound 
via the New York Central on the ground that that would short 
haul the Pennsylvania and the Long Island, the Pennsylvania’s 
subsidiary, through the use of the New York Connecting, the 
latter being owned, half and half, by the Pennsylvania and the 
New Haven. 

Wilbur LaRoe, Jr., and Julius H. Cohen, for the complainant, 
argued against such a conception of true public policy. They 
contended for what they said was the policy laid down by 
New York and New Jersey when they created the Port Authority 
and obtained the approval of Congress therefor under which, 
Mr. Cohen said, the Port Authority was commanded to make 
use of existing facilities. 

C. F. Choate, for the New York, New Haven & Hartford, 
Clyde Brown, for the New York Central, Henry Wolf Bikle, for 
the Pennsylvania, and Alfred A. Gardner, for the Long Island, 
argued for the maintenance of the existing status. 

Mr. LaRoe said the Long Island community of 3,000,000 
persons was the only industrial community in the world of such 
magnitude that was without an all-rail connection with the rest 
of the world. In time of fog and other trouble in the harbor, 
he said, the food supply of that community was shut off be- 
cause the policy of the New Haven and the Pennsylvania was 
to keep the Hell Gate route closed, for selfish reasons. Phys- 
ically, he said, the route was open and rates made by combina- 
tion were applicable, but that the route, in a traffic sense, was 
closed because the combinations placed a prohibitive burden of 
$40 or $50 per car on the traffic. The impossible operating 
conditions alleged by the other side, he said, were merely 
imaginary, because, as a matter of fact, the route was used in 
the federal control period and was desired by Long Island ship- 
pers. 

The only obstacle, he said, was the lack of a will, on the 
part of the Pennsylvania, to have it open. The New York Cen- 
tral, he said, tried to keep the route open, after federal control. 
The compensation to be paid for its use, he said, was the stum- 
bling block. He said he was confident the Commission would 
not allow lack of agreement among carriers to block the policy 
of having the railroads operated for the benefit of the whole 
country as a unified system. 

Mr. Cohen said the country had gone beyond the point 
where it would allow one to whom had been given the franchise 
to bridge a navigable stream to assert that he alone could use 
it, especially in a case such as this, in which, as Mr. LaRoe 
said, the splendid $30,000,000 Connecting Railroad was used 
at not more than one-third its capacity. 

Mr. Choate said that the steam pressure of his friends on 
the other side was high and that, of course, in such circum- 
stances it was natural that facts should be misstated or dis- 
torted or altogether omitted. His “megaphonic” friends, as ‘he 
termed Messrs. LaRoe and Cohen,, in their hurry, he said, tried 
to carry the Commission along on the theory that the use of 
this route was a part of the comprehensive plan for the develop- 
ment of the port. That comprehensive plan, he said, was a 
vehicle, and a mere vehicle, sought to be used in the execution 
of something that was not a part of the comprehensive plan. 
He said the proposal was to take a link out of a through route 
from New England to the west and south and make it the ter- 
minal of a route on Long Island, on the theory that the people 
of Long Island were marooned, when, as a matter of fact, they 
did not so. consider themselves, and the further theory that the 
taking of the Hell Gate route would be in the execution of part 
of the compreherisive plan. He said that the bridge was in- 
cluded in the plan for Belt Line No. 1. That plan, he said, 
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contemplated the construction of an elevated structure in the 
northern end of the metropolitan area and tunnels into New 
Jersey at the southern end. No man living, he said, could say 
when that plan would be executed. The expense, he said, would 
be too great for the traffic using it to bear and put an immense 
burden on the business of the country. It was a good thing to 
talk about, he said, but that no one had ever done anything 
more than talk about it and that what was proposed would not 
be in execution of the plan for that belt line. 

An explanation as to why the New York Central did not 
ask for the opening of the Hell Gate route to its traffic was 
made by Mr. Brown. He said that since 1920 the passenger 
traffic of the New York Central had increased to such an extent 
that at present it was the primary consideration on the tracks in- 
volved in this case. The Port Authority, he said, had not yet got 
around to the consideration of passenger traffic 'to and from the 
Grand Central Station. On account of the importance of the pas- 
senger traffic, Mr. Brown said, the New York Central only reluc- 
tantly acquiesced in the recommendation of the examiner, which 
was that the route should be opened to the eastbound traffic of the 
New York Central. That company, he said, admitted that at 
intermittent times it could use the Hell Gate bridge, but only 
in times of emergency would it desire to do so. 

Mr. Brown denied that the question of compensation was 
the only question between the New York Central and the owners 
of the Hell Gate route. He said that if the Commission required 
the use of the route there would probably be an issue between 
them, the New York Connecting probably believing the New 
York Central should contribute a substantial sum toward a return 
on the investment and the New York Central probably contending 
that the New York Connecting would be fortunate if it obtained 
compensation equaling the out-of-pocket cost of carrying the 
New York Central traffic. But he said that that question had 
not yet arisen. 

Mr. Bikle went into the law questions as to what the power 
of the Commission was to prescribe through routes and joint 
rates. He denied that the state of New York could order through 
routes even on intrastate traffic. Commissioner Eastman seemed 
to question that, but Mr. Bikle contended that that was exactly 
the law as declared by the Supreme Court of the United States 
in a case in which the Mississippi commission tried to prescribe 
a through route. Congress, he said the court held, preempted 
that field when it put the duty of prescribing through routes on 
the Commission. He did not contend that Congress had author- 
ized the Commission to prescribe such routes on intrastate traffic. 

There was a question of public policy involved in the case 
as contended by the Port Authority, Mr. Bikle said. But he 
said the question was not on the side of the Port Authority. 
He said the question was as to whether railroads should be 
discouraged in the development of facilities by a decision that 
after a company had spent its money to develop a facility its 
use might be claimed by a competitor, without a compelling 
reason for such use, such as he said was not present in this 
case. He said the railroads could take care of any emergency 
that might arise, by means of a clause in the bill of lading 
whereby each carrier reserved to itself the right, in case of 
necessity, to dispatch freight over any route it deemed neces- 
sary. If the carriers did not take care of an emergency, he said 
the Commission, by service orders, could compel them to do so. 

Mr. Gardner said that the Port Authority was not pursuing 
a comprehensive plan, but, on the contrary, was taking part in 
efforts to improve the service of the carriers. He pointed out 
that its first attack was upon congestion at Long Island City 
and that when that was removed it turned its attention to the 
Hell Gate route. 


CHANGES IN DOCKET 


Argument in No. 17117, Hudson and Thompson et al. vs. New 
Iberia & Northern R. R. et al., and No. 17032, Florence Chamber 
of Commerce vs. A. & V. Ry. et al., assigned for May 20, at 
Washington, D. C., was canceled. 

Hearing in I. and S. No. 2905, Sawmill Logs from North 
Carolina to Virginia points, assigned for May 20, at Norfolk, 
Va., before Examiner Mohundro, was postponed to a date to be 
hereafter fixed. 

Further hearing in No. 11040, Boston Wool Trade Associa- 
tino vs. Director-General et al., and No. 10427, Quincy Market 
Cold Storage & Warehouse Company et al. vs. Director-General 
et al., assigned for May 27, at Washington, D. C., before Exam- 
iner Carney, was canceled and reassigned for further hearing 
May 20, at Boston, Mass., before Examiner McChord. 

Hearing in No. 18824, Lovett Fruit & Produce Company vs. 
A. G. S. R. R. et al., and No. 19074, Kanawha Manufacturing 
Company et al. vs. N. & W. Ry. et al., assigned for May 20, at 
Charleston, W. Va., before Examiner Barron, was canceled. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 

(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. . 
Copyright by West Publishing Co.) 






LOSS OF OR INJURY TO GOODS 


(Supreme Court, Appellate Division, Fourth Department.) 
Contract between shipper and carrier, limiting carrier’s liability 
as insurer and bailee for damage to shipment to value agreed 
on for purpose of fixing the rate for which shipment is to be 
made, is valid, even when loss is due to carrier’s negligence.— 
Minturn vs. New York Cent. R. Co., 220 N. Y. S. 789. 

Shipper is bound by terms of carrier’s tariff respecting valu- 
ation, even if he has not consciously agreed to any valuation 
of shipment, and absence of knowledge of terms of tariff and 
defective form of valuation slip are immaterial, in view of fact 
that carrier is compelled to establish schedule of rates, that all 
deviations therefrom are prohibited as discriminations, and that 
no agent of carrier may waive terms of tariff.—Ibid. 

Carrier’s failure to comply with Public Service Commissions 
Law, sec. 28, as to posting of notice where tariff rates may be 
examined, held not to invalidate tariff, even if such statute is 
applicable.—Ibid. 

Public Service Cqgmmissions Law, sec. 38, in so far as it 
authorizes carriers to make reasonable charge for transporting 
passenger’s baggage in excess of $150 in value, in confict with 
schedule of rates approved by Interstate Commerce Commission 
providing a minimum of $100, is ineffective, and is superseded 
by such tariff even as respects intrastate journeys.—Ibid. 


Railroad Law, sec. 67, providing that employe of common 
carrier recklessly or wilfully damaging passenger’s baggage, or 
railroad which knowingly keeps any such wilful or reckless 
person in its employment, or which permits such an injury 
through failing to provide sufficient help and facilities for han- 
dling thereof, shall pay $50 to person injured thereby, is penal, 
and must be strictly construed.—Ibid. 

Congress, through agency of Interstate Commerce Commis- 
sion, having determined limitation of carrier’s liability for dam- 
ages to passenger’s baggage by approval of its tariffs, such 
determination is controlling, and, if any provisions of Railroad 
Law, sec. 67, or Public Service Commissions Law, sec. 40, at- 
tempt to create greater liability in case of wilful injury to 
passenger’s baggage, they are ineffective.—Ibid. 

(Supreme Court of Florida, Division B.) ‘To the extent that 
it involves the review of the proceedings of an inferior court 
“certiorari” is an appellate proceeding, but, to the extent that 
the subject-matter of the proceeding brought before the appellate 
court will not be reinvesfigated, tried, or determined on the 
merits as on appeal or writ of error, it is an original proceeding. 
—Atlantic Coast Line R. Co. vs. Florida Fine Fruit Co., 112 
So. Rep. 6. 

Section 3322, Rev. Gen. Stats. of Florida, authorizes this 
court to issue writs of certiorari to review judgments of the 
civil court of record that have been affirmed by the circuit court 
of Duval county, but it does not enlarge the appellate jurisdic- 
tion of this court as defined by the Constitution.—Ibid. 

The common-law writ of certiorari may be directed to in- 
ferior tribunals where it is shown that they have exceeded their 
jurisdiction, or where they have proceeded illegally, and no 
appeal or writ of error will lie.—Ibid. 

Review by certiorari does not ordinarily extend to a con- 
sideration of the probative force of conflicting testimony, but 
it may include substantial errors of procedure that are calculated 
to materially injure the complaining party.—Ibid. 

In cases coming to this court, pursuant to section 3322, 
Revised General Statutes of Florida, where the probative force 
of the evidence affects the jurisdiction of the court, or where 
it is so manifestly centrary to the finding that is made on it 
as to show a palpable abuse of the power: to determine the 
controverted facts on the evidence, or where the finding clearly 
indicates that the evidence was not duly considered or an 
erroneous rule of law was observed in making the finding, or 
where there was serious misconduct involved in the finding, and 
material injury to the petitioner resulted therefrom, the court 
may, in the exercise of its sound discretion, consider such mat- 
ters and take appropriate action thereon in order that the law 
and justice may prevail.—lIbid. 

The law is well settled that a common carrier, by reason of 
its public character, is under obligation to furnish cars to ship- 
pers who ship by the car lot. The proper measure of the car- 
riers’ obligation in this matter is generally determined by the 
amount of freight ordinarily carried in normal times.—lIbid. 

Any unusual, extraordinary, or unprecedented demand on a 
carrier for cars or other transportation facilities in excess of 
its normal capacity will not impose on it the duty of complying 
therewith, if it has not the cars on hand at the ime and could 
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no have reasonably anticipated the demand and made provision 
for them.—Ibid. 

When a common carrier is unable to furnish cars at the 
time demanded without suffering an undue interference with 
its general business or with the rights of other shippers, jt 
may show such facts in defense of an action to hold it liable 
for losses occasioned by its neglect to furnish cars or other 
transportation facilities—Ibid. 

Under its general public obligation, a common carrier is not 
bound to furnish other means of transportation than such as it 
owns and uses or holds out to the public on its own route for 
that purpose.—Ibid. 

Whether or not a railroad company is properly equipped 
to supply normal demands, whether there was an unprecedented 
demand at the time in question or one not reasonably to be 
anticipated, whether the railroad company was permitting its 
cars to be in the service of other carriers instead of using them 
to its own demands, or whether they were unavoidably out of 
reach at the time of the alleged unprecedented demand are 
questions for the jury to determine.—Ibid. 

The tariffs embracing the published rules, or the contract 
under which a service on the part of a common carrier is to 
be performed, or the applicable portions thereof may be prop- 
erly introduced in evidence by the carrier, in a suit for damages 
for negligently failing to perform such service.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Court of Civil Appeals of Texas, Galveston.) Railroad com. 
pany held liable for failure to deliver to consignee goods taken 
from its possession under legal process, where it failed to give 
notice of seizure to owner.—St. Louis, B. & M. Ry. Co. vs. Bath 
et al., 292 S. W. Rep. 552. 

In suit against carrier for failure to deliver goods seized 
under legal process, presentation of bill of lading and claim for 
shortage thereunder by plaintiff held notice of ownership suff- 
cient to require carrier to notify him of seizure.—Ibid. 

Where consignee recovered against carrier for delay in 
shipment caused by seizure under legal process, measure of 
damages was to be difference between market value of goods 
when received by carrier and market value when delivered.—Ibid. 


CARRIAGE OF LIVE STOCK 


(Supreme Court of Oklahoma.) Where initial and connect- 
ing carriers operate one freight train daily between the point 
of shipment and destination, upon a schedule by which live 
stock delivered to the initial carrier at 3 p. m. are transported 
by such initial carrier to the connecting carrier, making con- 
nection with its train, by which the shipment is transported to 
its destination, reaching there in time for the market of the 
following morning, and the shipper fails to deliver his stock 
for shipment to the initial carrier until 1144 hours after the time 
fixed by the schedule and at a time when it was impossible for 
the initial carrier to deliver such shipment to the connecting 
carrier within the time fixed by its schedule, by reason whereof 
a delay of 22% hours is suffered, and no negligence is shown, 
the plaintiff cannot recover for delay in shipment.—Clinton & 
O. W. R. Co. vs. Smith et al., 254 Pac. Rep. 702. 

Where live stock shipped over two or more connecting lines 
are found to be injured at their destination, there is no pre 
sumption that such injury occurred while such live stock were 
in the hands of the initial carrier.—lIbid. 

(Supreme Court of Oklahoma.) In an action to recover 
damages for injuries done to a shipment of live stock, where 
the evidence shows that the stock was delivered to the trans- 
portation company in good condition, and, after an unusual de- 
lay, the shipment reached its destination in an unusually dam- 
aged eondition, a prima facie case of negligence is established, 
the burden then shifts to the carrier to excuse such negligence, 
and it becomes a question for the jury to determine from the 
evidence whether such negligence is excused. In such an action 
the Missouri rule “that proof of delay is not proof of negligence” 
is not the rule in this state, the rule in this state being, “when 
evidence of unusual delay is adduced, a prima facie case of 
negligence is made out, and the burden then devolves on the 
carrier to explain the delay and to show that it arose from some 
cause other than the carrier’s negligence, or that of his servants 
or agents.”—Chicago, R. I. & P. Ry. Co. vs. Bradshaw et al. 
254 Pac. Rep. 725. 

In an action for negligent injuries to a shipment of live 
stock, where the trial court instructs the jury that it is the duty 
of the carrier to exercise reasonable care and diligence in the 
handling and care of such live stock during transit, without 
specifically defining the meaning of the terms “reasonable care” 
and “reasonable diligence,” a judgment will not be reversed for 
failure of the trial court to more fully define such terms, where 
no request is made for a-fuller and more specific definition, the 
rule of this court being: “If the court’s charge be not sufficiently 
full, or ‘sufficiently specific, it is the duty of the party who con- 
siders himself aggrieved thereby to request fuller or more spe 
cific instructions from the court, and, if he fails to do so, there 
is no basis for an, assignment of error to the giving of such 
instructions. The saving of exceptions thereto will not suffice, 
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not being equivalent to a request for a fuller or more specific 
instruction. Such is the rule in this state.”—Ibid. 

A judgment will not be reversed for rejection of the ship- 
ping contract in evidence, where no defense under the terms 
of the contract is pleaded, and where the contract itself has no 
material bearing on any issue involved in the case.—Ibid. 


% 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Repovter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Seventh Circuit.) Where repara- 
tion is sought on the basis of an existing published rate being 
unjust and unreasonable, the act that it is so unjust and un- 


reasonable must first be passed on and established by Inter- . 


state Commerce Commission.—Jeanneret vs. Chicago, B. & Q. 
R. Co., 17 Fed. Rep. (2d) 978. 

Report of Interstate Commerce Commission, after investiga- 
tion on it own motion, finding that present rates of certain 
commodities would in future be unjust and unreasonable, held 
not definite adjudication that as of that date rates were unjust 
and unreasonable, so as to authorize action for recovery of 
charges between such time and date order was made effective, 
in view of interstate commerce act, sec. 15, par. 1, as amended 
by act Feb. 28, 1920, sec. 418 (Comp. St., sec. 8583), and requiring 
Commission to make order changing rates, and, in view of 
section 18, par. 2, as amended by act Feb. 28, 1920, sec. 416 
(Comp. St., sec. 8581), forbidding Commission in proceedings 
on its own motion to enter orders for payment of money.—Ibid. 

(Supreme Court of Ohio.) In determining the correctness 
of a freight rate established by a railroad company covering 
shipments from loading point to destination, all items of cost 
and expense to the carrier, incident to the shipment, must be 
taken into account, including cost and expense of switching 
and spotting cars for unloading, and particularly so where con- 
ditions attendant at delivery points are such as to substantially 
increase cost to carrier; and a freight rate that does not em- 
brace a reasonable profit over and above actual cost and expense 
to the carrier is not a reasonable rate——New York Cent. R. Co. 
vs. Public Utilities Commission of Ohio, 155 N. E. Rep. 862. 


(Supreme Court of Illinois.) State court has no jurisdiction 
of suit to restrain one railway from building certain road and 
another from acquiring it where Interstate Commerce Commis- 
sion authorized such acts, state court being without jurisdiction 
to entertain suits to annul orders of Commission, even though 
they are permissive and not mandatory, in view of Const. U. S., 
art. 1, sec. 8, cl. 3, and art. 6, par. 2, interstate commerce act, 
sec. 1, subsecs. 18-20, sec. 5, subsecs. .2, 8, as amended, and 
sec. 20-a, subsecs. 2, 7, as added by transportation act Feb. 
28, 1920, secs. 402, 407, 439 (U. S. Comp. St., secs. 8563, 8567, 
8592-2), and jurisdiction of Commerce Court over ,such matter 
under Judicial Code, sec. 207 (U. S. Comp. St., sec. 993), and 
sec. 208 (36 Stat. 1149), was given to federal District Courts 
by act Cong. Oct. 22, 1913 (U. S. Comp. St., secs. 992, 998.— 
People et al. vs. Illinois Cent. R. Co et al, 155 N. E. Rep. 841. 


Congress’ power to regulate interstate commerce, given by 
Const. U. S., art. 1, sec. 8, cl. 3, extends to rates, issuance of 
securities, control of one railroad by another and construction 
and extension of new lines, and under it franchises may be 
— to railroad additional to those enjoyed under charter.— 

d. 


Railroads may build and acquire road running between 
points in two states after Interstate Commerce Commission 
found that public convenience and necessity required it, with- 
out seeking further authority, in view of interstate commerce 
act (U. S. Comp. St., sec. 8563 et seq.).— Ibid. 

Where there is conflict of jurisdiction between state court 
and Interstate Commerce Commission as to building and ac: 
quiring certain railroad, power to determine whether state action 
will obstruct interstate commerce is in United States as inci- 
dent of power to regulate such commerce.—Ibid. 

(Supreme Court of: Michigan.) Limestone and chemical 
company’s reservation in deed of right to cross railroad right- 
of-way, granted through its property, with “Roadways of any 
and every character,” includes crossings by plant railways.— 
Michigan Limestone & Chemical Co. vs. Detroit & M. Ry. Co., 
212 N. W. Rep. 96. 

Reservation in deed of railroad right-of-way through grant- 
or’s property of right to cross it, with roadway: of any and every 
Character, imposed servitude by way of affirmative easement 
benefiting remaining lands and industrial use thereof by grantor 
by commission of acts on land granted.—Ibid. 

Grantor’s amicable construction of overhead and under- 
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ground electric power lines, girders for locomotives and cars, 
etc., across railroad right-of-way, held not to modify reservation 
of right to cross right-of-way with roadways of any kind, so as 
to prohibit crossings by plant railways at grade.—Ibid. 

Failure of limestone and chemical company to comply with 
federal boiler inspection act (U. S. Comp. St., secs. 8630-8639) 
and federal safety appliance act (U. S. Comp. St., secs. 8617-8619, 
8621-8623), with reference to plant locomotives and equipment 
operated across railroad right-of-way under reservation in its 
deed thereof, cannot be urged by railway company to defeat 
enjoyment of such right.—Ibid. 

Under reservation in deed of right to cross railroad right-of- 
way through grantor’s property with roadways of any kind, and 
approval of plant railway grade crossings by Public Utilities 
Commission on application made during pendency of suit to 
enjoin railway from interfering with enjoyment of such rights, 
such crossings are matter of right.—Ibid. 

(Supreme Court of Appeals of Virginia.) In view of Const. 
1902, sec. 156 (b) and Code 1919, secs. 3910, 3920, intrastate 
freight rates are made by State Corporation Commission, as 
distinguished from carrier made interstate rates under interstate 
commerce act, secs. 13, 16, as amended by act Feb. 28, secs. 416, 
423-429 (U. S. Comp. St., secs. 8581, 8584), and rates approved 
by the commission, are conclusively presumed legal and rea- 
sonable until changed by commission as to the future, but 
commission cannot declare rates legally established unreason- 
able retroactively, and commission’s finding that rates between 
certain points were unreasonable did not entitle shippers to 
recover as for excess freight charges on shipments previously 
made.—Mathieson Alkali Works, Inc., vs. Norfolk & W. Ry. Co. 
et al., 187 S. E. Rep. 608. 

Code 1919, sec. 3920, providing that reasonableness, justness 
and validity of rates, regulations, or requirements prescribed 
by State Corporation Commission shall not be questioned in 
suits in ordinary courts of justice, was not intended to limit 
the power of the commission to declare rates unreasonable, but 
to prevent nisi prius courts from questioning reasonableness 
of rate prescribed. by commission and to preserve to commission 
exclusive and paramount powers, subject to appeal, to prescribe 
rates and establish their reasonableness.—Ibid. 


U. S.-CANADIAN REPARATION 


Luther M. Walter, counsel for the plaintiff in error, in No. 
1100, News Syndicate Co., Inc., plaintiff in error, vs. New York 
Central et al., the case which involves the power of the Com- 
mission to award reparation on shipments from Canada into the 
United States, has filed a motion in the Supreme Court of the 
United States, asking that court to advance the case created 
by the certification to it of the questions raised in the Circuit 
Court of Appeals at Chicago, for argument at an early day in 
the next term. The motion points out that in many cases the 
Commission, by divided vote, has asserted its jurisdiction in 
such cases and that the question of its jurisdiction to award 
reparation is one of public interest and importance and that 
its early determination is desirable. The counsel for defendants, 
the motion asserts, concur in the motion to advance. 


PERSONAL INJURY CASES 


In No. 1028, Texas & Pacific, petitioner, vs. Barrett Gibson, 
administrator, the Supreme Court of the United States, May 16, 
granted a petition for a writ of certiorari to the Supreme Court 
of Texas. In No. 1027, G. H. & S. A., petitioner, vs. Gilbert H. 
Contois, a petition for a writ of certiorari to the Supreme Court 
of Texas was denied. 


IDAHO LOG RATES 


The Public Utilities Commission of Idaho, in ordering a 
reduction of intrastate rates on logs in August, 1923, acted 
arbitrarily and in contravention of due process of law, the 
Supreme Court of the United States said May 16 in an opinion 
by Mr. Justice Butler in No. 242, Chicago, Milwaukee & St. Paul 
et al., petitioners, vs. Public Utilities Commission of Idaho, 
reversing the Supreme Court of Idaho for upholding the state 
commission’s order. 

Justice Butler said that the state commission, August 20, 
1923, made an order reducing intrastate rates for the trans- 
portation of saw logs by railroad. The petitioners appealed to 
the state Supreme Court, which affirmed the order. 

Reference was made to the decision of the Interstate Com- 
merce Commission in Reduced Rates, 1922, and the Idaho com- 
mission authorized a corresponding reduction on Idaho intra- 
state freight. The carriers did not make any reduction in the 
interstate or intrastate rates on logs and no reduction of the 
interstate rates was ordered by the federal Commission, the 
justice said. 

The carriers were called upon by the Idaho commission to 
show cause why the commission should not order a reduction 
in the rates on logs and compliance or non-compliance with the 
decision of the Commission in Reduced Rates, 1922. The Chi- 
cago, Milwaukee & St. Paul, the Great Northern and the North- 
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ern Pacific answered the state commission, contending that the 
existing rates were unreasonably low and confiscatory. Justice 
Butler said the hearing before the state commission was not a 
rate hearing, but was held for the purpose of giving the car- 
riers an opportunity to show why they had not reduced rates 
on logs in accordance with the findings of the federal Commis- 
sion. 


warrant, if not require, a finding that, as to the lines of all the 
petitioners, the intrastate log rates in question are very low in 
comparison with rates on other commodities, and that, as to 
the Chicago, Milwaukee & St. Paul and the Great Northern, they 
are confiscatory,” said the justice. 

The justice said the state had no power to require peti- 
tioners to haul logs at a loss or without compensation that was 
reasonable and just, even if the carriers received adequate 
revenues from intrastate log hauls and interstate lumber hauls 
taken together. He said the case in principle was the same 
as that in Northern Pacific vs. Department of Public Works of 
the State of Washington, 268 U. S. 39, 43. 

The findings of the federal Commission permitting reduc- 
tions of interstate rates did not justify the state commission 
in declining to proceed to a hearing or in adopting such findings 
as the basis of its order, the justice said. 

“It is impossible to sustain the refusal to consider the evi- 
dence introduced by the carriers to show that the rates in ques- 
tion are too low and confiscatory,” said the justice. “The com- 
mission and the court erred in holding that the reasonableness 
or validity of the intrastate log rates depends on the amounts 
received by the petitioners for interstate transportation of lum- 
ber. It is clear that the methods by which respondent reached 
its conclusions were arbitrary and constitute a denial of due 
process of law.” 


SPILLER TO GET SOMETHING 


In an opinion by Mr. Associate Justice Brandeis in No. 577, 
St. Louis & San Francisco et al., petitioners, vs. E. B. Spiller 
et al., the Supreme Court of the United States, May 16, decided 
that Spiller was entitled to recover something on a judgment 
against the old St. Louis & San Francisco for overcharges 
collected in 1906, 1907 and 1908. The proceedings, in one form 
or another, have been in the courts for years. The present 
proceeding dealt with the question of whether or not Spiller 
had a preferred claim and whether he was entitled to have it 
satisfied out of the property of the new company. 

Reviewing the history of the proceeding, Justice Brandeis 
said that in 1913 the federal court for eastern Missouri ap- 
pointed receivers for the St. Louis & San Francisco Railroad. 
In 1916 the system was sold on foreclosure, was purchased for 
the reorganization committee, and was conveyed to the St. Louis- 
San Francisco, which has operated it since. In 1920, Spiller 
recovered in the federal court for western Missouri a judgment 
against the old company in personam for $30,212.31, and for 
counsel fees taxed as costs: pursuant to section 16 of the act 
to regulate commerce. Thereupon he filed in the receivership suit 
an intervening petition praying that the judgment be satisfied 
out of the property acquired by the new company. The district 
court denied Spiller any relief and dismissed the intervening 
petition. 

The Circuit Court of Appeals for the Highth Circuit reversed 
the district court, remanded the case to the lower court with 
directions to enter a decree for Spiller in the amount of the 
judgment with interest but without counsel fees; declared that 
the judgment was prior in lien and superior in equity to the 
mortgages of the old company, and directed that it be enforced 
against the property conveyed to the new company. 


Justice Brandeis said the judgment that Spiller sought to 
enforce through the intervening petition was entered by the 
trial court in 1916, after the foreclosure sale and before con- 
firmation thereof; was reversed by the Court of Appeals in 
1918, and was reinstated by the Supreme Court of the United 
States in 1920, Spiller vs. Santa Fe, 253 U. S. 117. The judg- 
ment was for overcharges collected by the old company in 1906, 
1907 and 1908 under a tariff that had been increased in 1903 
and that was held by the Interstate Commerce Commission to 
be unreasonable in 1905, and again in 1908, the justice said, 
citing Cattle Raisers’ Assn. vs. M. K. & T. et al., 11 I. C. C. 296, 
13 I. C. C. 418. The action in which the judgment was recovered 
was begun in 1914, after the appointment of the receivers for 
the old company The reparation order on which the action was 
based was entered also after the appointment of receivers, but 
the petition for reparation was filéd prior thereto. 

The validity of the judgment against the old company was 
not challenged in this proceeding. Justice Brandeis said the 
quetsion was whether Spiller was entitled to have it satisfied 
out of the propertty of the new company. The railroads, he said, 
contended that in nature the claim was one not entitled to 
preferential treatment, and that, in any event, Spiller was 
barred by laches or otherwise from obtaining any relief in this 
suit. 


“The evidence introduced by the carriers was sufficient to 
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The Court of Appeals, the justice continued, held that the 
old company became liable as trustee ex maleficio for over- 
charges and that this liability was enforceable, as upon a con- 
structive trust, against the property acquired by the new com- 
pany on foreclosure. 

Justice Brandeis, discussing points raised as to the receivers 
being responsible for the money collected as overcharges, said 
the overcharges could not be traced to the receivers. For all 
that the record showed, he said, the overcharges might have 
been spent for current operating expenses. 

“It may be assuined that this claim for overcharges is meri- 
torious in character; but the fact that it arose many years 
before the appointment of receivers is conclusive against in- 
cluding it among those entitled to preferential payment,” said he. 

While the Court of Appeals erred in granting the special 
relief prayed for in the petition for intervention, the justice 
said, it did not follow that Spiller must be denied all remedy. 
He said Spiller was guilty of a serious inadvertence in not filing 
his claim in the receivership suit within the time limited by 
the interlocutory order in that proceeding, but that it was clear 
that Spiller was not guilty of laches. With knowledge of the 
Spiller claims, the justice said, the reorganization committee 
and the new company took over the property of the old company. 

Justice Brandeis said Spiller should be put, as nearly as 
might be consistently with the rights of othrs, into the position 
he would have occupied had he filed his claim in the receiver- 
ship proceedings in the proper time. He said the ascertainment 
of the relevant facts and the precise form of relief must be left 
to the district court. 

“The decree of the Circuit Court of Appeals is affirmed in 
so far as it reversed the decree of the district court dismissing 
the intervening petition; and is reversed in so far as it directed 
that the judgment is a prior lien enforceable for the full amount 
exclusive of counsel fees against the property of the new com- 
pany,” said Justice Brandeis in conclusion. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended May 7 totaled 
1,024,416 cars as compared with 1,026,440 cars the preceding 
week and 996,216 and 983,034 cars in the corresponding periods 
of 1926 and 1925, respectively, according to the car service 
division of the American Railway Association. 


: In the week ended May 7 loading of live stock, ore and 
miscellaneous freight showed slight increases over that for the 


preceding week, while the loading of other commodities showed 
slight decreases. 


Revenue freight loading by districts the week ended May 7 
and for the corresponding period of 1926 was reported as follows: 


Eastern district: Grain and grain products, 9,719 and 7,771; live 
stock, 2,557 and 2,701; coal, 38,503 and 44,120; coke, 2,062 and 2,975; 
forest products, 4,570 and 4,883; ore, 4,101 and 2,386; merchandise, 
L. C, L., 73,361 and 75,685; miscellaneous, 104,239 and 102,317; total, 
1927, 239,112; 1926, 242,838; 1925, 235,053. 

Allegheny district: Grain and grain products, 3,101 and 2,246; live 
stock, 1,943 and 2,122; coal, 39,459 and 42,810; coke, 5,498 and 5,302; 
forest products, 3,078 and 3,151; ore, 10,578 and 4,432: merchandise, 
L. C. L., 56,381 and 56,066; miscellaneous, 89,061 and 85,711; total, 1927, 
209,099; 1926, 201,840; 1925, 202,140. 

Pocahontas* district: Grain and grain products, 199 and 200; live 
stock, 96 and 79; coal, 43,992 and 37,943; coke, 460 and 532; forest 
products, 2,008 and 1,832; ore, 107 and 83; merchandise, L. C. L., 7,819 
and 7,477; miscellaneous, 7,196 and 5,210; total, 1927, 61,877; 1926, 
53,356; 1925, 47,975. 

Southern district: Grain and grain products, 3,899 and 4,050; live 

stock, 2,056 and 1,771; coal, 23,076 and 20,444; coke, 731 and 833; forest 
products, 22,044 and 23,286; ore, 1,048 and 1,377; merchandise, L. C. L., 
40,713 and 40,487; miscellaneous, 60,705 and 56,762; total, 1927, 154,272; 
1926, 149,010; 1925, 144,110, 
Northwestern district: Grain and grain products, 8,800 and 8,443; 
live stock, 7,184 and 8,037; coal, 3,635 and 3,772; coke, 1,600 and 1,721; 
forest products, 18,430 and 20,575; ore, 36,922 and 25,998; merchandise, 
L. C. L., 34,871 and 33,378; miscellaneous, 43,706 and 41,037; total, 1927, 
155,148; 1926, 142,961; 1925, 151,683. 

Central ‘Western district: Grain and grain products, 10,070 and 
9,241; live stock, 12,332 and 11,470; coal, 5,697 and 9,806; coke, 305 and 
280; forest products, 11,192 and 11,271; ore, 3,271 and 3,615; merchan- 
dise, L. C. L., 35,166 and 35,441; miscellaneous, 56,222 and 53,407; total, 
1927, 134,255; 1926, 133,531; 1925, 129,305. 

Southwestern district: Grain and grain products, 4,722 and 4,378; 
live stock, 3,337 and 2,780; coal, 2,306 and 3,559; coke, 184 and 280; 
forest products, 7,383 and 9,306; ore, 449 and 453; merchandise, L. C. L., 
16,444 and 17,282; miscellaneous, 35,828 and 34,642; total, 1927, 70,653; 
1926, 72,680; 1925, 72,768. 

Total, all roads: Grain and grain products, 40,510 and 36,329; live 
stock, 29,505 and 28,960; coal, 156,668 and 162,454; coke, 10,840 and 
11,923; forest products, 68,705 and 74,304; ore, 56,476 and 38,344; mer- 
chandise, L. C. L., 264,755 and 265,816; miscellaneous, 396,957 and 
378,086; total, 1927, 1,024,416; 1926, 996,216; 1925, 983,034. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1927 1926 1925 
Five weeks in January......... 4,524,749 4,428,256 4,456,949 
Four weeks in February........ 3,823,931 3,677,332 3,623,047 
Four weeks in March........... 4,016,395 »877,397 3,702,413 
Five weeks in April............. 4,890,749 4,791,006 A 903 
PE OE EE Wave sevcitcsccdeoes 1,024,416 996,216 983,034 
II casi Siaroia ates cereal 18,280,240 17,770,207 17,476,346 
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Perishable Protective Services 


Last of a Series of Ten Articles on This Subject, Written for The Traffic World by G. Lloyd 
Wilson, Ph.D., Assistant Professor of Commerce and Transportation, University of Pennsylvania 


INDIVIDUAL CAR SERVICE 


The carriers furnish refrigerator cars to shippers on reason- 
able notice and allow shippers to load cars with less than car- 
load freight when the aggregate weight of the freight for each 
refrigerator car is not less than 15,000 pounds or when the 
freight charges are assessed on the basis of 15,000 pounds a car. 
The freight in such cases must be loaded into the cars by the 
shippers at their expense. The carriers, under this arrangement, 
agree to furnish refrigerator cars for this purpose, allow the 
shippers to use the cars, and participate with connecting car- 
riers in handling such traffic, unless otherwise specifically pro- 
vided in separate tariffs of the carriers parties to the perishable 
protective tariff. 

The freight loaded in individual cars in L. C. L. lots in this 
way must be covered by tariffs governed respectively by the 
Official, Southern and Western classifications, or by classifica- 


Table No. 1 





MINIMUM CHARGES FOR INDIVIDUAL CAR L. C. L. SERVICE 
OFFICIAL AND SOUTHERN CLASSIFICATIONS 





Actual Weight Rate Minimum Basis 
OO SM ER core wince eles wejows $1.00 5,000 lbs. plus deficit of 3,000 ae 
5,000 Ibs. = Sci cree atclncehaterareuas .80 8, G00 The. AE. $100.0. c0ccc0 $80.00 
So ek Se ae -65 5,000 ee ee 40.00 
Total 12, 000 lbs. 2,000 ee a | Serene 13.00 
Minimum 15,000 lbs. TStAl CHAPHOS 2.00cecees $133.00 





tions of the state commissions if in intrastate commerce in terri- 


tories governed by the three major classifications. The ar- 
rangement does not apply to meat peddler cars. referred to in 
the preceding article in this series. 

Three different sets of rules are provided for the regulation 
of individual car service for less than carload freight in Official, 
Southern and Western classification territories, subject to spe- 
cific exceptions provided to govern traffic of this character in 
certain sections of the country or on certain rail lines to meet 
peculiar requirements of the traffic in these districts or moving 
via these railroads. 


Official Classification Territory 


The use of individual refrigerator cars for less than carload 
shipments of 15,000 pounds, or rated as 15,000 pounds, moving 
between points governed by the Official classification is re- 
stricted to shipments for one consignor at one point of origin to 
one consignee at one destination. 

No charges are made for icing, re-icing, salting, re-salting, 
or refrigeration of shipments of butter, butterine, oleomargarine, 
eggs, dressed poultry, cheese or game, in straight or mixed L. 
C. L. lots, or on fresh or frozen fish in straight shipments in 
this territory. 

Charges are assessed for icing, re-icing, salting, or re-salting 
perforemd by the carriers on shipments of fruits, berries, vege- 
tables and melons, in straight or mixed L. C. L. lots. The 
charges are those normally assessed for these services as pro- 
vided in the section of the perishable protective tariff governing 
the services of icing and re-icing.* Shippers must show on the 
shipping instructions the type of icing, re-icing, salting and re- 
salting services to be given the shipments in transit and at the 
destination stations.” 

Any deficit in weight under 15,000 pounds is charged for on 
the basis of the rates of freight applicable to the highest rated 
commodities contained in the cars. Thus, a shipment consisting 
of 5,000 pounds of first class freight at $1 a hundred pounds, 5,000 
Pounds of second class at 80 cents a hundred pounds, and 2,000 
pounds of third class at 65 cents a hundred pounds, would be 
rated as shown in Table No. 1. 


Southern Classification Territory 


Less than carload shipments of 15,000 pounds aggregate 
Weight or shipments rated at 15,000 pounds may be transported 
in individual refrigerator car service between points governed 
by the Southern classification only when shipped from one con- 
signor at one point of origin to one consignee at one destina- 
tion. No charges are made for icing, re-icing, or refrigeration 
of shipments of butter, butterine, oleomargarine, eggs, cheese, 
dressed poultry or game, in either straight or mixed lots in this 
territory. 





Section No. 4, Table No. 125, Items Nos. 11100 to 11156, inclusive, 
*See Rule No. 405. 


Deficits in weights under 15,000 pounds are charged for on 
the basis of the freight rates applicable to the highest rated 
commodity in each car. (See Table No. 1.) As in the case of 
shipments moving between points governed by the Official clas- 
sification, exceptions are provided to meet particular require- 
ments in traffic moving on certain sections or over certain roads 
in Southern territory.* 


Western Classification Territory 


Rules differing materially from those applying in the Official 
and Southern territories are provided for application to ship- 
ments of perishables in L. C. L. lots in individual cars moving 
between points governed by the Western classification and 
traffic governed by the Illinois and Iowa state classifications. 
The shipments must be forwarded from one consignor at one 
point of origin to one or more consignees at one or more desti- 
nations and consist of perishable freight in straight or mixed 
lots. 

Deficits in the aggregate weights of the shipments under 
15,000 pounds are charged for and prepaid by the shippers at 
the fourth class rates from the loading stations to the final des- 
tinations at which portions of the contents are unloaded. The 
total freight charges on L. C. L. lots of perishable freight in 
individual cars may not be less than the charges on 15,000 
pounds at the fourth class rates from the points of origin of the 
cars to the final destination stations. This requirement differs 
materially from the rules applied to weight deficits in Official 
and Southern classification territories, a typical example of 
which is shown in Table No. 1. Under the Western classifica- 
tion rule a shipment of L. C. L. lots in an individual car from 
Fruitvale to Marketville would be rates as shown in Table No. 2. 


If the charges, as shown in Table No. 2, on either the basis 
of actual aggregate weight of the lots if in excess of 15,000 
pounds or on the basis of the minimum charges arrived at by 
adding extra fictitious weight at the fourth class rate, were less 
than the charges of $75 arrived at by charging 15,000 pounds at 
the fourth class rate of 50 cents a hundred pounds, the latter 
amount would be applied as an irreducible minimum. In the 
instant case, $118 is applied as a mimimum, it being higher 
than $75. 

If consignments are forwarded to more than one consignee 
at more than one destination, the basis would be as shown in 


Table No. 2 


MINIMUM CHARGES FOR INDIVIDUAL CAR L. C. L. SERVICE, 
ONE SHIPPING POINT TO ONE DESTINATION, 
WESTERN CLASSIFICATION 


ACTUAL 
Weight 
5,000 pounds 
5,000 pounds 
2,000 pounds 
Total, 12,000 pounds. 
Minimum, 15,000 pounds. 


MINIMUM CHARGE 


Weight 
5,000 pounds 
5,000 pounds 
2,000 vo 


3,000 a 


Total charge $118.00 
Subject to minimum minimum of 

15,000 pounds 4 -50 $75.00 

GO SUE. 5.55 .oinises cd etensebeuseeeweeswes Piearewivace apa $118.00 


Charges 
$50.00 





Table No. 3. Three L. C. L. consignments in an individual car 
from Fruitvale, one lot from Marketville, one for Center 
Square, and one for Consumertown, would be subject to the 
minimum charge shown in Table No. 3. 

The correct charge in the case of the shipment shown here 
is $1380, since that amount exceeds the irreducible minimum of 
the fourth class rate from the point of origin to final destina- 
tion, Consumertown, which, in this case, is $75. 

If the individual cars contain L. C. L. consignments for 
points on branch lines or connecting roads not directly inter- 
mediate to the destination stations of the cars designated by 
the shippers at the destinations, the freight is handled by such 
service as is available over the branch or connecting lines. 
The carriers do not guarantee refrigeration service over the 
branches or connections. 


sRule No. 630-A, Supplement No. 1, and exceptions. 
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When the shipments move at combinations of local rates 
governed by two or more freight classifications, the rules and 
charges for refrigeration, icing, or refrigerator car service, pub- 
lished by the different classifications as applying to such satcame 
govern as they may respectively apply.* 


Unused Individual Cars Ordered for L. C. L. Traffic 


When iced cars are ordered but not used by those who order 
them, charges are collected from the persons ordering the ship- 
ment on the following basis: Charges for ice, salt, or both ice 
and salt are assessed by the carriers, based on the entire 
amounts of these materials supplied the cars at the initial 


Table No. 3 


MINIMUM CHARGE FOR INDIVIDUAL CAR L. C. L. SERVICE, 
ONE SHIPPING POINT TO MORE THAN ONE DESTINATION, 
WESTERN wee wae 


Class rates, Fruitville to 1 3 4 5 
Marketville ; $0. 0 $0.65 $0.50 $0.40 
Center Square 1.10 75 -60 -50 
Consumertown ‘ 1. 00 .85 -70 -60 
—Actual— —Minimum Charge— 
Destination Wt. Class Rate Wt. Class ate Charge 
Marketville 5,000 1 $1.00 5,000 1 $1.0 
Center Square .. 5,000 2 .90 5,0 2 


‘30 
Consumertown . 2,000 3 1.00 2/000 3 1.00 


Added to make 15,000 Ibs. 
minimum, 3,000 Ibs. at 4th 
class rate to first unload- 
ing station, Marketville: 
3,000 4 .50 $15.00 


Total charge $130.00 


Subject to minimum mini- 
mum ;15,000 lbs. at 4th 
class rate to final unload- 
ing station, Consumertown: 
1,500 4 -70 $105.00 


icings; the prices to be applied for ice and salt are determined 
by the charges published by the perishable protective tariff as 
applicable at the points where the cars were to be loaded.® 
Extra charges are also collected by the carriers as penalties 
for failure to load iced cars promptly. When iced cars are 
furnished by the carriers but not loaded by the shippers and the 
shipping receipts or bills of lading are not executed within 24 
hours from the time the cars are placed for loading, charges are 
assessed at the rate of $3.75 a car for each succeeding 12 hours 
or fraction thereof. If dry or un-iced cars are placed to be 
loaded and iced by the carriers before the loading is completed, 
but not loaded and receipts not issued to the shippers within 24 
hours of the time of the first icing of the cars, additional 
charges at the rate of $3.75 a car for each succeeding 12 hours 
or fraction of such period are assessed against the shipments.® 


Hatches 


In cases where shippers or their representatives open one 
or more of the hatchways of cars at the loading stations, or 
when they instruct the agents of the carriers that cars under 
refrigeration are to be moved from the loading stations to the 
first re-icing stations with one or two hatchways open, extra 
charges are assessed at the rate of $5 a car. Additional 
charges of $5 a car are made in the same manner, if the ship- 
pers or their representatives instruct the carriers that one or 
two hatchways be left open beyond the first re-icing stations. 
This rate of additional charge is made for this service: between 
each two re-icing stations and between the last re-icing station 
and the destination of the car. 

Shippers must place the following notations on the bills of 
lading covering the consignments when they wish to avail 
themselves of this service: 


Leaving ...... (number of) hatchways +-¥ Close hatchways at 
sats, Cees at which hatchways are to be closed). Shipper’s in- 
structions, 


The agents of the carriers at the places where the instruc- 
tions to open the hatchways are received or at the loading 
points must endorse a similar notation on the waybills traveling 
with the shipments.’ 


Allowances to Shippers for Icing 


The shippers or owners of less than carload shipments of 
perishables in individual cars may be permitted by the carriers, 
at the option of the carriers and for their convenience, to per- 
form the icing of cars at the loading stations. The carriers 
make allowances for this service only in connection with ship- 
ments where the icing is ordinarily furnished by the carriers 
without expense to the shippers. Allowances, when paid, are 


dee Rule No. 630- -- Supplement No. 

5See Section No. 4, Table No. 125, be 11100 to 11156, inclusive. 
*Rule No. 630-A, Paragraph D, Supplement No. 1. 

See Rule No. 630- A, Paragraph E and Note. 
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made on the basis of the actual cost of ice and salt supplied by 
the shippers, provided the cost does not exceed the prices for 
ice and salt supplied by the carriers published in the icing and 
re-icing section of the perishable protective tariff.* 


Additional Refrigeration Services 


Any additional re-icing services required by less than car- 
“load shipments in individual cars are furnished by the carriers, 
after unloading of the cars on team tracks has begun, only on 
written instructions from shippers, owners or consignees. 
Charges are made for the ice and salt supplied by the carriers 
on the same basis as charges for these commodities furnished 
to re-ice or re-salt carload shipments. 


Exceptions 


A number of carriers publish specific exceptional bases for 
handling L. C. L. shipments in individual cars. These bases 
vary considerably and are too detailed to consider in a discus- 
sion of this sort. The following carriers publish such excep- 
tions in the perishable protective tariff: Green Bay « Western 
Railroad; Kewaunee, Green Bay & Western Railroad; Ahnapee 
& Western Railway; Chicago & Eastern Illinois Railway; Louis- 
ville & Nashville Railroad; Mobile & Ohio Railroad; Florida 
East Coast Railway; Chicago, Indianapolis & Louisville Railway; 
Tennessee Central Railroad, and the Illinois Central Railroad. 

A special exception applicable only on Kansas intrastate 
traffic may be mentioned. The tariff provides, in this case, that 


Table No. 4 


From Exhibit No. 138, pages 775 and 776, Abstract, Brief and 
Arguments for Protestants, Pacific Coast Vegetable Growers’ and 
Shippers’ Transportation et al., I. C. C. I. and S. Docket No. 2262. 


COMPARATIVE STATEMENT OF MATERIAL AND — 
FURNISHED BY CARRIER AND SHIPPER UNDE 
DIFFERENT METHODS OF REFRIGERATION 


Method By Carrier By Shipper 
. Standard Initial Icing None 
Refrigeration Re-icing in Transit 
at all Regular Ic- 
ing Stations 
Ice, Salt, Switching, 
Labor, Etc. 


Initial Icing Crushed Ice 
Re-icing in Transit Labor, Placing on 
at all Regular Ic- Crates 


. Standard 
Refrigeration 
Plus Crate Icing 
ing Stations 
Ice, Labor, Switch- 
ing, Ete. 


. Standard Initial Icing 


Crushed Ice in Crates 


Refrigeration 
Plus Crate Icing 
Plus Top Icing 


. Initial Icing 
Plus Crate Icing 


. Initial Icing 
Plus Crate Icing 
Plus Top Icing 


. Dry Cars 
Plus Crate Icing 
Plus Top Icing 


. Standard 
Refrigeration 
Plus Top Icing 


. Dry Cars 
Plus Top Icing 


. Precooling 
(Water Method) 


refrigerator cars are to be furnished by 


Re-icing in Transit 
at all Regular Ic- 
ing Stations 

Ice, Labor, Switch- 
ing, Etc. 


Initial Icing 
Ice, Labor, Switch- 
ing, Etc. 


Initial Icing 
Ice, Labor, Switch- 
ing, Ete. 


No Ice Furnished 


Initial Icing 

Re-icing in Transit 
at all Regular Ic- 
ing Stations 

Ice, Labor, Switch- 
ing, Ete. . 


No Ice Furnished 


A—No Ice Furnished 
B—No Ice Furnished 


Block Ice on Top or 
Around Crates 

Labor in Placing in 
Crates and Body of 
Car 


Crushed Ice in Crates 
Labor 


Crushed Ice in Crates 

Block or Cake Ice 
on Top or Around 
Crates 

Labor 


Crushed Ice in Crates 

Block or Cake Ice 
on Top or Around 
Crates 

Labor 


Block or Cake Ice 

Labor Placing in Car, 
on Top and Around 
Crate 


Block or Cake Ice 
on Top or Around 
Crates 

Labor 


Crushed Ice in Crates 
Labor 


Crushed Ice in Crates 
Block or Cake Ice on 
Top or Around 

Crates 
Labor 





the carriers for less 


than carload perishable traffic at less than carload rates, where 
the shippers are unable to avail themselves of a regularly sched- 
uled refrigerator car service. Minimum charges are provided for 
cars furnished in such cases on the bases of the charges appli- 
cable on shipments of freight at the second class rates from the 
points of origin to the stations of final destinations, subject, how- 
ever, to minimum—minimum charges at the rate of $30 a car 
when un-iced cars are ordered by the shippers, and $45 a car 


*Section No. 4. 
*Rule No. 630-A, Exceptions 1 to 6, inclusive. 
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when iced cars are ordered by the shippers and supplied by the 
carriers. No charges are made for initial icing or re-icing of 
the cars.” 


Conclusion 


In concluding this series of ten articles on perishable pro- 
tective services the writer is oppressed with the sense of having 
repeated much detail and yet having left unsaid many things of 
great importance. It is necessary to summarize in tabloid form 
the various phases of perishable protective services offered by 
carriers throughout the United States in developing a compli- 
cated system of services useful in a highly competitive and very 
exacting business—that of distributing foodstuffs susceptible to 
spoilage and disintegration unless protected with heat, circu- 
lating air, icing, or refrigeration. A statement of the services 
is given in Table No. 4. 


Handling in the Terminals 


This series has contained little or nothing as to the han- 
dling of perishables after the arrival of the cars at terminal 
areas. This is a separate problem and one of great importance. 
Carlot receivers in a typical large city receive approximately 
500,000 carloads of perishables a year and the distribution of 
the goods from the freight stations to the retailers is a highly 
developed business in itself. 

The carriers issue special circulars or manuals for the 


Form No. 1 


AN INSPECTION REPORT 


Initial Place 

Date Time 

Inspected Broken 

Plugs Drain Pipes 

Oorc Oorc 

Temp. Out Commodity Top 
Temp. Bottom 


Car No. 
R. RR. 


Track 
Seal 


Applied Hatches 
Seal, M. I. B OorcCc 


Ice Heaters Burning 
Oil 


Weather 
Consignee 
Condition of Car 


W. B. Reference 


Was car equipped with standard bracing and false floor? 


Commodity 

Loaded High 
Grading Pack 
Contents and condition 


Kind of containers 
Wide Long 
State of maturity 


I hereby certify that I inspected the commodity in various parts 
of car and this inspection represents the true and actual condition 


of car and contents. 
MOORHEAD INSPECTION BUREAU 
Inspected by 


guidance of employes in handling perishable traffic on the road 
and at the loading and unloading stations. The publications are 
of great value to the employes of transportation, traffic and ac- 
counting departments of the carriers in establishing standard 
practices. Tpyical of the best of these manuals are two circu- 
lars issued by the Illinois Central Railroad. Company, one a 
code of rules for handling perishable freight and the other a 
circular for the guidance of employes in compiling reports, way- 
bills, rental charges on cars and in accounting for charges 
under the protective services.” 

When shipments of perishables arrive at the unloading sta- 
tions, the contents of the cars are unloaded and the contents 
checked for quantity of goods, condition of cars, condition of 
bracing and blocking. Reports of these facts are made on 
forms printed for the purpose. 

A report is made of the precise contents and condition of 
the goods in the cars by inspectors skilled in inspecting and 
diagnosing the ills of perishable goods. An inspection form 
used by the Moorhead Inspection Bureau is shown in Form No. 
1. A report of this sort is the official report of a technical in- 
spection service. 

A special unloading and inspection report of freight to be 
stored in cold storage or to be handled by the storage company 
is also used. 

The writer wishes to express his thanks for valuable infor- 
mation, suggestions and publications to the following leaders in 
the perishable transportation and distribution field: E. F. 
McPike, manager perishable freight service, Illinois Central 
Railroad Company; R. C. Dearborn, agent, National Perishable 
Freight Committee; Charles Stiles, produce division, National 
Freight & Delivery Co.; W. D. Beck, manager refrigerator de- 
partment, American Railway Association; S. T. Bledsoe, general 
counsel, Atchison, Topeka & Santa Fe System; H. Y. Hu, direc- 


.o of the Public Utilities Commission of Kansas, Docket No. 





5302. 
a Perishable Protective Circulars Nos. 22 and 23, issued by 


E. F. McPike, manager perishable freight service, Illinois Central 
Railroad. 
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tor of traffic, Chinese Railways, and J. L. Cooke, Pennsylvania 
Cold Storage & Market Company. 

The author does not ask these men to assume any responsi- 
bility for the material or its treatment. He is satisfied that the 
attempt will be successful if it adds any information on a 
highly complicated subject that has any value to fellow work- 
ers in the field of transportation. 


OCEAN FREIGHT RATES 
The Traffic World New York Burcau 


The full cargo markets in the last week have been unusually 
quiet in comparison with previous weeks. The number of fix- 
tures was smaller and there was an absence of important fluctu- 
ations in rates. The trend was toward slightly lower levels and 
brokers advised their clients that there was ample tonnage in 
sight. Whether this opinion is correct remains to be seen. 
Present indications point to an adequate supply of vessels but 
no great surplus is in sight and nothing at the moment fore- 
shadows more than a moderate reaction in rates. 

Requirements for May loading appear to have been satis- 
fied, though in the process of covering commitments shippers 
have had to increase their offerings in the matter of rates. 
Vessels are being offered for June loading at two to three cents 
a 100 pounds below the highest levels reached recently. Cur- 
rent quotations are around 16 cents from Montreal to Antwerp 
and Rotterdam. Much of the existing traffic is moving in par- 
cels on berth steamers and part cargoes. The aggregate busi- 
ness is not heavy for the season. The first fixture for the new 
wheat crop was closed on the basis of 21 cents from Montreal 
to the Mediterranean for the last half of October. This is re- 
garded by some brokers as high, and they expect future fixtures 
at lower figures. 


Changes in steamship conference tariffs have been an- 
nounced as follows: 


Trans-Atlantic-Great Britain and Ireland. Crude abrasive ore in 
bulk, $1.50; tinplate scrap in bands, $8; tinplate scrap in compressed 
bales measuring 40 cu. ft., $6.50, all per 2,240 lbs.; watermelons in 
refrigerator space will take 60c per cu. ft. 

To Aberdeen, Dundee, Hull, Leith and Newcastle the rate on 
fuel oil and illuminating oil in barrels is $2.25 per barrel; illuminating 
oil, in cases, the rate is 45c per case; finished staves in bundles, 45c; 
cooperage stock, 45c; ferro phosphorous and ferro silicon, $1.75; rough 
staves, 35c, same when used as dunnage on steamer, 25c; acetone 
and tankage, $1.25, all per 100 lbs. 

Trans-Atlantic-Continental Conferences. Changes: The rate on 
cotton and cotton linters to Antwerp, Ghent, Rotterdam, Amsterdam, 
Bremen and Hamburg, per 100 lbs., are as follows: 

From Baltimore to Antwerp, 60c and 45c; to Ghent, 67%4c and 
52144c; to Rotterdam and Amsterdam, 5744c and 4214c; to Bremen and 
Hamburg, 47c and 42c. From Boston to Antwerp, 60c and 45c; to 
Ghent, 674%4c and 52%c; to Rotterdam and Amsterdam, 57%c and 
42%c; to Bremen and Hamburg, 63\%4c and 47%c. From New York 
to Antwerp, 60c and 45c; to Ghent, 6744c and 52%c; to Rotterdam and 
Amsterdam, 75c and 60c; to Bremen and Hamburg, 65c and 50c. 
From Norfolk to Antwerp, 574%c and 42%c; to Ghent, 65c and 50c; to 
Bremen and Hamburg, 57c and 42c. From Philadelphia to Antwerp, 
60c and 45c; to Ghent, 6744c and 52144c; to Rotterdam and Amsterdam, 
574%c and 42%c; to Bremen and Hamburg, 57c and 42c. 

The higher rates in each instance apply on cotton under standard 
compression while the lower figure is the rate on cotton under high 
density compression. 


Far East—China, Japan, Manila, Straits Settlements, Indo China. 
While there were no changes in the ocean rates there has been a 
martial reduction in the Far East heavy lift scale both in the Pacific 
Westbound Conference and the Far East Conference, on pieces weigh- 
ing over 20,000 lbs. On pieces weighing over 20,006 Ibs. up to 36,000 
lbs. the former scale added $1 for each ton additional but this has been 
reduced to 50c; on pieces weighing over 36,000 Ibs. up to 60,000 Ibs. 
the old scale called for an advance of 50c per each additional ton, 
which has been reduced to 25c. 


Argentine and Uruguay-River Plate. Changes: Card, pulp, cash 
register, newsprint, paper box and pasteboard now take rate of $10 
on freight steamers and $11 on passenger steamers, per ton, 2,240 lbs.; 
building and heel-board, $12 on freighters and $1 .50 on passenger 
vessels per 2,240 lbs. Sand and gravel has been reduced to $8 on 
freighters and $8.80 on passenger ships per 2,240 lbs.; rayon yarn, 
$10 on freighters and $11 on passenger ships per ton 2,240 lbs., or 
40 cu. ft. ship’s option. 


The tariff has been extended generally until September 30, except 
on goods which are under term contracts until the end of the year 
and such commodities as have already been extended until the end 
of the year. The extended rates, until the end of the year, are on 
the following commodities: machinery, car material, locomotives, malt, 
iron and steel articles, newsprint paper and lumber—the contract 
commodities are agricultural implements, lubricating oil, wax, grease, 
binder twine, barrel shooks and caustic soda. 

Brazil-Rio, Santos and Bahia. Changes: Rayon yarn now takes 
fourth class, ~which is to Rio, $13 on freight vessels and $14.50 on 
passenger ships. To make rates on rayon yarn to Santos add $1 to 
rates above mentioned. Automatic refrigerator machinery or units 
will take 2d class rating. Tariff rates have been extended until 
September 30, except on such commodities the rates on which have 
already been extended until the end of the year. This list comprises 
car material, locomotives, malt, iron and steel articles, machinery, 
caustic soda, lubricating oil, wax, grease, asphalt and asphalt flux. 

. The rates to Bahia, Maceio, will be increased, effective July 1, 
$1 per ton above the present tariff. 

West Coast South America (Chile, Ecuador, Peru, Bolivia). 
Changes: Iron and steel fence posts, also piling (flat steel sheets), 
$10 per ton 2,240 Ibs. or 40 cu. ft.; iron or steel files, 45c per cu. ft., 
or 80c per 100 Ibs.; gas or oil engines (not vehicular) iron screws, 
cocoa in bulk in barrels (not exceeding $100 value per freight ton), 
blackboards all 35c per cu. ft. or 63c per 100 lbs., ships option. 

Australasia—Australia, New Zealand, Oceania. Changes: Pianos 
have again been reduced and are now $13.50 per ton of 2,240 lbs., or 


‘ 
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40 cu. ft., to all of the regular ports of call in Australia and New 
Zealand. 


The Pacific Coast-European Conference has voted to con- 
tinue the old rate of 70-and 75 cents on canned goods and dried 
fruits until May 31 instead of increasing the rates to 80 and 85 
cents, respectively, effective May 1. The decision is said to 


have been due to the refusal of the Harrison Direct Line and, 


Donaldson Line to agree to the advance. 
Parcel Post to Peru 


Shippers to Peru by parcel post are being warned by the 
Merchants’ Association of New York to provide a consular in- 
voice on all such shipments having a value of more than ten 
Peruvian pounds. The reason for this caution is the fact that 
United States shippers to Peru in many instances have uninten- 
tionally violated a regulation recently announced by Peru by 
reckoning values in pounds sterling. When these violations are 
discovered on the arrival of the merchandise in Peru, fines are 
imposed upon the consignees receiving the merchandise. 

The Merchants’ Association has received a communication 
from the Merchants’ Association of Lima, Peru, pointing out that 
in recent weeks many parcel post shipments from the United 
States containing merchandise valued at less than $48.67 have 
been unaccompanied by a consular invoice, and that in certain 
instances a consular invoice should have been provided. 

The Peruvian government, in its announcement, stated that 
no consular invoice would be required on parcel post shipments 
entering Peru which had a value of less than ten Peruvian 
pounds. This has been wrongly interpreted by some shippers 
who assumed that the ruling referred to ten pounds sterling. 

Repeating his charges that the Fleet Corporation is failing 
to protect American shippers by reason of the North Atlantic 
Conference’s recent ruling that goods shipped in fiberboard and 
veneer containers are insufficiently packed, W. H. Chandler, 
chairman of the Shippers’ Conference of Greater New York, 
made public a letter to General A. C. Dalton, president of the 
Fleet Corporation, in reply to the latter’s explanation of the 
situation. 

Mr. Chandler said he was thoroughly familiar with General 
Dalton’s explanation as to how the conference adopted the bill 
of lading clause that had aroused the shippers, but charged that 
General Dalton had overlooked the criticism based on the action 
of the steamship conference in promulgating an order respecting 
the use of a stamp on all bills of lading covering the fiberboard 
shipments before it had determined whether or not the contain- 
ers were suitable for the goods shipped. Said he: 


The second point and principal one that I was trying to stress 
was that the American lines, by standing back of American shippers, 
until the investigation had been completed and action had been de- 
termined upon, could have prevented the stamp being placed upon 
bills of lading prior to a final determination of the question and that 
in that way could have shown American shippers that the American 
merchant marine was going to take as good care of them as the 
merchant marine of foreign nationalities appears to take care of their 
nationals. 

It is not my understanding that foreign ships, serving foreign 
shippers, from foreign ports impose any such conditions on their 
nationals as the North Atlantic Conference is imposing upon shippers 
in this country. 


Completion of negotiations for reorganization of the Inter- 
coastal Conference is said to hinge on the question of terminal 
warehouse facilities offered by some of the lines as a special 
inducement to the disadvantage of others. 


Right of the port wardens to survey damaged vessels and 
cargo or to inspect condition and stowage of cargo and to exact 
the prescribed fees therefor has been upheld by Attorney Gen- 
eral Ottinger in an opinion rendered at the request of Secretary 
of State Moses, in whose department the warden’s office has 
been included since the first of the year. The opinion was re- 
quested as a result of the refusal of some fifteen steamship lines 
to permit surveys of their vessels by the port wardens. 

The port wardens are authorized by law to charge a fee of 
$2 for each survey on hatches, stowage of cargo or damaged 
cargo and $1 for each certificate given in consequence thereof; 
$5 for every survey of damaged vessels and $2.50 for each certi- 
ficate given in consequence thereof and $10 for each valuation 
or measurement of any vessel. 


OCEAN AGREEMENTS APPROVED 


Agreements entered into by the American-Hawaiian Steam- 
ship Company and other steamship lines to facilitate shipments 
from Pacific coast ports of the United States to England, Bel- 
gium, South Africa and Cuba have been approved by the Ship- 
ping Board. 

* The first agreement is with the International Mercantile 
Marine Company and provides that the American-Hawaiian 
Steamship Company may accept shipments at Pacific coast ports 
on through bills of lading for London, Liverpool, Southampton, 
Manchester and Antwerp in competition with lines operating 
direct services from the Pacific coast to these ports. The 
through rate, which is %ased upon the direct lines’ rates, is 
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apportioned equally between the participating carriers, each of 
which assumes 50 per cent of the transfer costs at New York. 

A second agreement is with the Prince Line, Ltd. By its 
terms it provides for the movement of shipment of salmon, dried 
fruits and canned goods on through bills of lading from Pacific 
coast ports to designated South African ports at agreed through 
rates. The American-Hawaiian Company receives 60 cents per 
100 pounds as its proportion of the through rate. From this it 
pays the cost of transfer at New York, while the balance of 
the through rates accrues to the Prince Line. This agreement 
originally was to terminate on December 31, 1926, but the parties 
subsequently extended it to June 30, 1927, and increased the 
through rate to Beira by the addition of a landing charge of 
$2.50 per weight or measurement ton. 

The American-Hawaiian Company’s arrangements concern- 
ing shipments to Cuba, which were approved, include agreements 
with five lines as follows: New York & Cuba Mail Steamship 
Company, Atlantic Navigation Corporation, Munson Steamship 
Line, United Fruit Company and the American & Cuban Steam- 
ship Line, Inc. These agreements are identical except as to 
parties. In each instance provision is made for a cooperative 
working arrangement for the carriage of shipments of canned 
goods, dried fruits, beans, peas, wrapping paper, and prism 
paper, on through bills of lading from Pacific ports of the 
United States to Havana and other Cuban destinations via New 
York. The through rates, which are based on direct line rates 
from Pacific coast ports to Cuba, are divided between the par- 
ticipating lines on agreed proportionals after deduction of 10 
cents per 100 pounds to cover cost of transfer at New York. 

All the agreements were found by the board to be in com- 
pliance with the regulatory provisions of the shipping act. 


PORT TERMINAL CHARGES CASE 


Commissioner Meyer and Attorney-Examiner R. N. Trezise 
will resume hearings in No. 12681, In re charges for wharfage, 
handling, storage and other accessorial services at Atlantic and 
gulf ports, at Boston on June 1. From Boston they will go to 
New York and Philadelphia for hearing persons at those ports 
who may be interested. 

No definite itinerary has been prepared for the reason that 
there has been no way to judge how long the hearing at any 
port will last. The only definite provision, in respect of time, 
is that the hearing at New York will start the day after the 
one at Boston is completed and at Philadelphia the day after 
the hearing at New York is completed. - 

Tentatively it has been agreed to hold a hearing at Balti- 
more if one is desired at that place. 


SHIPPING BOARD POLICY 


Chairman O’Connor, of the Shipping Board, May 16, issued 
a denial of a report in a New York newspaper to the effect 
that the board planned a $250,000,000 ship construction program 
and had obtained approval thereof by the Secretary of War 
and of the Secretary of the Navy. It was stated that President 
Coolidge was understood to have taken a hand in the matter 
and had caused the withdrawal of letters on the subject by 
the two cabinet members mentioned, and that, in view of that 
action, the board had repudiated its program. 

Cnairman O’Connor said the statements in the newspaper 
article were entirely erroneous and stood “as a harmful mis- 
representation of facts.” He said the board had never projected 
such a plan on ship construction and did not ask the War De- 
partment and Navy Department for concurrence in such a 
program. Continuing, he said, in part: 


The board acting in accordance with special resolution of senate 
submitted a report in January last which is a public document. Un- 
der date December 23, 1926, a joint letter from secretary of war 
and secretary of navy called attention to absolute necessity of a 
merchant marine and stated in the letter that “the merchant marine 
is a requisite to the proper expansion of foreign markets and a 
necessity for the maintenance of national prestige and a vital ele- 
ment in the national defense and that in view of the constant de- 
preciation of the present fleet it is essential that a program of new 
construction for the merchant marine be adopted and passed to 
early completion,’ and this letter has never been withdrawn. The 
following is what the shipping board said in its report to Congress: 
“A replacement and improvement program is an essential feature of 
any plan for permanent merchant marine. Our foreign competitors 
are already well on their way in this direction.” 


FLEET OFFICE AT ATLANTA 


The Merchant Fleet Corporation will open a district office 
at Atlanta, Ga., with N. P. Leary, formerly of the traffic depart- 
ment of the Fleet Corporation in Washington, in charge. The 
office at Atlanta will be similar to other inland offices established 
by the Fleet Corporation for the purpose of obtaining business 
for the government shipping lines. 


PANAMA CANAL TRAFFIC 


In April, according to the Panama Canal Record, 464 com- 
mercial vessels, on which tolls of $2,065,206.92 were collected, 
transited the Panama Canal. In the ten months ended with 
April, tolls aggregating $20,192,,381.41 were collected. 
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CANADIAN CAR LOADING 


Car loadings for the week ended May 7 were 570 cars 
lighter than for the previous week. Merchandise was down in 
the eastern division by 685 cars and in the western division by 
404 cars. In the western division wheat was lighter by 681 cars, 
coal by 231 cars, and the total was 1,338 cars less. Compared 
with loadings in 1926, the total was heavier by 4,291 cars. Grain 
loading was lighter in the west by 274 cars but heavier in the 
east by 1,519 cars. Coal was heavier in both divisions, the 
total being 2,061 cars above last year. Pulp and paper and 
other forest products showed decreases, merchandise was heavier 
by 392 cars, and miscellaneous freight by 1,093 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
Saay'?, Aue a; Mees, 
ay , r , a , 
Commodities 1927 Pi927 1926 
























































Grain and Grain Products..............0. 3,488 3,364 1,969 
SINE III's 65s 'n'a10'0 1616's oasis. o.gGs co ea ernewe 1,065 1,046 1,093 
ENED eidiictainte lbrelala eracorai a 'sigtens Gic-6 Sein warereliawln® 5,527 4,721 3,716 
NN sramintesreratalbin x awinn'SésneSqrinece'eeebialowee 187 285 
ira tidenad ceomsncemecwaceeeseress 2,591 2,563 
PE viniinidlin oe 060 Ck isn 84-0060 eeeeeewes 1,573 1,698 
Pr MUN ID oa 26 6 costo 0a'0-0:0:6:0.0:0:0106:0'%0:0610 1,996 2,203 
Other Forest Products 1,019 1,022 
EE a a pee 1,0 779 7 
PORN, Bik. Ce Tas 6:050:80:d vcr essne cones 6 13,601 12,433 
PUI 658.956 6.6:5-035i05-06 2b0sseinesedee 11,730 10,784 
Total Cars Loaded 42,607 38,492 
Total Cars Received from Connections 35,581 35,155 34,874 
WESTERN CANADA 
Grain and Grain Products.............. ° 
SE WUE cecccceevsescce 1 asaitesentabe ett 12 4399 
905 1,136 655 
1 16 
1,164 i 947 
221 
Pulp and Paper........ 2 
Other Forest Products.........ccccccececs 1,784 1334 2,108 
LL, EEN AES CS SOT ORR R ‘ 742 757 742 
bE A PCIE SONS OE AROS: 4,556 4,960 4,647 
CCC get atte att diated . 3,805 3,507 3,827 
SOtel Care LOGO. «26 sick cccccccccess - 18,287 19,625 18,879 
Total Cars Received from Connections 2,992 2,894 2,744 
TOTAL FOR CANADA 
Grain and Grain Products 7,761 8,318 6,5 
caaierae-ee bse ; , ,506 
— PE ral aciew Grosodanieahiekwasewewicuwo oud 1,792 1,848 1,992 
a or eeu CVSS Ce RC ewe eonHS coves GARE 5,857 4,371 
pve ca avarice init tac sola a nian Calc g ec aes Ney euleverareta 205 301 
eats? Mia eta aa GOwS OER ee reaw~ee 3,858 3,827 3,510 
—— FP plaseertsrortoverseesssoveressens s 1,714 1,919 
6 cia on wicica-eig-icidiein 6 aveie wine ete 2,207 2,286 2,489 
Other Forest Products............-.2.22 2. 2;741 2843 3,124 
PE AES A CERN ls 1,743 1,536 1,46 
Merchandise, eee es cae Stoeen 18,561 17080 
III fas otaeinicsai/asate/ors'o-0-5'e Savers e's eo 16,704 15,237 14,611 
TOC Care: EGO ociciccicdicccesccoes - 61,662 62,232 57,371 
Total Cars Received from Connections 38,573 38,049 37,618 
CUMULATIVE TOTALS TO DATE 
Gzein and Grain Products ite 430 iis $70 
Cont RN cal dian 5: ore/ueigeaioseeeleimauiesinesseions 36,543 37,015 
iediveewnaweseeed Rietee evans er rt 112,810 78,954 
Coke. cibibchahutmadi ban adpetuumedtionsascaien 6,313 : 
umber ........ Siesta eaielintanss voaeiipdiaaanies 59,307 60,202 
Pulpwood SARL RA IESE CURE RE Se SE 83,777 62,147 
I I cia s'6 to, acweroyeie-# adore wasare e-oleere 40,129 46,574 
OGier WErese Products ...ooccccccciecccese 58,864 63,159 
QFE voensieeeceercereseesssceeecceeen neces 25,678 25,664 
Merchandise, dE, AI cai epaagloealnistenieniiin 298,381 278/638 
SIE Sdiloidacainseseccmacwevod ss 222:973 212°953 
SOU CAMS TOBOOR 6 oiceicc dédcicicosaes 1,087,505 992,358 
Total Cars Received from Connections 706,326 674,144 


CANADIAN CANAL TRAFFIC 


The summary of canal traffic for April shows that navigation 
on the Sault canals opened April 12, three weeks earlier than 
in 1926, and there was a heavy movement. Wheat amounted 
to 37,348,029 bushels and other grain to 16,019,284 bushels. Iron 
ore shipments were 1,172,495 tons, and coal 1,699,797 tons 
the total traffic being 4,696,850 tons. On the Welland Canal, 
navigation opened April 16 as compared with May 1 last year. 
Wheat shipments were 164,357 tons, rye 35,609 tons, coal 31,262 
tons, and all freight 321,670 tons. The St. Lawrence canals 
opened two days later than last year and the traffic amounted 
to 241,070 tons. 


RATES ON GLASS BOTTLES, ETC. 


The Board of Railway Commissioners for Canada sat’ at 
Montreal May 14. Among the matters considered was the ap- 
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plication of the Consumers Glass Company for readjustment 
of the rates on Canadian glass bottles, pickle jars, and similar 
articles, which, it was claimed, paid freight rates about 60 per 
cent higher than the American scales, and, in consequence, 
were being driven out of the field by foreign competition. The 
application had particular reference to the rates between Mon- 
treal and points in western Ontario and was argued largely 
by F. P. Jones, president of the company. ‘The application was 
taken en delibere, but Acting Chairman Vien told the chairman 
of the Canadian Freight Association and the freight traffic 
manager of the Canadian National Railways that he was sur- 
prised that they had brought no evidence before the board to 
explain the discrepancy between American and Canadian rates. 


The railways, through Mr. Ransome, of the Canadian Freight 
Association, opposed the application on the grounds that the 
lack of success of the glass manufacturers could not be blamed 
on the freight rates. “Buyers report the Canadian bottles 
subject to excessive breakage,” he said, and drew a rebuke from 
President Jones, of the glass company, who said its glass was 
as good as that of any American makers. “President Beatty 
and Sir Henry Thornton talk continually on immigration as 
the solution of many of our problems. What is the use of bring- 
ing people here if you are going to drive business out of the 
country by unfair freight rates?” said he. 


Mr. Ransome contended that freight rates were not a de- 
termining factor as to where the bottles would be purchased, 
but Mr. Jones insisted that he had been taking orders for bottles 
at a loss since last year out of confidence that the high freight 
rates would not last. 

“Why are the rates 12 cents a hundred pounds higher on 
the Canadian railways for a distance 18 miles shorter than on 
an American shipment?” asked Chairman Vien. “What justi- 
fies the difference? Do you mean to tell me that the Canadian 
railways cannot see their way to give the shippers of the Do- 
minion the same rates as the American railways give theirs?” 

“Whenever we can help the Canadian shipper, without hurt- 
ing ourselves, we make an effort to do so,” said r. Ransome. 


POSITIONS WANTED OR OPEN 


WANTED—Freight rate clerk familiar with all territories by 
traffic bureau organized and operated since 1910. In industrial city 
of one hundred thousand. State age, experience, whether married or 
single, starting salary expected and references. Address O. R. T. 28, 
care Traffic World, Chicago, Ill. 


POSITION WAN:TED—Young man now engaged as traffic man- 
ager large grain and feed shipper desires new location with transporta- 
tion, industrial concerns, or others; fourteen years’ practical railroad 
and industrial experience; prefer middle west but no objection to 
traveling; will consider any reasonable proposition with prospects. 
Address X. Y. Z. 30, care Traffic Word, Chicago, IIl. 














TRAFFIC MANAGER—Ten years’ railroad, eight years’ industrial 
experience. Thoroughly conversant with I. C. C. regulations, rates, 
claims, exporting; married; age 36; location no object. Address 
E. T. Z. 26, care Traffic World, Chicago, Il. 


NEW ORLEANS, LA. 
STORAGE 


Efficient Merchandise Distribution 
THE COMMERCIAL WAREHOUSES 


201 IBERVILLE ST. 


CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Penn. System Telephone Harrison 3486 


Works: 
Hegewisch, Illinois} & $'$'s s.B. CHICAGO, ILL. 
TAN K CARS 


TANK CARS TO LEASE We Rebuild and Repair Tank Cars 












WOODSTOCK TYPEWRITERS 


EXCEPTIONAL VALUES 


Send for a descriptive booklet of the Woodstock standard 
typewriter and the new Woodstock Electrite—The modern 


typewriter powered by electricity. 
WOODSTOCK TYPEWRITER COMPANY 


Factory and General Offices, Dept. A, Woods 
Cities—Dealers 


tock, Ill. 
Branches in All Important AH Over the World 
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THE BULL DOG 
Merchandise 
Akron to Seaboard Cities 


FLYING CLOUD 
Merchandise 


Buffalo to Pittsburgh 


THE BISON 
Live Stock —Perishable 


Buffalo to Seaboard Cities 


THE CRACKAJACK 
Merchandise 
Buffalo to Seaboard Cities 


MAN O’WAR 
Live Stock 


Chicago to Seaboard Cities 


THE PACKER 
Perishable Freight 
Chicago to Seaboard Cities 


THE MERCURY 
Merchandise 


Chicago to Seaboard Cities 


THE SALESMAN 
Merchandise 
Chicago to Buffalo 


THE MASCOT 
Merchandise 
Chicago to Pittsburgh 


THE RELIABLE 
Perishable —Merchandise 
Chicago to Columbus 


THE VIRGINIAN 
Perishable —Merchandise 


Chicago to Columbus 


THE DERBY 
Perishable —Merchandise 


Chicago to Indianapolis 


THE COLONEL 
Perishable —Merchandise 
Chicago to Louisville 


THE INVINCIBLE 
Perishable —Merchandise 
Chicago to Cincinnati 


SPARK PLUG 
Live Stock —Perishable 


Cincinnati to Pittsburgh 
and Seaboard Cities 


THE CINCINNATUS 
Merchandise 
Cincinnati to Seaboard 
Cities 


THE CAPTIVATOR 
Merchandise 
Cincinnati to Columbus 


THE STRAITS 
Perishable—Merchandise 
Cincinnati to Detroit 


THE FOREST CITY 
Perishable—Merchandise 
Cincinnati to Cleveland 


RAILROAD 
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THE EAGLE 
Perishable —Merchandise 


Cleveland to Seaboard Cities 


THE GAS WAGON 
Merchandise 


Detroit to Seaboard Cities 


THE GREYHOUND 
Live Stock 


E. St. Louis to Seaboard 
Cities 


UNCLE SAM 
Perishable Freight 
E. St. Louis to Seaboard 
Cities 


THE ORIOLE 
Perishable Freight 
(From Southern States) 


Washington to New York 


UNCLE REMUS 
Perishable Freight 
(From Southern States) 


Washington to Boston 


THE ACCELERATOR 
Merchandise 


Toledo to Pittsburgh 


00 


Pennsylvania Freight Trains 
which have been given 


their own distinctive names. 
For the month of March 
these trains averaged 
98% on time 


THE ECLIPSE 
Merchandise 
E. St. Louis to Seaboard 
Cities 
THE TRAILBLAZER 
Merchandise 
E. St. Louis to Pittsburgh 


THE THOROUGHBRED 
Live Stock 
Indianapolis to Pittsburgh 
and Seaboard Cities 


THE BULLET 
Perishable Freight 


Indianapolis to Seaboard 
Cities 


THE CAT BIRD 
Perishable—Merchandise 
Norfolk to New York 


THE PREMIER 
Live Stock 
Pittsburgh to Seaboard 
Cities 


THE IRON MASTER 
Merchandise 
Pittsburgh to New York 
THE CHAMPION 
Perishable —Merchandise 
Pittsburgh to Wilkes-Barre 





THE ROCKET 
Perishable —Merchandise 


Seaboard Cities to 
Cincinnati 


THE BIG SMOKE 
Merchandise 
Columbus to Chicago 


LIGHTFOOT 
Perishable Freight 
Columbus to Chicago 


THE VALET 
Perishable —Merchandise 
Seaboard Cities to Louisville 


THE MIAMI 
Merchandise 
Detroit to Cincinnati 


THE PURPLE EMPEROR 
Perishable —Freight 
(From Southern States) 


Washington to Buffalo 


THE NORTH STAR 
Perishable —Merchandise 
Pittsburgh to Buffalo 


THE WHITE MOTH 
Perishable —Merchandise 
Seaboard Cities to Ft. Wayne 
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THE PEERLESS 
Merchandise 


Pittsburgh to Chicago 


THE HUMMER 
Merchandise 
Pittsburgh to St. Louis 


THE STANDARD 
Merchandise 


Pittsburgh to Detroit 


THE HOME RUN 
Empty Refrigerator and 
Tank Cars 


Seaboard Cities to Chicago 


THE REFILLER 
Empty Refrigerator and 
Tank Cars 


Seaboard Cities to 
E. St. Louis 


THE DIVIDEND 
Perishable —Merchandise 
Wilkes-Barre to Pittsburgh 


THE EXCELSIOR 
Merchandise 


Buffalo to Chicago 


THE CHALLENGER 
Perishable —Merchandise 
Cincinnati to Chicago 


THE VAMP 
Merchandise 


Cincinnati to Chicago 


THE QUEEN CITY 
Merchandise 


Cleveland to Cincinnati 


THE BLUE GOOSE 
Perishable —Merchandise 


Seaboard Cities to Buffalo 


THE METEOR 
Perishable —Merchandise 
Seaboard Cities to Cleveland 


THE ARROW 
Perishable —Merchandise 


Seaboard Cities to Detroit 


STAR UNION LINE 
Perishable —Merchandise 
Seaboard Cities to Chicago 


THE YANKEE 
Perishable —Merchandise 
New England to Chicago 


THE COMET 
Perishable —Merchandise 


Seaboard Cities to St. Louis 


THE ACE 
Perishable —Merchandise 


Seaboard Cities to 
Pittsburgh 


THE RENOWN 
Perishable —Merchandise 
Louisville to Chicago 


Carries more passengers... 


hauls more freight than any 
other railroad in America + 
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“In this case we claim the rates will make no difference to the 
manufacturer.” 

“But do you not think you should have come here prepared 
to give us the certain circumstances you refer to as being re- 
sponsible for the difference in the rates?” the chairman per- 
sisted. “I am not satisfied with your claim.” 

Mr. Ransome said he could give no reason as to why the 
American rates were as they are, and Mr. Watson added: “The 
Canadian rates are fair. If the United States rates are low, that 
is another matter.” 


COAL INVESTIGATION 


The long delayed investigation of the transportation costs 
of eastbound Alberta coal will begin in Ottawa June 7. Early 
in 1926 the government issued instructions to the Railway Com- 
mission to proceed at the earliest opportunity with an inves- 
tigation of the cost of moving coal from Alberta to central 
Ontario, but the general freight rate inquiry took precedence 
in the schedule of business before the Commission and the 


length of the hearing made necessary the postponement of the 
coal case. 


CANADIAN EXPRESS STATISTICS 


In a statement showing financial and operating statistics of 
express companies in Canada in 1926 it is noted that the Do- 
minion Express Company changed its name to the Canadian 
Pacific Express Company. It is a subsidiary of the Canadian 
Pacific Railway, and handles the express business of the parent 
company. The express business of the Canadian National Rail- 
ways is handled by a department of the railway, but the ac- 
counts are kept separate and the data are included in this 
report. The British American Express Company opeartes over 
the Algoma Central and Hudson Bay and the Algoma Eastern 
railways; the Central Canada Express Company over the Cen- 
tral Canada; the Edmonton, Dunvegan and British Columbia, 
and the Alberta and Great Waterways Railways; and the Ameri- 
can Railway Express Company operates mainly over the Cana- 
dian sections of the United States railways. 

A summary of all the companies shows, for the year ended 
December 31: Gross earnings, $26,554,378; operating expenses, 
$12,442,257; express privileges, $13,466,863; net operating reve- 


nue, $645,258. Particulars of the leading companies are as 
follows: 


American Canadian Canadian 
Railway National Pacific 
COVOME -TOOOIFES 4ccccrciccccevecenss $1,715, 736 $13,331,100 $11,395,044 
PEEEORN VETVIIOROS 6 cccccccccsscce 1,223,055 6,039,556 6,144,086 
Operating FOVeETNUSS 2... Kcccccccce 492,671 7,291,543 5,250,958 
OCHOTALINE EXPONHES 2. cciccccccecs 470, 345 6,183,186 5,752,885 
Net operating revenue............ 22,325 1,108,357 *501,927 





*Loss. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has issued the follow- 
ing orders: 


Refusing application of the Attorney General of British Columbia 
for an order directing Canadian Pacific and Canadian National Rail- 
ways to give transportation to any police force maintained by the 
government of any province while traveling on His Majesty’s serv- 
ice on their railways at the rate of 2% cents per mile in accordance 
with provisions of Order in Council P. C. 351, dated March 11, 1926. 

Permitting Maine Central Railway to file Se supplements 
to (Freight) C. R. C. No. O-2502, and (Passenger) C . C. Nos. 298, 
299 and 300, on one day’s notice. 

Disallowing Cc. N. R. tariffs C. R. C. No. E-1068, 1069, and sup- 
plement 2 to C. R. C. No. E-697 and Canadian Pacific Railway cor- 
rections 148, 149, 152 and 153 to C. R. C. No. E-4126, as well as all 
other tariffs filed with the board by railway companies subject to 
the board’s jurisdiction, rules contained therein which provide that 
the out of line haul will be the difference between the distance via 
the shortest route from point of origin to final destination, and the 
eertest route from point of origin to final destination via the stop- 
off point. 

Authorizing for observance of railways subject to the board’s 
jurisdiction regulations governing location and operation of loading 
racks and unloading points for gasoline, naphtha, or any inflammable 
liquid with flash point below 30 degrees F. and rescinding general 
order No. 435, December 2, 1920. 


BUS TRANSPORT MEETING 


The motor bus division of the American Automobile Asso- 
ciation will meet in convention at Philadelphia, Pa., June 15 
and 16. 

A. J. Brosseau, chairman of the highways committee of 
the National Automobile Chamber of Commerce, will speak on 
“The Field of the Motor Bus.” “The Relation Between the 
Motor Bus and the Steam Railroad” is the subject of an address 
to be delivered by F. J. Scarr, formerly’ supervisor of motor 
transportation for the Pennsylvania railroad and now conduct- 
ing a consulting service relating to pane of highway trans- 
port and rail lines. 

H. R. Trumbower, professor of economics at the University 
of Wisconsin and formerly highway economist with the Bureau 
of Public Roads of the Department of Agriculture, will speak 
on the economic aspects of highway transportation. H. G. 
Wells, commissioner of the Massachusetts department of pub- 
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lic utilities, will speak on regulation of interstate motor car. 
riers. C. T. McConnell, vice-president of the Ohio Motor Bus 
Association, will speak on “System a Prerequisite of Successful 
Bus Operation,” and Chester Hawkins, president of the Carolina 
Transit Company, will discuss the part motor bus tranpsortation 
has played in the development of the South. 

Other subjects on the program are “The Relation Between 
the Motor Bus and the Electric Railway,” and “Motor Bus 
Development on the West Coast.” 


AUTOMOBILE FREIGHT TONNAGE 


At the monthly meeting of traffic managers, members of 
the National Automobile Chamber of Commerce, last week, 
J. S. Marvin, chairman of the conference, announced total auto- 
motive freight shipped on the railroads in 1926 as 3,280,000 car- 
loads. Of this total, 889,778 carloads consisted of motor vehicles 
and parts. In addition, the following were estimated as the 
principal commodity shipments directly traceable to the manu- 
facture and use of automobiles: 


Gasoline, 910,000 carloads; tires, 55,000 carloads; lubricating oil, 
37,200 carloads; iron and steel, 120,000 carloads; coal, 84,400 carloads; 
crude petroleum, 70,450 carloads: lumber, 50, 000 carloads; crude 
rubber, 15,600 carloads; asphalt for roads, 43,500 carloads; cement for 
highways ‘and bridges, 164,600 carloads; gravel, sand, etc., for roads, 
773,000 carloads; miscellaneous, such as non- ferrous metals, upholstery 
materials, paints, plate glass, 66,472 carloads. 


In addition to rail shipping, 1,066,819 machines were driven 
overland from factories to dealers and 110,770 were shipped by 
boat. 


The foregoing figures do not include all automotive freight, 
as much of it is not classified and cannot be estimated. There 
is the material for building garages, factories, sales rooms, 
service stations, road building machinery and an immense 
amount of less than carload freight and express shipments of 
accessories and parts. 


“The extent of railroad participation in the operations of 
the automobile industry,” said Mr. Marvin, “is impossible of 
exact determination. It reaches back into the shipping of ores, 
forest products, raw materials, semi-finished parts and accesso- 
ries, express matter and passenger travel of great volume. 
About 10 per cent of the country’s employes is engaged in the 
industry and, therefore, probably accounts for about the same 
percentage of railroad traffic for purposes of food, clothing and 
shelter.” 


BID FOR BUS LINE BUSINESS 


With a view to finding out whether it can win back some 
of the short-haul passenger business that has gone to the bus 
lines, the Southern Pacific has published greatly reduced pas- 
senger fares between points in Louisiana and between points in 
Louisiana on the one hand and Texas points on the other, ef- 
fective between May 15 and November 15. In addition it has 
published the usual summer tourist fare basis, that is, 90 per 
cent of double the one-way fare. That feature of its passenger 
fare doings, however, attracts no attention. The other fares 
do attract attention because J. T. Monroe, the general passenger 
agent of the Southern Pacific lines in the affected territory, in 
announcing the new fares, avowed the end the company had in 
view. 


The exceptionally low rates are limited between points, the 
fare between which, one-way, is $7 or less, with exceptions, as 
for instance between Lake Charles and New Orleans, La. 


Three bases have been established for the short-haul fares. 
The first provides for a round-trip, with limits from two to four 
days, for one and one-half times the one-way fare. The second, 
with a limit of two days, is for a round-trip fare equal to one 
and a third of the one-way fare. The third basis, with a ticket 
limited to the day of sale, is one and a tenth times the one-way 
fare. An exception is made as to each basis for the fare from 
Lake Charles to New Orleans. On the first mentioned basis, 
the fare is to be $12.74 for the round trip. On the second basis, 
the fare is to be $11.32, and the third basis, $9.34. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period May 
1-7, inclusive, was 245,113, as compared with 259,736 cars in 
the preceding period, according to the car service division of 
the American Railway Association. The average daily short- 
age was 8 box and 4 gondola cars. The surplus was made up 
as follows: 


Box, 105,688; ventilated box, 1,992; auto and furniture, 13,590; 
total box, 121,270; flat, 5,276; gondola, 53,860; hopper, 28,535; total 
coal, 82,395; coke, 797; S. D. stock, 17,514; D. D. stock, 4,201; re- 
frigerator, 12,504; tank, 212; miscellaneous, 944; total, 245,113. 


Canadian roads reported a surplus of 22,805 cars, made up 
of 21,000 box, 500 S. D. stock, 850 refrigerator, and 455 miscel- 
laneous cars. 
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Favorable 
Rates~ ~ 


IN THE building of the rate struc- 
ture for freights coming to New 
Orleans and going from New Or- 
leans, these rates have been in- 
fluenced to a certain extent by the 
great Mississippi River. Water 


competition has often determined 
the basis for rates. Because New Orleans 
is a great port with one hundred steam- 
ship lines with regular sailings, because 
10 trunk railroads have their termini here, 
New Orleans is a transportation center. 
Because it is a great transportation center, 
it might be considered a great transporta- 
tion ‘‘market."’ In other words, rates tend 
here to seek their lowest levels. 


New Orleans—the second port of the 
Union—with its great system of public 
wharves, public belt railroad, and efficient 
machinery for handling, storing, and mov- 
ing quickly all kinds of commodities, offers 
to shippers unrivalled facilities for quick 
and efficient transportation. 


Write for information with respect to your 
particular business to Room 204 


NEW ORLEANS 


ASSOCIATION 
of COMMERCE 





Where production 





costs are lower. 










SPEED and ECONOMY 


when you ship 





The Port of —— Texas 


+ a 






IFTY miles closer by WATER 
4 to the vast markets of the 
2 Southwest— 


Served by SEVENTEEN RAIL- 
ROADS reaching every COMMON 
POINT in Texas and extending the 
HOUSTON RATE ADVANTAGE into 












Louisiana 
Oklahoma 
Arkansas 
New Mexico 
Arizona 
Colorado 





















The whole story is told most graphi- 
cally in 


“PORT HOUSTON” 


The official organ of the 
Port Commission. 


In Picture, Text and Tariff. 


THIS BOOK IS FREE 





xm RR 






Address 


The Director of the Port 
5th Floor Courthouse 


HOUSTON TEXAS 
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BARGE LINE REPORT 


A “profit” of $219,511.96 was the “net operating result” of 
operations in 1926 of the Inland Waterways Corporation, the 
government’s barge line agency, aecording to the annual report 
of Major General T. Q. Ashburn, executive of the corporation, 
to the Secretary of War. The report was made public May 18. 

After setting forth his views on the development of inland 
waterway transportation, the difficulties confronted before the 
inland waterway service was put under control of a government 
corporation, and the efforts of the service made in obtaining joint 
rail-and-barge rates, General Ashburn said that the creation of 
the corporation was a wise move was shown by the figures on 
the results of operation of the Mississippi-Warrior service. The 
table of figures and the general’s discussion of them follow: 


Net Operating 





Year Tonnage Total Revenue Result 

BE esaaramatenisanenistieeves 360,719 $1,082,406.05 $1,167,302.92* 
tidied Wiley aa: einie-nidweereidew en 672,111 2,256,967.78 776,156.95* 
SS alia sad: ot oroaatw.cch as ce UES 860,013 2,758,224.30 996,399.53* 
RA eee 979,772 2,846,485.74 955,359.91* 
REP Gh titbekke eins sssieede nae 1,071,848 3,503,751.59 532,610.42* 
SES Ra taleks eenad a mecte ce aaaee 1,142,219 4,010,096.43 34,519.39* 
EN, sailor Gasae dec Kava wave maceitewe 1,341,578 5,179,274.74 219,511.96¢ 





*Loss. tProfit. 


A complete reorganization of the service was affected in August, 
1924. The average loss per year up to this time was $973,305 per 
annum, 

With four months’ operation undér the reorganization this loss 
dropped to $532,610.42. The first full year’s operation reduced this 
loss to $34,519.39, and tbe second full year saw the swing into the 
substantial profit of $219,511.96. Every expense connected with 
the operations is included in these figures. The present annual de- 
preciation amounts to about $348,000 per annum. 

The total expenses of operatirig the Washington office, including 
per diem and traveling expenses of the advisory board and general 
officers, amounted to but $37,038.26, so that the corporation actually 
received in cash from operations (including depreciation reserve) 
$544,059.51 in excess of the actual money cost of operations. With 
this, and money coming in from interest and part payment on out- 
standing notes, etc., the corporation built and paid for 10 new steel 
barges, capacity of 2,000 tons each. 

Those who are naturally, through their vocations, seeking to dis- 
credit this showing, at one proclaim loudly that this would not pay 
interest on the investment, or taxes, and proceed to charge against 
this demonstrating agency the original cost of making rivers navi- 
gable, their upkeep, and everything else of which they can think. 

It seems to me that this is a most illogical argument. To start 
with, Congress has created these navigable streams, made them toll 
free, in order to develop a cheap form of transportation. Whether 
or not this organization functions, the money has been spent, and will 
continue to be spent. I can not concede that the vessels plying upon 
these navigable streams should be taxed at all for such use—in fact, 
investigation has failed to develop any such vessel that is taxed. 
Even the New York State Canal, constructed by the people of New 
York alone, is forever toll free. 

The whole theory upon which Congress has proceeded for a hun- 
dred years was that these streams, being made navigable by taxation 
of all the people, should be free to be operated upon by any and all 
of our people, and an effort to raise the freight rates by taxing the 
facilities that are put upon these streams defeats the very object 
sought by Congress—cheap transportation. When Congress found that 
private enterprise could not bring back water transportation, when it 
found that the government itself must create conditions necessary 
for the successful operations of a great common carrier which would 
prove that coordinated rail and water transportation could give 
cheaper than all-rail rates and furnish each a living revenue, and 
when the instrument created by Congress for such purpose did 
promise to function successfully and at a profiv, then, and not till 
then, did the cry arise that even if the corporation did accomplish 
all that it claimed to do, it did not make enough to pay taxes and 
interest; that if it had to consider all the charges a railroad would 
have, it would not be able to exist without continuing appropriations. 
The fact that it did exist for three years without additional appro- 
priation other than the original one necessary to allow it a fair 
start, that its appreciated value under these conditions is three times 
what its peace-time value was at the close of the war, plus total 
appropriations up to December 31, 1926; that, in addition to the 
increase of its intrinsic value, it is accomplishing through cheaper 
freight rates millions of dollars of saving to the public, means noth- 
ing to those who lose sight of the fact that the waterways are public 
utilities, open to all the public without cost, while railroads are 
quasipublic institutions conducted for gain alone. 

The quarrel of such critics in regard to the organization not pay- 
ing taxes is a quarrel with the policy of the United States, not a 
quarrel with the government agency itself, which operates under 
precisely similar conditions as a private institution. 

hat is meant by interest on the investment? If it is 6 per cent 
on the present-day value of approximately $15,000,000, a sum amount- 
yt to _ annually, the question is, to whom and how must 
t be paid? 


The average saving per ton for 1926, in accordance with figures 
furnished by the comptroller of the corporation, was $1.75 per ton 
on the Mississippi, a direct saving to the shipper of 1,044,649 by 
$1.75, a total of $1,828,135; and on the Warrior a total of 296,929 by 
75 cents, a total of $222,696. The aggregate direct saving to the 
shippers alone thus amounts to $2,050,831. 

This saving alone more than pays the interest and is but the start 
of the cycle of saving to consumers thus inaugurated. For example, 
it is the cheap rate on bauxite upstream, shipped from the British 
Guianas, that enables the great aluminum plant at East St. Louis 
to compete with Norway, Sweden, and Baltimore in the manufacture 
of aluminum ware, and to furnish such ware to every household 
throughout the great Mississippi Valley at a considerable saving over 
what such ware would cost were it shipped in from Norway, Sweden, 
or Baltimore. 

At a recent conference in St. Louis with leading grain dealers from 
the Twin Cities of Minnesota, Omaha, Kansas City, St. Louis, and 
New Orleans, it was agreed by them, without question, that the rate 
of 2 mills a ton-mile set by the barge line for the transportation of 
export grain, or 6% cents a bushel less than the all-rail rate from 
Kansas City or Omaha to New Orleans, resulted not only in the 
farmer whose grain was shipped by the barge line receiving from 
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2% to 3 cents per bushel more for his grain but that the transporta- 
tion price so set by this governmental transportation agency was re- 
flected in a correspondingly increased price to the farmer on all of 
the 300,000,000 bushels of grain exported last year from the middle 
west, so that the farmers received at least $5,500,000 more in money 
for their grain than they otherwise would have received. 

The water savings on transportation of manganese ore and sulphur 
for the manufacture of steel and the water rates on the delivery of 
this steel forces such a keen competition amongst steel manufac. 
turers that the ultimate consumer profits to an extent of which he 
little dreanis. 

Thousands of tons of sugar are transoprted by water, enabling this 
sugar to be marketed more cheaply, encouraging its manufacture, and 
its cheaper sale to the ultimate consumer. 

There is scarcely any limit to the value to the general public of 
this coordinated rail-water transportation. It is so much greater than 
generally understood that a typical example of its actual value will 
be instructive. 

In May, 1926, there had been collected in San Francisco a vast 
quantity of gunny sacking, burlap, and other material of discarded 
packing from bananas, pineapples, and other sources. It had no 
value in San Francisco, but it did have a very definite value to the 
manufacturer of cotton bagging, in which the bales of cotton are 
compressed. This shipload of refuse was delivered by water to the 
Warrior service at Mobile, and by the Warrior service to Birming- 
ham, at a rate enabling the manufacturer of cotton bagging at that 
point to furnish work for his employes in its conversion. 

It was converted into cotton bagging and sold throughout the 
cotton-growing states at a considerably less price than it had been 
furnished to the consumer before. 

Cotton ties (the steel tape holding the bale) are manufactured 
from billets of steel. A little later than May, 1926, the manufactur- 
ers of cotton ties at Birmingham, Ala., were unable to get steel 
billets in the United States for their purposes as cheaply as necessary 
to make their operations successful. They therefore bought thou- 
sands of tons of steel billets in Belgium, shipped them by water to 
Mobile, up the Warrior River to Birmingham, where they Kept the 
manufacture of cotton ties going, and these manufacturers distrib- 
uted their cotton ties to all the cotton growing states cheaper than 
otherwise would have been possible. In each of these particular 
cases the farmer received a direct and substantial benefit, and when 
cotton dropped so sharply in the latter part of the year, he was still 
able to market his cotton at a reduced price with some small profit, 
the great cotton exporting firms were able, through cheap water 
transportation, to absorb some of the reduced price they themselves 
received for their cotton, and through this combination hundreds of 
thousands of bales of cotton reached the markets of the world that 
would otherwise have perhaps remained unpicked in the fields. 

In the light of the foregoing examples, which are not isolated cases, 
can any one reasonably contend that because this corporation does 
not pay $900,000 annually into the treasury it is not paying interest 
on its investment? The stockholders of this corporation number 
approximately 120,000,000. If the $900,000 were deposited in the 
treasury, and -each of its stockholders received his proporionate 
share, it would be less than 1 cent per annum. 

It seems to me that the question resolves itself into this: Do the 
stockholders want a 1 cent per annum dividend or do they want what 
they paid hundreds of millions of dollars to get, cheap transporta- 
tion; a form of transportation which will aid in the development and 
marketing of their resources, lead to the establishment of manufac- 
tories, and build up those portions of our country that now are striv- 
ing for their place in the sun of our general prosperity? 


There can be no question that the latter is the desire of the public, 
and to accomplish this end this corporation, under your policy and 
guidance, has proceeded to build up a great common carrier of 
national importance which, in the not distant future, may, at the 
will of Congress, be transferred to private enterprise. 


General Ashburn referred to the proceedings pending before 
the Commission with reference to proposed rail and barge rates 
in connection with the upper Mississippi service. 


“When this case will be setttled cannot be definitely stated,” 
said he, “but until such time as it has been definitely settled, 
the upper Mississippi division is going to be compelled to de- 
pend upon freight originating at a port on the river and des- 
tined to a port on the river. It cannot hope to establish the 
condition of ‘balanced freight’ referred to as an essential to 
successful operation, nor can it distribute its benefits to the 
interior points desired until cooperation with the rail lines is 
established.” 


In a discussion of “all-water rates,” General Ashburn said: 


The barge line is free to set its purely port-to-port rates with- 
out reference to the Interstate Commerce Commission. 

Water rates, like all other transportation charges, are in the ori8- 
inal instance made to secure as high revenues as the traffic will stand 
and develop. From this basis of fully remunerative rates reductions 
are made as the carrier is compelled to yield in first one direction and 
then another to various forms of competition. : 

One of the most pervasive regulators of the present barge line 
water rates is the force of rail competition. The railroad adminis- 
tration poushly approximated the relative value of the slower and 
less frequent barge service at 80 per cent of the cost of contempo- 
raneous rail service between competitive points. We get this wher- 
ever we can. Our general basis of class rates has been published and 
is presently held at this relative formula. 

The forces of port competition, particularly the cost of transport- 
ing grain from the Missouri River through Chicago and the Great 
Lake and Montreal to the United Kingdom and the continent of 
Europe soon became the apparent measure of competition for the 
exportable surplus of wheat from the Missouri River and beyond, 
which finds its way to the Missouri River storage markets of Kansas 
City, St. Joseph, Omaha, and Council Bluffs. This caused a recession 
to about 60 per cent of the all-rail rate between St. Louis and 
New Orleans, with a special form of contract under which the barge 
line, like the lake lines, refuses to be responsible for variations In 
elevator weights, and stipulates that it will handle this commodity 
not on any regular schedule but at its convenience. 

The attraction of bauxite ore involved the measurement of another 
form of competition. In that case the ore had to be hauled from 
New Orleans to East St. Louis at approximately the cost of hauling 
coal from the West Virginia fields to Baltimore, otherwise this ore 
from the Guianas would have been brought to Baltimore and smelted 
there. The driginal rail rate before the introduction of the barge line 
was $6 per ton. This meant nothing, because there had never been 
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Teaming — Motor Trucking — Carload Distribution eccnsiiiian tivannetitien 


Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 















ST. JOSEPH, MISSOURI 





GEOGRAPHICALLY and Balboa, Cristobal (Panama) and Buenaventura. 
LOCATED TO RENDER Trans-Shipment at Panama for South America and European Ports 
DISTRIBUTORS =e Bldg., Chi Mil. 2 Pine Street, San Francisco, Cal. 
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BALTIMORE, MD. 
GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 


MUSKOGEE, OKLAHOMA 


2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE C0. 
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MERCANTILE WAREHOUSING AND DISTRIBUTING 


DENVER, COLORADO 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 
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CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 

















MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouse Lecated in Heart of Railread District and Jebbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in Los Angeles, Port of Los 
Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 









IN THE CHICAGO SWITCHING DISTRICT 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 


We can serve you in some capacity in Les Angeles or San Francisco 
and would suggest that you complete your file by requesting 
e rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 






GENERAL MERCHANDISE, FURNITURE and COLD STORAGE 
Quick Service, Efficient Handling, Low Rates. Send us your Merchandise 
THE GREAT LAKES WAREHOUSE CORP., Hammend, Ind. 
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any movement by either rail or any other agency. Our rate on this 
commodity is $3 per gross ton, or about $2.67 per net ton. There is no 
significance to the relation this rate bears to the present rail rate, for 
there is no movement by rail, except in the emergency of the barge 
line’s inability to handle the full importation. Besides, whatever is 
published by rail from New Orleans to the plant of the Aluminum 
Ore Co. at East St. Louis is an all-inclusive rate, while the Aluminum 
Ore Co. must undertake, at its own expense in connection with the 
water movement, the unloading of the barges and the cost of rajl 
service from the dock to their plant, in addition to the cost of main- 
taining their own, or hiring other people’s cars. 

In the case of the aluminum concentrates moving southbound, an- 
other form of competition prevails—that of measuring the cost of rail 
shipment to Baltimore plus charters from there to Norway, against 
the cost of water shipment to New Orleans in conjunction with higher 
charter rates from the Gulf to Norway. 

On the Pacific-coast business there are two elements of competi- 
tion to be considered: First, the cost of rail service from St. Louis; sec- 
ond, the cost of water service from New York to the Pacific coast, for 
industries at St. Louis must lay their products down at the Pacific 
coast at substantially the same cost as their competitors face in deliv- 
ering their products from plants at or near the eastern seaboard to 
the same distributors on the west coast. 

In making rates with water lines from the eastern seaboard to 
Memphis and other interior points, we must not only measure the 
force of rail competition but also that of differential sea-and-rail 
routes from the North Atlantic through such South Atlantic ports as 
Charleston, Savannah, Brunswick, etc. 

The rate for the transportation of export rail on the Warrior is 
made as low as possible in order that the steel indust in the 
Birmingham district may compete, not only against such industries 
as the great steel plant at tidewater at Sparrows Point but may also 
meet as far as possible the competition of foreign steel. 

In the rates we have made for the delivery of steel from the 
Birmingham district and St. Louis, and cement from Demopolis to 
New Orleans Harbor for a large contract, we have had to measure 
the force not only of foreign cement but the cement about to be 
manufactured at New Orleans. These rates bear no fixed relation 
to all-rail cement rates. - 

In the movement of manganese ore inward on the Warrior we 
have charged full rail rates, because we could not move it at less and 
break even. The successive reductions made by the rail lines in their 
endeavor to secure this tonnage has been mentioned heretofore. 

In measuring these competitive forces the first objective is to 
see that the rate is remunerative in and of itself, and to weigh care- 
fully each transaction to see that the tendency of each quotation 
is to suppert and not weaken our general water rate structure 
upon the basis of comparison. These are all transactions in which 
the traffic manager and his assistants bring to bear daily upon the 
changing situation the force of initiative, modified and controlled by 
experience. There is no other description of the process that can 
be given, as each transaction is essentially empirical. 

As we go farther north in the upper river we will meet constantly 
a new form of competition, namely, that of the Great Lakes. 

For eample, casein is an import of considerable importance in the 
Twin Cities. Our present barge-and-rail rate through St. Louis from 
New Orleans to Minneapolis is 67.5 cents. This represents the dif- 
ferential relation with the all-rail rate applying via the same gate- 
way. It is clearly not available, as the going rate via lake-and-rail 
from New York to Minneapolis is 60.5 cents, and there is a canal- 
lake-and-rail rate of 54.5 cents. 

This is a matter which directly involves policy. In my judgment 
the success of our efforts to draw traffic to the line north and south 
through the Mississippi Valley will be dependent upon the extent 
to which we meet the competition of the East and West using the 
Lakes. The head of navigation on the Lake system is Duluth; the 
head of navigation on the waterway system is the Twin Cities. The 
success of our operations will depend largely upon the extent to which 
we can put importers and exporters of the Northwest on a work- 
able parity with exporters and importers at Duluth. In the case of 
South American merchandise the point of competition with the port 
of New Orleans is the port of New York. In our judgment the 
determining route is the rail-and-lake line. It may later develop 
that on some commodities the canal-and-lake route to Duluth de- 
termines the measure of competition. It seems to Mme, however, that 
we can afford to predicate original calculations on the basis of the 
lake-and-rai] rate until such time as competition forces us to fall 
back to the lower all-water basis from the East. 

A fair rate on the casein which has been discussed, would be 51.5 
cents all-water, to meet canal-lake-and-rail rate from New York to 
the Twin Cities. We would have one transfer only, against two 
by the other route. 

I can summarize briefly that in my judgment our interest will be 
one of development of the North and Northwest in its relation with 
the outside world. In order to do this I believe it to be not only 
good policy but a matter of necessity that we should give this terri- 
tory the same means of ingress and egress at the head of navigation 
on the Mississippi River as Duluth has upon the Great Lakes. 

Whatever domestic import and export rates measure the cost of 
commodities laid down in Duluth by rail-and-lake from and to the 
East, will probably be our basis for handling commodities of firms 
of this territory to and from the port of New Orleans. 


In the case of grain and grain products for export, undoubtedly 
some modification of this will be necessary because of the greater 
ocean cost which generally prevails for getting grain by sea from 
Gulf ports to the United Kindom and Continent of Europe than is 
customarily available for ocean service from the North Atlantic. 

The justification for all this is the rule upon which all trans- 
portation proceeds, namely, the securing of what the traffic will bear 
and develop. 

Considerable agitation occurs from time to time over whether or 
not all-water rates should be controlled by the Interstate Commerce 
Commission. The foregoing should explain why this would probably be 
unwise. Suppose that the Interstate Commerce Commission did 
have the control over all-water routes, and did set a rate at which 
American facilities had to carry water-borne freight. They could not 
control foreign facilities, and the result would be that such foreign 
facilities, through cheaper rates than those authorized by the Inter- 
state Commerce Commission (whose decision could control only water- 
borne freight within the limits of its jurisdiction) would get all the 
export trade. For example, it would be impossible for us to adopt 
and carry into effect the policy above enunciated, that ‘‘whatever 
domestic import and export rates measure the cost of commodities 
laid down in Duluth by rail and lake from and to the East, will 
probably be our basis for handling commodities of firms of the 
North and Northwest to and from the port of New Orleans.” 

Today there is competition between American and foreign facil- 
ities for this trade through the Lakes, reflected in additional water 
competition south from the Twin Cities and Chicago. 

nder regulation by the Interstate Commerce Commission of 
American-owned water facilities, there could only be competition 
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between American-lake facilities and American-river facilities, and 
foreign facilities would capture the whole movement. 

he vital importance of coordinated rail-and-water transporta- 
tion, its vast public benefit, are becoming thoroughly understood by 
the American people and in this understanding this corporation, under 
your personal guidance, has been a controlling factor. 


As of December 31, 1926, the report showed that the total 
investment of the corporation and its subsidiaries was $14,018, 
914.03, as compared with $11,548,278.59 at the end of 1925. The 
net value of real property and equipment at the end of 1926 was 
listed as $12,762,877.87. 

A consolidated statement of profit and loss for the calendar 
year 1926 showed the Mississippi division credited with a net 
income of $519,411.57, and the Warrior division with a net loss 
of $299,899.61. 





APRIL BARGE LINE TONNAGE 


The Mississippi barge line transported 122,000 tons of freight 
in April between St. Louis and New Orleans, according to a re- 
port of Major General T. Q. Ashburn, executive of the Inland 
Waterways Corporation, to the Secretary of War. Seventy thou- 
sand tons were northbound and 52,000 tons were southbound. 
The report stated that this broke all previous monthly records 
for tonnage on the Mississippi division of the service, and was 
considered a remarkable achievement, considering the unusual 
high stage of the river. The high water not only retarded the 
movement of up-stream tows, but seriously interfered with 
terminal operations at all points from Cairo to New Orleans, 
according to the report. In addition to moving this volume of 
freight, equal to over 3,000 carloads of 40 tons each, the report 
said, the corporation diverted two towboats and several barges 
of the Mississippi division fleet to transportation of flood suf- 
ferers in the latter part of April. 


UPPER MISSISSIPPI SERVICE 


Contracts were awarded this week by the Inland Water- 
ways Corporation for 25 barges, at a cost of approximately 
$20,500 each, for use on the upper Mississippi River between 
Minneapolis and St. Louis. The contracts provide for con- 
struction of 20 additional barges when the corporation orders 
them. Fifteen barges and three towboats have been built or 
are in the process of construction. The program calls ulti- 
mately for a fleet of 60 barges. Bids have been asked for an 
additional towboat. 

Barge line service on the upper Mississippi will be begun 
about August 1 if present plans are carried out. 

The Midland Boat Company, of Midland, Pa., was awarded 
a contract to build 15 of the new barges. The American Bridge 
Company, of Pittsburgh, Pa., obtained a contract for 10 barges. 
The barges are to be delivered in the fall of this year. 


VOLUME OF TRAFFIC 


The volume of freight traffic handled by Class I railroads 
in March was the greatest ever offered to them in any March 
on record, according to reports filed by the carriers with the 
Bureau of Railway Economics, which says: 


Freight traffic for that month amounted to 41,816,180,000 net ton 
miles which exceeded by 2,218,535,000 net ton miles or 5.6 per cent 
the best previous record for any March, which was established in 
1923. It also exceeded by 3,147,280 net ton miles or 8.1 per cent 
that for March, 1926. 

In the eastern district, an increase of 8.2 per cent in the volume 
of freight handled was reported compared with the same month last 
year, while the southern district reported an increase of 1.6 per 
cent. The western district showed an increase of 11.1 per cent. 

Freight traffic for the first three months this year amounted to 
118,293,890,000 net ton miles, the greatest ever reported for that period 
in the history of the railroads. This was an increase of 6,544,591,000 
net ton miles or 5.9 per cent over the best previous record established 
during the corresponding period in 1926. It also was an increase of 
12,366,501,000 net ton miles or 11.7 per cent over the corresponding 
period in 1925. 

Railroads in the eastern district reported an increase of 6.8 per 
cent in the amount of freight handled by the railroads in the first 
quarter compared with the corresponding period the year before, 
but the southern district reported a decrease of nine-tenths of one 
per cent. In the western district; an increase of 7.5 per cent was 
reported. 

Class I railroads are handling the heavy freight movement now 
being offered to them with the greatest speed ever reported for this 
season of the year. 

The average daily movement per car in March was 30.9 miles 
per day, the highest average for that month ever attained since the 
compilation of these reports started in 1917. 

The daily average for March was an increase of 1.7 miles above 
that for March last year and an increase of 4.5 miles above the 
average for March, 1925. 

In computing the average movement per day, account is taken 
of all freight cars in service, including cars in transit, cars in process 
of being loaded and unloaded, cars undergoing or awaiting repairs 
— also cars on side tracks for which no load is immediately avail- 
able. 

Reports filed by the railroads with the Bureau of Railway Eco- 
nomics also show that freight cars are being loaded more nearly to 
capacity now than at this season in the three previous years, although 
the average load per car is not as great as in the years prior to 
that time. The average load per car in March, according to these 
reports, was 27.4 tons, an increase of one ton compared with the 
average for March, 1926, and an increase of 1.3 tons compared with 
March, 1925. It also was an increase of eight-tenths of one ton above 
bm an March, 1924, but was a decrease compared with 1920, 1922 
an ‘ 
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FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We speci in the DISTRIBUTION of 
local and pool car shipments. rate 15c. Negotiable Warehouse 


Receipts Issued. The Weicker Transfer & Storage Company 







YOUR SPOT STOCK 
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and Courtesy 
MEMBER A. W. A. 


MERCANTILE STORAGE & WAREHOUSE CO. 
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east. Each yond 
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quarters with ample 
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tourist. Truly the 
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tions in the south. Reasonable rates-—-Best of service 


Dispensers of 
True Southern Hospitality 


Dinkler Hotels Co.. Inc. 


Carling L. Dinkler, Pres. 
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Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO,, Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 








HOTEL COSMOPOLITAN 
DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 


The Largest and Finest Hotel in the State 


The Leading Hotel of Denver” 


ROY’S COSMOPOLITAN ORCHESTRA 
EVERY EVENING 


CALVIN H. MORSE, Manager C. S. PRYOR, Ass’t Manager 





United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 


Kingston Cartagena 
Port Antonio Puerto Colombia 


Jamaica Outports Santa Marta 










OSTA RICA 
CANAL ZONE Port Limon 
Cristobal ALSO 
—_ eo beteah wa 






Bocas del Toro 


Through Bills of Lading issued via Cristobal to West Coast Port 
of South America, Central America and Mexico 


For rates and other information, address 
17 Battery Place... ............ New York, N. Y. 


Spanish Honduras 









321 St. Charles Street........... New Orleans, La. 
en ar Boston, Mass. 
Marquette Building.................. Chicago, III. 
Huff Shipping Company...... San Francisco, Cal. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law | 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions yy ae practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. d . 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that Soesves a ’ too complex for the kind of investigation 
herein contemplated. 

Radvens Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


? 


Delay—Liability of Carrier 


New York.—Question: I have read wita interest in The 
Traffic World of April 9, page 970, bottom of the first column, 
your answer to “Indiana.” 

I am quite sure, in answering this question, you have not 
overlooked the fact that the shipments were probably made 
over a year and, perhaps, two years ago; that claims were en- 
tered for the shortages and that the carriers had acknowledged 
the justice of the claims and had paid them; that, now, one 
or two years later, the delivering carrier has found the lost 
shipments and has asked these parties in Indiana to refund the 
amounts which have been paid to them in the adjustment of 
these claims. ° 

Now, while I entirely agree with you that, as a matter of 
equity, perhaps, these people would not be justified in retaining 
the full amount paid to them by the carrier, I would ask whether 
there have been any cases decided in court that would require 
the claimants to refund payments that have been accepted by 
them in good faith and were lawful payments at the time they 
were made. In this instance, it is evident that the delivering 
carrier has found the shipments one or two years after they 
were supposed to have been delivered, and if it is lawful for 
them to demand repayment then how long does that liability on 
their part last? 

Answer: As we stated in our answer to which you refer, 
delay in the delivery of goods, even though it is such as to 
render the carrier liable, does not constitute conversion, and 
the person entitled to the goods cannot on that‘account refuse 
to receive them and sue for the full value. 

The carrier’s liability is to compensate for the damage grow- 
ing out of the delay and not for loss, and the remedy of the 
party entitled to the goods is to sue for the damage he Has 
sustained by reason of the delay; the length of the delay does 
not in any way affect the operation of the rule. See Higgins 
vs. U. S. Express Co., 85 Atl. 450. 

The above rule applies where the shipper sues for injury 
resulting from unreasonable delay to his goods and likewise 
should, in our opinion, apply where the carrier has paid the 
shipper’s claim under the belief that the goods were lost. How- 
ever, in the latter case it seems reasonable to say that an action 
by a carrier for the recovery of the difference between the 
amount paid to the shipper and the amount of damages caused 
by the delay in the delivery of the goods, as distinguished from 
their full value, would be governed by the statute of limitation 
applicable to suits or recovery of money paid by mistake. See 
Leather Manufacturers’ Bank vs. Merchants’ Bank, 128 U. S. 26. 


Conversion—Liability of Carrier for Delivery on Unindorsed Bill 
of Lading 


Connecticut.—Question: An order notify shipment was for- 
warded by one of the lines operating through the Panama Canal 
to a Pacific coast port of the United States. The order notify 
bill of lading, through error, was not indorsed nor placed 
through the bank, but was sent directly to the customer with 
the invoice. 

The bill of lading was indorsed by the truckman to whom 
it had been given to pick up the shipment with the signature 
of the shipper and his name underneath it, and the material 
delivered to the party to be notified, who went into the re- 
ceiver’s hands almost immediately thereafter. 


What liability, if any, exists with the steamship company 
who delivered this shipment without the indorsement of the party 
to be notified? Also what liability is there against the repre- 
sentative of the truckman who, without authority, indorsed 
the order notify bill of lading with the name of the party to 
whose order it was forwarded? 

Answer: It has been held that where an order notify bill 
of lading contains a provision to the effect that the surrender of 
the original order bill of lading properly indorsed shall be re- 
quired before the delivery of the property, the shipper’s mistake 
in sending the original bill of lading instead of the memorandum 
bill direct to the order notify party unindorsed does not relieve 
the carrier from requiring it to be properly indorsed before 
delivery of the shipment to the order notify party. See Key- 
stone Grape Co. vs. Hustis, 122 N. E. 269 (Mass.); Voghel vs. 
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N. Y. N. H. & H. R. R. Co,, 103 N. E. 286; First National Ban; 
vs. Oregon-Washington Railroad and Navigation Co., 136 Pac 
792; and Judson vs. M. & St. L., 154 N. W. 506. 

We presume that the order notify bill of lading Covering 
the shipment in question contained such a provision. If 80, 
under the decisions cited above, the steamship company is liable 
in conversion in not requiring the surrender of the order notify 
bill of lading properly indorsed, it being our opinion that the 
fact that the truckman’s name appeared under the indorsement 
of the shipper should have put the carrier on notice that the 
bill of lading had not been properly indorsed by the shipper, 


It is also our opinion that the truckman is liable in conve. 
sion, conversion being any distinct act of dominion wrongfully 
exerted over another’s personal property in denial of or inconsigt. 
ent with his rights therein, such as the tortious taking of another’ 
chattels, or any wrongful exercise or assumption of authority, 
personally or by procurement, over another’s goods, depriving 
him of the possession, permanently or for an indefinite time 
The act must be essentially tortious, but it is not essential to 
conversion sufficient to support the action of trover that the 
defendant should have the complete manucaption of the prop. 
erty, or that he apply the property to his own use, if he has 
exercised dominion over it in exclusion of, in defiance of, or in. 
consistent with the owner’s rights. 

Furthermore, one who aids and abets another in keeping 
property from its rightful owner is guilty of conversion, and 
the fact that he acted as agent for another is no excuse. Scott 
vs. Perkins, 48 Amer. Decisions 470; Mohr vs. Langan, 63 S. W, 
409; Kimball vs. Billings, 92 American Decisions 581. 


Liability of Carrier by Water as Warehouseman 
Massachusetts.—Question: Will you please give me your 
interpretation of the words, “In the custody of the carrier by 
water as warehouseman,” which are used in the following para- 
graph of the attached circular: 


The above liability for marine perils is, however, assumed only 
while the carrier by water has the custody of the goods as carrier, 
and no such liability is in effect while the goods are in the custody 
of the carrier by water as warehouseman. 


What we have particular reference to is through shipments 
from Wyoming points to Boston moving over the lakes. 

It is my understanding that the water carrier never enters 
upon its duty as a warehouseman'on a shipment moving rail, 
water and rail. 

Answer: Paragraph (b) of section 1 of the Uniform Bill 
of Lading Contract Terms and Conditions provides that, except 
in case of negligence of the carrier or party in possession (and 
the burden to prove freedom from such negligence shall be on 
the carrier or party in possession), the carrier or party in 
possession shall not be liable for loss, damage, or delay occurring 
while the property is stopped and held in transit upon the re 
quest of the shipper, owner, or party entitled to make such 
request, or resulting from a defect or vice in the property, or 
for country damage to cotton, or from riots or strikes. 

In Western Transit Co. vs. Leslie & Company, 242 U. S. 448, 
the Supreme Court had before it the question of the liability 
of a carrier by water for the loss of a portion of a shipment 
which apparently was in possession of the carrier by water as 4 
warehouseman. In this case the Supreme Court said: 


The release valuation clause in an interstate bill of lading when 
based upon a difference in freight rates is valid. Adams Express 
Co. vs Crominger, 226 U. S. 491, 509. The limitation of liability by 
means of such valuation contained in the bill of lading continues, 
although the service of carrying has been completed and the goods 
are held by the carrier strictly as warehouseman. Cleveland, C. C. 
& St. L. Ry. vs. Dettlebach, 239 U. S. 588. The provisions of the 
bill of lading govern even where the goods are allowed to remail 
in the carrier’s warehouse ~—- giving receipt therefor and payment 
of freight. The carrier and t shipper can make no alteration of 
the terms upon which goods are held under a tariff, until there has 
been an actual delivery of the goods to the consignee. Southern Ry. 
Co. vs. Prescott, 240 U. S. 632. 


It seems apparent that under transit provisions a carrier 
by water may act in the capacity of a warehouseman. 
Routing and Misrouting—Rate in Transit Memorandum Attached 
to Bill of Lading 


Minnesota—Question: In the Fall of 1922 we shipped a car 
In July 1923 Car 
riers refunded on a large overcharge claim, account of through 
rate not being protected. Recently carriers developed through 
rate protected in refund was not applicable, and are now asking 
for return of their refund. In billing shipment from transit st 
tion, through route was shown thereon, but the through rate was 
not inserted on bill of lading. However, the original lading cat 
ried a notation as follows: “Storage in transit arrangements 
provided for on the enclosed statement filed with the Wester 
Weighing & Inspection Bureau, Minneapolis, Minn.,” and tral 
sit memorandum attached to lading carried inbound rate paid 
and balance of thru rate claimed. 

Please advise if transit memo can be considered as part of 
bill of lading contract, and through rate be protected under |. 
C. C. Conference Ruling No. 474 paragraph C of Leland’s 22 

Answer: In our opinion, unless some reference was made 
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In the Heart of New York State 


ac f| Broad Street Warehouse Corp'n 
t the 700 Broad Street 


Midway between New York and Buffalo on 
Main Line New York Central Lines. Also 
connections with New York Barge Canal, West 
Sie B. , iee ae eee ©. 


stully Rome, Watertown and Ogdensburg R.R., New 
nsist. York, Ontario and Western R. R. and 
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ority, R.R. Daily Trolley Freight Service 
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GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 
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Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B.R. & P. Warehouse, Inc., ®°s?<s'*" 
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TRANSMARINE LINES 


Intercoastal Service 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 


From PORT NEWARK, N. J. (New York Harbor) 


GULF-INTERCOASTAL SERVICE 
TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 
From From From 
Houston Mobile New Orleans 
SUJERSEYCO June 3 June 8 


June 13 June 18 
SUSPEARCO -_ 23 June 28 





COASTWISE GULF SERVICE 
From Port Newark, N. J., to Houston, Texas 
Serving Texas and the Southwest 
Sailings age Seay 00 ang 10 days 


TRANSMARINE LINES 


Port Newark Terminal 5 deinen St., ‘New York City 


Telephone Mulberry 4300 Telephone Rector 0020 


Agencies: Beaumont, Buffalo, Chicago, Los Angeles, Mobile, 
New Orleans, Pensacola, Pittsburgh, San Francisco. 























2 | Ship by Water 


' “DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los hag lin: San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 


Coast Ports, Hawaii and the Far East 
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in the bill of lading to the transit memorandum, the provisions of 
the latter may not be considered a part of the bill of lading con- 
tract so as to make the carrier liable for misroute under the 
Commission’s Conference Ruling 474 (C.) We can locate no 
opinion of the Commission in point. 

Proof of Loss or Damage—Wagon Scale Weights of Consignee 

Missouri—Question: We are trying to ascertain if there 
has been any court decision on the following: 

A car of coal is loaded at a mine. It is weighed by the mine 
under supervision of the weighing association; the initial line 
accepts that weight and bills the car at that weight. The car 
reaches the consignee, and there is no evidence that there has 
been coal stolen or lost from the car. The consignee unloads 
the contents over wagon scales and claims a shortage of 5,500 
pounds less than point of origin weights. He files claim for the 
value of the coal based upon the wagon scale weights and makes 
affidavit that all of the coal was weighed, and that there was no 
loss between the car and the scale. 

The carrier contends that the wagon scale weights being 
made in numerous drafts does not represent a true weight and 
that chances for error were greater than by one weighing over 
track scales. 

Has there ever been any recognition given to weights over 
wagon scales vs. track scales, by any of the courts, and if so, 
what was their ruling? 

Answer: While the Commission has held that a carrier 
should not be required to accepts weights ascertained by ship- 
pers on their private scales (Providence Fruit and Produce Ex- 
change vs. D. G., 66 f. C. C. 300; S. C. Schenck vs. N. & W. Ry. 
Co., 29 I. C. C. 125,) it has where a carrier’s weights were ques- 
tioned, given consideration to weights found by a consignee on 
his scales at point of destination. Keystone Wood Co., vs. Penn- 
sylvania R. R. Co., 38 I. C. C. 622; S. C. Woolman & Co., vs. P. 
R. R. Co., 44 I. C. C. 580; Aetna Portland Cement Co., vs. D. G. 
H. & M. Ry. Co., 46 I. C. C. 407. We locate no decision of the 
courts in which the question of the probative value of the con- 
signee’s wagon scale weights as proof of loss of goods in transit 
was involved, but it is our opinion that such evidence would be 
considered in determining the liability of the carrier for loss of 
coal, the weight of such evidence depending upon the circum- 
stances surrounding the handling of the shipment. 
Freight Charges—Liability of Consignor—Beneficial 

Ownership—Meaning of 

Massachusetts—Question: Will you please obtain a legal 
interpretation of the phrase “beneficial title’ as shown in para- 
graph (2) of Section 3 of the Interstate Commerce Act? 

Answer: We can locate no authorities in which the term 
“beneficial title’ has been judicially defined. 

It seems apparent that as used in paragraph (2) of Section 
3 of the Interstate Commerce Act, this term when taken in con- 
nection with the term “beneficial owner,’ as used therein, has 
reference to the legal title to the goods which is vested in the 
owner of the goods, as distinguished from the interest which 
an agent or commission merchant may have in goods consigned 
to him for sale. See Edgerton vs. C. R. I. & P. (Ill.,) 88 N. E. 
808; Parker vs. Jacobs (S. C.,) 37 Amer. Rep. 724; Hill vs. Rail- 
road Co., 21 S. E. 337; Matheson vs. Railway, 69 8S. E. 437. 


Liability of Initial Carrier Under Cummins Amendment 


Maine—Question: Will you please advise us on the fol- 
lowing as soon as possible: 


On December 24, 1926, we shipped four cars of potatoes from 
one of our stations on the W. R. R. to A, Texas, and routed 
them as follows: W R. R.—xX R. R.—Y R. R.—Z S. S. Co. 

These cars were all delayed en route and arrived at destina- 
tion in damaged and decayed condition, resulting in considerable 
loss to us. However, claims have been filed with the originat- 
ing carrier, that is, the W R. R., although evidence seems to 
show that the entire delay occurred in the handling by the Z S. 
S. Co. 

Now we have learned through unconfirmed rumors that the 
ZS. S. Co., is in financial difficulties, having cancelled sailings, 
etc. We are therefore wondering what the status of our claims 
would be if this carrier ceased business and was unable to pay 
its claims, providing, of course, they were at fault in the above 
case. 

Would the originating carrier be legally liable for the full 
amount of our claim irrespective of whether they in turn could 
collect from the Z S. S. Co., or can the originating carrier tell 
us that although investigation discloses the Z S. S. Co., to be 
the negligent carrier, that they cannot pay our claim because 
they (the originating carrier) cannot in turn collect front the 
ZS. §S. Co.? 

Answer: In paragraph 1 (a) of section 1 of the interstate 
Commerce Act it is stated that the provisions of the Act apply 
to the transportation of passengers or property, partly by rail- 
road and partly by water, when both are used under a common 
control, management, or arrangement for a continuous carriage 
or shipment. As to what constitutes a common arrangement for 
a continuous carriage or shipment, see Levy vs. Old Dominion 
S. S. Co., 154 N. Y. S. 227, and Mutual Transit Co., vs. United 
States, 178 Fed. 664. 
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In the Levy case it was held that: 


Under interstate commerce act, Feb. 4, 1887, c. 104, sec. te Stat. 
379 as amended by act June 18, 1910, c. 309, 36 Stat. 544 co. Comp, 
St. 1913, sec. 8563), providing that the act shall apply to any pie. 
carrier engaged in the transportation of passengers or property 
wholly by. railroad, or partly by railroad and partly by water, when 
both are used under a common contract, management, or arrange- 
ment in interstate or foreign commerce, section 20 of the act, as 
amended by Act June 29, 1906, c. 3591, sec. 7, 34 Stat. 593 (U. 
Comp. St. 1913, sec. 3592), imposing on the initial carrier liability 
for damages to a shipment on the line of any carrier does not apply 
to a shipment by water and rail, where the steamship company by 
its bill of lading agreed to deliver to destination if on its line, other- 
wise to deliver to another carrier, and there was no evidence of any 
common arrangement between the steamship company and the raijl- 
road company, or even that there was a joint through rate. 


It seems apparent that the shipments in question moved 
under an arrangement for continuous carriage or shipment, and 
if so, the provisions of the Cummins Amendment, i. e., Section 
20 of the Interstate Commerce Act, govern the liability of the 
initial carrier. 

In Section 20 of the Act, paragraph 11 thereof, it is pro. 
vided: 


That any common carrier, railroad, or transportation. company 
subject to the provisions of this act receiving property for trans- 
portation from a point in one state or territory or the District of 
Columbia to a point in another state, territory, District of Columbia, 
or from any point in the United States to a point in an adjacent 
foreign country shall issue a recipt or bill of lading therefor, and 
shall be liable to the lawful holder thereof for any loss, damage, or 
injury to such property caused by it or by any common carrier, 
railroad, or transportation company to which such property may 
be delivered or over whose line or lines such property may pass within 
the United States or within an adjacent foreign country when trans- 
ported on a through bill of lading, and no contract, receipt, rule, 


regulation, or other limitation of any character whatsoever, shall 
exempt such common carrier, railroad, or transportation company 
from the liability hereby imposed. * * * That, if the loss, damage, 


or injury occurs while the property is in the custody of a carrier 
by water the liability of such carrier shall be determined by and 
under the laws and regulations applicable to transportation by water, 
and the liability of the initial carrier shall be the same as that of 
such carrier by water. 


The fact that the initial carrier cannot recover the amount 
paid to the shipper for its agent, the connecting line, because of 
the insolvency of the connecting line is not a proper basis fora 
declination of the claim by the initial carrier, the initial carrier 
being liable to the shipper regardless of its ability to recover 
from the connecting line. See Burd vs. San Antonio Southern 
Railway Co., 261 S. W. 1021, and Texas Mexican R. R. Co., vs. 
King (Tex.) 174 S. W. 336. 

Embargoes 

Missouri—Question: Due to circumstances created by pres- 
ent floods, the following subjects have been brought to our at- 
tention and we would appreciate you advising our relief, if any: 

Movement involved is switch movement entirely within City 
limits and also within switching limits. Due to flooded condi- 
tion of connecting carriers’ tracks resulting in inability to make 
use of same, originating carrier refuses to accept carload ship- 
ment from point of origin to ultimate destination which carried 
routing which would ordinarily have been designated under nor: 
mal conditions; carrier also rejected acceptance of any routing 
which shipper might designate other than that provided by car- 
rier, which was a circuitous movement, the charges therefor 
being three times that of the regular movement. In order to 
have car moved to avoid demurrage it was consigned to the “A 
Co., 8th and Mullen Sts., City K Line delivery,” and notation 
made on bill of lading as follows: 


It is understood that in event direct connection between (origin 
line) and connecting lines cannot be accomplished, and that circuitous 
routing is necessary in order to effect delivery required, and that 
by reason thereof additional charges accrue thereby, and that this 
company (consignor) will be held liable therefor, that same will be 
paid under protest. 


In the preliminary discussion with originating carrier we 
cited I. C. C. Conference Ruling No. 1922, but carrier stated that 
same was not applicable under the present circumstances. In 
quiry as to whether or not formal embargo order has been is: 
sued, carrier replied in the negative, stating that they had their 
General Agent issue their “Local restriction order No. 6” which 
governed, also advising that IF they had known where car was 
to have been consigned to when in process of loading, or before, 
that they would not have permitted car to be so loaded. How 
ever, no inquiry as to destination of car was made by carrier 
at time ordered. 

Question: Are the charges collected by carrier which cov 
ered circuitous movement legal? 

Answer: The movement in question, being entirely withil 
the city limits and not being connected with a line haul move 
ment to an interstate destination, is not one over which the It 
terstate Commerce Commission has jurisdiction. Zelnicker Sul 
ply Co., vs. D. G., 53 I. C. C. 700. Therefore, the rights and ob 
ligations of the shipper and carrier are determinable under the 
laws of the state in which the movement took place. 

So far as an interstate movement is concerned, see the 
opinion of the Commission Car Boiler Works Co., vs. D. G., 8 
I. C. C. 339; LaFayette Box Board and Paper Co., vs. D. & 
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59 I. C. C. 105; and Atlantic Refining Co. vs. D. G., 57 I. C. C. 
627, with respect to.notice to a shipper of embargoes by a Car- 
rier and the liability of the carrier where the shipper fails to 
advise the carrier as to the destination of the shipment before 
loading the car. Furthermore, so far as interstate traffic is con- 
cerned, the Commission has held that where because of conges- 
tion or other justifiable cause and consequent embargo, a route 
is not available, the carrier does not violate its duty if it re- 
fuses to accept the shipment until after the shipper agrees to a 
route that is available; that when confronted with such circum- 
stances the shipper has the option of accepting the cheapest 
available route, or of withholding shipment until the desired 
route becomes available. North Packing and Provision Company 
vs. D. G., 73 I. C. C. 749. 


Limitation of Liability—Act of God 


Missouri—Question: On shipper’s mill switch several cars 
(lumber) were loaded and ladings signed for by carrier. How- 
ever, before carrier could remove cars from switch tracks, dis- 
trict became inundated and carrier was unable to remove cars 
and still is unable to remove same. Being advised that cars 
were standing in eight feet of water and contents being of such 
variety as to result in total destruction thereof, upon whom 
does the loss stand? Shipments were purchased on both f. o. b. 
mill basis; also f. o. b. delivered basis—i. e., some cars on each 
basis. In all cases ladings and invoices were in possession of 
consignee. 

. What are the rights of consignor, consignee and carrier, 
respectively ? 

Answer: So far as the liability of the carrier is concerned, 
the general rule as to the common carrier’s liability with refer- 
ence to the goods in his possession as carrier, and regardless of 
any contractural exceptions, is that he is liable for all loss or 
destruction of, or injury to such goods, not occasioned by the act 
of God or of the public enemy. Strict as are the rules of the 
common law in imposing on a carrier liabilfty for goods lost 
in transportation, an act of God is a justification for failure to 
perform the contract of carriage and relieves the carrier of the 
liability for the loss of, or injury to, the goods concerned, unless 
the carrier has been guilty of negligence which brought the prop- 
erty in contact with the destructive force of the actus Dei or 
unnecessarily exposed it thereto. 

Where the carrier relies on one of the exceptions to his 
common-law liability, it must appear, in order to excuse him, 
that the exceptional cause, such as an act of God, or the like, 
was the immediate or proximate, and not the remote, cause of 
the loss. And while it must be true, as a general proposition, 
that, although the carrier is in some way negligent, if such neg- 
ligence does not contribute to the loss which is due to a ex- 
cepted cause, the carrier is not liable, it is very generally de- 
clared that, if the negligence of the carrier concurs with an act 
of God in producing a loss or injury, the carrier is not exempted 
from liability by showing that the immediate cause was the act 
of God, or some other excepted cause; or, as otherwise ex- 
pressed, the carrier is responsible where the loss is caused by an 
act of God or other excepted cause, if the carrier’s negligence, 
mingles with it as an active and cooperative cause. 


A flood of such extraordinary character that it could not 
have been forseen or provided against is an act of God, and the 
carrier is not responsible for loss of goods in his possession re- 
sulting therefrom. It has been held, however, that if the car- 
rier failed to act promptly on an alarm of impending danger by a 
rising flood to a carload of goods standing on a side track and 
failed to have the car moved to a place of safety before the flood 
reached such a height that it was impossible to move it, and the 
goods were consequently ruined, the company is liable for the 
loss. Baltimore R. Co., vs. Keedy (Md.,) 23 Atlantic 623; 
Pinkerton vs. Mo. Pac. R. Co., (Mo.) 93 S. W. 849; Manufacturing 
Co., vs. R. Co., (Vt.,) 102 Atlantic 44; Mistrot-Callahan Co., vs. 
R. Co., 209 S. W. 775. 

As to the rights and liabilities of the consignor and con- 
signee, the following rules govern: 

Where the provision is f. o. b. at point of shipment the 
title will pass, as a general rule, when the property is placed on 
the cars for shipment; on the other hand, where the provision 
is for delivery f. o. b. the point of destination the title is not, as 
a rule, considered to pass until the subject matter has reached 
such point, as the delivery to the carrier is not a delivery to the 
buyer; still, where the agreement as a whole shows clearly that 
the phrase f. o. b. point to destination was used merely to desig- 
nate the party by whom the freight was to be paid, rather than 
the place at which delivery and the passing of title were to be 
consummated, it will be so restricted, and the title held to pass 
at the point of shipment in accordance with the intent of the par- 
ties. 

The party in whom the title rests is the party upon whom 
the loss will fall in the event of loss or of injury to the goods 
while in the course of transportation from origin to destination. 


Limitations—Action for Amount Erroneously Refunded . as 
Overcharge 

Pennsylvania.—Question: Under date of December 27, 

1920, of Standard Middlings (Grain Products) was shipped from 
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Minneapolis, Minnesota to Gary, Indiana via the C. & N. W.—E. 
J. & E. Carriers assessed consignee at Gary local rate from 
Chicago, stating that there was no through rates to Gary and we 
contended that Gary took same rate as Chicago, giving them our 
authority for same and filed claim for this overcharge and col- 
lected same. Now, C. & N. W. has asked us to refund this 
gmount claiming that this amount was refunded to us in error. 
Just what is our. position on this matter just now? What is the 
time limit for collecting refunds both for the carriers and ship- 
pers? 

Answer: Paragraph 3 of Section 16 of the Interstate Com- 
merce Act provides that all actions at law by carriers subject to 
the Act for recovery of their charges, or any part thereof, shall 
be begun within three years from the time the cause of action 
accrues, and not after. This same section of the Act also pro- 
vides that for recovery of overchanges action at law shall be be- 
gun, or complaint filed with the Commission within three years 
from the time the cause of action accrues, the cause of action 
being deemed to accrue upon delivery or tender of delivery of 
the shipment. 

So far as the recovery of an amount erroneously refunded 
by a carrier as an overcharge is concerned, it has been held that 
such an action is not governed by the limitation period pre- 
scribed in paragraph 3 of section 16 of the Act, but that such 
an action is one for money had and received and subject to the 
limitation statutes of the several states. See Michigan Central 
vs. Partridge, 17 Federal (2d) 657. 

Limitation of Actions—Recovery of Overcharge 

Georgia—Question: We have recently had occasion to file 
a formal complaint for overcharge accruing on a shipment on 
which the freight charges were paid on March 10, 1924, but, 
apparently shipment arrived at destination on March 3, 1924, 
our complaint being dated March 7, 1927, and the Interstate 
Commerce Commission has returned same to us. 

Can you cite us to provisions as to whether or not this is 
correct or whether or not the date charges were paid should 
govern the statutory period? 

Answer: The limitation period of three years for the recov- 
ery of overcharges through an action at law, or complaint filed 
with the Commission, runs from the date of the delivery or 
tender of delivery of the shipment, and not from the date of the 
payment of the freight charges. 

Prior to February 28, 1920, under the decision of the 
Supreme Court of the United States in the Louisville Cement 
Co., case, 246 U. S. 638, the date of the payment of the over- 
charge fixed the time which the limitation period ran, but by 
statutory provision enacted February 28, 1920, the date of the 
delivery of the shipment fixes the time from which the limita- 
tion period begins to run. 


LUMBER SHIPMENTS 


The softwood lumber industry, according to reports received 
by the National Lumber Manufacturers’ Association, showed 
marked increase in shipments and new business—particularly 
heavy in new business—and a slight decrease in production 
for the week ended May 14, when compared with reports 
for the previous week. In comparison with reports for the 
same period a year ago, considerable decreases in production 
and new business were noted, with shipments about the same. 

The floods in the lower Mississippi Valley have seriously 
affected the major source of hardwood lumber in the United 
States. More than 200 mills have been closed, directly or in- 
directly, by the high water, and total production has been re- 
duced 75 per cent. Mills of the Hardwood Manufacturers’ In- 
stitute report production as 50 per cent of normal. The indi- 
cations are that it will be from three to six weeks before all 
the mills will be able to resume. The high waters have not 
seriously affected the softwood mills of the valley, so far as 
production is concerned, but have somewhat interfered with 
transportation. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of seven softwood. and two hard- 
wood, regional associations, for the three weeks indicated; 000s 
omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

> ee 291 (4) 353 148 295 14 
Production ....... 189,110 (4) 243,576 23,170 192,466 14,503 
Shipments ....... 202,729 (t) 234,583 20,937 190,071 20,596 
IEEE o,5:dbla vinteinneia 199 293 (¥) 256,462 22,942 180,271 24,107 





*Fewer west coast mills are reporting this year; to make allow- 
ance for this add 25,000,000 to production, 28,000,000 to shipments and 
29,000,000 to orders in comparing softwood with last year. 

tOn account of delay of reports from Hardwood Manufacturers’ 
Institute, and fewer reporting mills on the west coast than last year, 
customary cumulative figures are omitted. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for March, 
1927, shows 20,888 cars held overtime—a percentage of 08.35— 
as against 20,137—a percentage of 08.09—for March, 1926. 
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New Zealand and Datch East Indies for trans- 
shipment at San Francisco. 
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Personal Notes 





C. N. Alexander has been appointed traveling freight agent, 
Mississippi Central and the Louisiana and Arkansas at Bit- 
mingham. 

Joseph W. Jordon, traffic manager, Spiegel, May, Stern Com- 
pany, Chicago, died April 19. He was a native of Streator, IIl., 
and had been engaged in traffic work around Chicago for the 
last 25 years. 

Louis C. Jorgensen. has been appointed traffic manager, 
Green Bay & Western, Kewaunee, Green Bay & Western, and 
Ahnapee & Western. 

W. H. Timberlake has been appointed general agent of the 
Transmarine Lines, in charge of the new offices of the company 
in the Transportation Building, Chicago. He succeeds J. T. 
Schomp. 

Arthur Mackenzie has been elected vice-president and 
freight traffic manager, by the board of directors of the Rock 
Island, and Harry G. Clark has been elected vice-president. 
Frank E. Walsh has been appointed assistant to the president. 

Fred Hicks has been appointed division freight agent, 
Reading Company, at Philadelphia. He was southern freight 
agent at Atlanta. 

Henry F. Markwalter, of New York, formerly connected 
with the Clyde-Mallory Lines, has been appointed assistant to 
E. A. Kelly, vice-presitent of the Fleet Corporation in charge 
of operations. 


DOINGS OF THE TRAFFIC CLUBS 


The Women’s Traffic Club of Los Angeles will hold its 
annual banquet and installation of officers at the Elks Club, 
May 25. The club began its third year May 11, with a member- 
ship of over 80. The newly elected officers are as follows: 
President, Gertrude B. Sears, traffic manager, Hamilton, Wallace 
& Bryant; first vice-president, Esther M. Brady, Williams Dia- 
mond Steamship Company; second vice-president, Elizabeth 
Porter, Santa Fe; recording secretary, Ruth Van Eaton, Harry 
Stenge, Inc.; corresponding secretary, Irma Marsten, Southern 
California Fertilizer Company; treasurer, Dessie M. Phipps, 
Norton Lily Steamship Company; sergeant at arms, Georgina 
Langs, Los Angeles News. 





About 100 atended the monthly meeting of the Transporta- 
tion Club of Decatur, at the Decatur Club, May 12. M. W. Dancy, 
assistant general freight agent, C. & A., spoke on the “Romance 
of Railroading.” 





The Portland (Maine) Traffic Club, which, until recently, 
was the Portland Railroad and Steamship Traffic Association, 
but was reorganized to include industrial traffic men, held a 
smoker at the Falmouth Hotel April 25. There was a program 
of music and George Vennart, assistant vice-president, N. Y., N. 
H. & H., spoke on “Traffic.” The club voted to hold its annual 
“field day” at the Dunstan House, Dunstan, Me., July 25. 





The Bridgeport Traffic Association will hold a meeting at 
the University Club May 23. J. H. Butler, of New York, gen- 
eral manager of the public relations department, American Rail- 
way Express, spoke on “Organization of the American Railway 
Express Company.” This will be the last regular business meet- 
ing before the summer vacation. Plans for the annual outing 
in June will be made. 





The Association of Railroad and Steamboat Agents of Boston 
will hold its “Summer Outing” June 16-20. Niagara Falls, Tor- 
onto and Montreal will be visited. 





_ The annual meeting of the Toledo Transportation Club was 
held May 7. W. I. Nokley, transportation commissioner of the 
Toledo Chamber of Commerce, was elected president and W. J. 
Chisholm was elected secretary. 





The Traffic Club of New York will hold a golf outing at the 
Suburban Golf Club, Elizabeth, N. J., May 25. 





. A lecture under the auspices of the Transportation Club of 
Saint Paul, the Engineers’ Society of Saint Paul, and the Twin 
City Purchasing Agents’ Association on the “Manufacture of 
Steel and Steel Products” will be given by George A. Richardson, 
of the Bethlehem Steel Company, May 23. 





The Traffic Club of Chicago held its formal installation of 
new Officers the evening of May 16, the occasion being celebrated 
with a dinner and entertainment in the Red Lacquer room at 
the Palmer House. Commissioner Campbell and former com- 
missioner Edgar Clark were present as guests and were intro- 
duced to the gathering. The club membership is growing rapidly 
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since the new quarters were occupied and the limit on resident 
membership has now been raised to 1200. The club is consider- 
ing enlarging its space to take care of the growth. 





The Junior Traffic Club of St. Louis held its last conference 
meeting of the season on May 17. A lecture on “The Procedure 
Before the Interstate Commerce Commission in Formal and In- 
formal Complaints” was given by T. E. Thomas, assistant gen- 
eral freight agent of the Frisco. The club will hold its next 
business meeting June 7, at the Warwick Hotel, after which 
meetings will be suspended until September. 





The Traffic Club of New England will hold its monthly 
meeting at the Copley-Plaza hotel May 24. General John F. 
O’Ryan, president of the Colonial Air Transport, Inc., will speak 
on “Air Transportation—Present and Future.” There will be 
a program of music. 





The nominating committee of the Traffic Club of Pittsburgh 
has selected the following ticket, to be presented at the annual 
election of officers, to be held at the William Penn Hotel June 13: 
President, W. J. Herman; first vice-president, John Hoffstot; 
second vice-president, J. F. Patterson; third vice-president, C. C. 
Dailey; secretary, Almer H. Orr; treasurer, S. B. Duff; and 
board of governors as follows: J. C. Gross, J. W. Mathews, 
A. C. Graham, A. J. Bessolo and Norman Allderdice. 





The Transportation Club of Peoria will hold a picnic at the 
North Shore Country Club, eighteen miles from Peoria, on the 
Illinois River, June 23. There will be golfing in the morning 
on the new golf course, and contests and games in the after- 
noon. A chicken dinner will be served at the clubhouse in the 
evening. 





The Omaha Traffic Club will have a dinner Tuesday, May 
24, at the Ad-Sell Grill Room. Ladies will be present. There 
will be a motion picture talk by Mrs. Wm. G. Brown, of Chicago, 
wife of the general passenger agent of the Baltimore & Ohio. 
Her subject is “Washington, D. C.” There will be a talk on 
parlimentary procedure by Clarence Layton, T. F. A., Cotton 
Belt Route, Kansas City. There will also be other entertain- 
ment, consisting of vocal and instrumental music and profes- 
sional dancing. 





The Birmingham Traffic and Transportation Club held its 
monthly noon-day luncheon at the Hillman Hotel, Tuesday, May 
10. Vice-President Scarboro presided, President Cole being in 
Chicago. The club was entertained by Sid Lee, president of the 
Buffalo Rock Company, and Erskine Ramsey, capitalist. Ben 
Herring, agent, Illinois Central Railroad, was appointed on the 
board of governors to fill the vacancy of A. J. Ribe, who re- 
signed. T. T. Oster, “Sand House” editor, won the attendance 
prize. 





At the luncheon of the Traffic Club of Wichita May 12, 
Prof. W. H. Mikesell, of the University of Wichita, spoke on 
Psychology as Applied to Employment. F. E. Grigg, T. M., 
Johnston-Larimer Dry Goods Company, received the attendance 
prize. There will be a night meeting Thursday May 26. An 
outdoor frolic is being planned. The speaker at the luncheon 
May 19 was Prof. Oliver L. Troxel, Dean of the College of Edu- 
cation at the University of Wichita. 





The Association of Traffic Students held its annual meet- 
ing at the Grand Hotel, Cincinnati, Tuesday evening, May 17. 
Charles H. Hufnagel was elected president, succeeding R. D. 
Grubbs, and R. V. Marienthal was elected vice-president, suc- 
ceeding Mr. Hufnagel. T. W. McCaffery and A. J. Ulrich were 
re-elected secretary and treasurer respectively. The assocla- 
tion is organized for the purpose of discussing problems per- 
taining to transportation. 





Some reasons why classification cannot be measured by 
rigid principles but must be governed by common sense con- 
sideration of all transportation characteristics and the inherent 
nature of articles, were told by D. T. Lawrence, chairman of 
the Official Classification Committee, at the monthly dinner 
meeting of the Motor City Traffic Club at the Hotel Savoy, 
Detroit, May 16. C. A. Sullivan, traffic director of the Fisher 
Body Corporation and president of the Detroit District Ship- 
pers’ Conference, expressed the appreciation of Detroit ship- 
pers for Mr. Lawrence’s co-operation. Following the business 
session, the club was entertained by a musical program. 





The Traffic Club of Kansas City held a meeting at the 
Hotel Muehlebach May 17. Officials of the Manhattan Oil 
Company were guests. T. H. Sullivan, city sales manager 0! 
the Manhattan company, spoke on “Manhattan.” A _ dinner 
meeting will be held at the Hotel Muehlebach June 2. The 
invocation will be by the Rev. Charles R. Tyner, rector, St. 
George’s Episcopal Church America, and Dean Walter Williams 
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OGL, ewig, No 
Vacation Variety Unlimited 
in the Union Pacific West 


Out of the routine of everyday life the Union Pacific 
carries you into an enchantment of sound and sight 
—to any of the great National Parks or the fasci- 
nating cities of the West. 





Zion-Grand Canyon National Parks 


Yellowstone California Colorado 
Pacific Northwest and Alaska 
Salt Lake City Ogden 


[a hen of nature’s marvels than any- 
: where else on earth. Geysers 
hissing steam ,snow crowned mountains, 
cold blue glaciers, great waterfalls, deep 
colorful canyons, emerald lakes of 
mountain waters, wild animals, wild 
flowers, big trees. 


Low Summer Fares to All the West 
Many Fine Daily Trains 


Let us show you how, at a cost surprisingly low, 
you can visit all or as many of these wonderlands 
as you Choose. Union Pacific travel experts have 
visited all of these regions and will be glad to 
assist you in planning your Western vacation 
and show you how to get the most for your 
travel dollar. Remember—Union Pacific serves the 
West more completely than any other route. 


Tell us how much time you have, what you wish to 
see. We will send booklets and complete information. 


Cc. J. COLLINS 
General Passenger Agent 


Omaha, Nebraska 


UNION PACIFIC 





THE OVERLAND ROUTE ——— 
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y “Gdod Public Service’ 


3¢ | Modern Business Methods 


DEMAND 


Fast Transportation 
of All Freight 


Specify Traction Routing 


Between 


COLUMBUS, OHIO 


and 


5000 Miles of Electric Railway 
Territory in Ohio-Indiana- Michigan 


Overnight Service 


Springfield, Dayton, Lima, Toledo, Ft. Wayne, 
Indianapolis, Newark, Zanesville, Urbana, 
Bellefontaine, London. 


2nd Day 


Cincinnati, Hamilton, Middletown, Sandusky, 

Findlay, Fostoria, Norwalk, Troy, Piqua, Muncie, 

Richmond, Connorsville, Anderson, Crawfordsville, 

New Castle, Logansport, Martinsville, Detroit, 
Monroe, Wyandotte. 


3rd Day 


Terre Haute, Lafayette, Warsaw, South Bend, 
Kendallville, Waterloo, Seymour, Louisville. 
Jackson, Lansing, Battle Creek, Kalamazoo, 

Grand Rapids, Muskegon. 


The “IC&E” and “Southern Ohio” 


Traction Lines 


W. R. HUFFER, Traffic Manager 
201 Interurban Terminal Bldg., Columbus, Ohio 
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of the School of Journalism, University of Missouri, will speak 
on “Makers and Users of Roads.” There will be a program of 
entertainment. 





The Study Club of the Traffic Club of Atlanta held a meet- 
ing May 10. Charles Barham, chairman of the Southern Freight 
Association, spoke on “Freight Rates and Charges.” Other 
speakers were J. H. Glenn, Atlanta Freight Bureau; T. B. Cur- 
tis, president of the traffic club; and J. E. Tilford, of the Fourth 
Section committee. It was decided to hold only one meeting a 
month in the summer months, the date of the next being set for 
June 13. 





The next meeting of the Co-operative Traffic Association of 
New York will be held Thursday evening, May 26. Theodore 
Drescher, chief clerk, St- L. & S. F. Railway, will deliver a 
lecture on “The Rate Structure in Trunk Line Territory.” 





The Traffic Club of St. Louis will, May 23, have its last 
weekly meeting until after vacation. The speaker will be Chief 
of Police Gerk, whose subject will be: “Selling the Police De- 
partment to the Citizen.” 





CARPET AND RUG ASSOCIATION 


Traffic representatives of fabric carpet and rug manufac- 
turers met in New York May 10 and formed the Fabric Carpet 
and Rug Traffic Association. The following officers were elected: 
President, Harry G. Williams, traffic manager, Mohawk Carpet 
Mills, Inc., Amsterdam, N. Y.; vice-president, A. M. Potter, traffic 
manager, Bigelow-Hartford Carpet Company, New York, N. Y.; 
secretary, Arthur J. McGrath, office manager, Stephen Sanford 
& Sons, Inc., Amsterdam, N. Y.; treasurer, Harvey W. Faust, 
traffic manager, Hardwick & Magee Company, Philadelphia, Pa. 


CENTRAL WESTERN ADVISORY BOARD 


The thirteenth regular meeting of the Central Western 
Shippers’ Advisory Board will be held in Casper, Wyoming, 
June 23, convening at 9:30 a. m., in the Masonic Temple Hall. 
There are expected to be about four hundred people at this 
meeting, including representatives of farmers’ and stockgrowers’ 
associations, bankers, and executives of the varied lines of 
industry, including the railroads, from Colorado, Idaho, Nebraska, 
Utah and Wyoming. 

Reports on the prospective volume of business in each line 
of industry for July, August and September, 1927, compared with 
that of last year will be received. The railroads are expected to 
report upon the physical condition of their properties and the 
prospects for meeting all the demands of industry with adequate 
transportation facilities. 

The matter of controlling the practice of peddling from 
railroad cars will be reported on by the committee appointed 
at the last meeting of the board, and the subject of credit for 
agricultural interests in the intermountain country will also 
receive attention. The results of a survey regarding the need 
for increasing the storage facilities for perishable products in 
this area will be presented for debate. 

The Casper Chamber of Commerce will act as host for the 
occasion and it is expected that President Fred W. Sargent, of 
the Chicago and North Western Railway, will deliver an address. 


TRAFFIC CLUBS 


(The , ee list of traffic clubs will be published from time 
time. We ask that readers notify us of any errors or of any 
ehanges or additions of which they nave any knowledge.) 
Akron, O.—Traffic Study Club of Akron. H. E. Fox, Pres.; 
K. K. Bradley, Secy. and Treas. 
Akron (O.) Traffic Club. F. T. Sturtevant, pres.; H. L. Sova- 
cool, Secy. 
‘Albany, N. Y.—Capital District Traffic Association. D. G. 
Kibbey, Pres.; C. L. Ferguson, Secy. 
Atlanta—Traffic Club of Atlanta. T. B. Curtis, Pres.; F. B. 
Porter, Secy.-Treas. 
Baltimore—tTraffic Club of Baltimore. A. J. Brannen, Pres.; 
C. E. France, Secy. 
Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 
Birmingham (Ala.) Traffic and Transportation Club. E. M. 
_ Cole, Pres.; R. A. McCaffrey, Secy. 
Boston, Mass.—The Association of Railway and Steamboat 
Gems of Boston. C. C. Dasey, Pres.; W. M. Macomber, Secy.- 
reas. 
Bridgeport (Conn.) Traffic Association. H. J. Benzie, Pres.; 
A. Winter, Secy. 
Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
Frank Bilek, Pres.; W. A. Becker, Secy.-Treas. 
Buffalo Transportation Club. W. D. Sanderson, Pres.; O. J. 
Farron, Secy.-Treas. 
js Canton (0.) Traffic Club. W. A. Baum, Pres.; L. D. Ellis, 
ecy. 


Charlotte (N. C.) Traffic Club. C. D. Turner, Pres. 
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Chattanooga Traffic and Transportation Club. J. L. Griffith, 
Pres.; B. R. Shepherd, Secy.-Treas. 

Chicago Traffic Club. A. E. Clift, Pres.; 
Secy. 

Chicago, Junior Traffic Club of. H. W. Hamilton, Pres.; 
J. E. Paulen, Secy. 

Cincinnati Traffic Club. J. W. Flannery, Pres.; G. W. Doll, 


H. E. MacNiven, 


ecy. 

Clarksburg (W. Va.) Traffic Club. CC. A. Saylor, Pres.; 
L. M. Murphy, Secy.-Treas. 

Cleveland Traffic Club. J. W. Montigney, Pres.; W. A. Ray, 
Secy. 
Columbus, O., Transportation Club. C. O. Ruggles, Pres.; 
C. H, Brown, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. G. W. Wood, Pres.; 
M. T. Otto, Secy. 

Dallas Traffic Club. B. W. Thomas, Pres.; C. V. Ruden, 
Secy.-Treas. 

Davenport, Ia.—Tri-City Traffic Club. G. J. Nielsen, Pres.; 
A. J. Christiansen, Secy.-Treas. 

Decatur (I11.)’ Transportation Club. D. C. O’Lell, 
J. W. Beckum, Secy. 

Des Moines Transportation Club. E. J. Heck, Pres.; A. L. 
Johnson, Secy.-Treas. 

Denver Traffic Club. R. W. Lentz, Pres.; 
and Treas. 

Denver Commercial Traffic Club. E. L. Adams, Pres.; 
Hotchkiss, Secy.-Treas. 

Detroit Traffic Club. J. H. Myler, Pres.; 
Secy. 

Detroit, Mich. Motor-City Traffic Club. E. F. Stewart, Pres.; 
F. A. Salter, Secy. 

Elmira (N. Y.) Traffic Club. C. F. Bagley, Pres.; M. J. Wil- 
son, Secy.-Treas. 

El Paso Traffic Club. L. V. Gardiner, Pres.; F. C. Tockle, 
Secy.-Treas. 

Erie Traffic Club. P. W. Herrick, Pres.; 
Secy. 

Evansville (Ind.) Transportation Club. O. T. Myerhoff, Pres.; 
R. E .Ferguson, Secy.-Treas. 

Flint (Mich.) Transportation Club. E. D. Grinnell, Pres.; 
J. E. McKenna, Secy. and Treas. 


Fort Wayne (Ind.) Transportation Club. V. W. Davies, 
Pres.; C. E. Drew, Secy. 

Fort Worth Traffic Club. E. E. Wyatt, Pres.; I. 8. McCon- 
nell, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Transportation Club. L. M. MacPherson, 
Pres.; P. F. Burns, Secy. 

Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

Houston Traffic Club. W. T. Keith, Pres.; A. R. Canfield, 
Secy. 

Indianapolis—The Traffic Club of Indianapolis. 
Pres.; W. D. Collins, Secy. 

Jackson (Mich.) Transportation Club. H. A. Plumer, Pres.; 
G. L. Baldwin, Secy. 

Jamestown (N. Y.) Traffic Club. R. C. Kohn, Pres.; 
Odell, Secy.-Treas. 

Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 

Jersey City Traffic Club. J. E. DeShazo, Pres.; J. J. Cul- 
lington, Secy. 

Joplin (Mo.) Traffic Club. T. B. Martin, Pres.; 
Schreirer, Secy.-Treas. 

Kalamazoo Traffic Club. H. W. Moore, Pres.; C. H. Wins- 
low, Secy. 

Kansas City Traffic Club. Fred Sobotta, Pres.; A. A. Lut- 
trell, Secy.-Treas. 

Knoxville (Tenn.) Traffic Club. A. M. McCabe, Pres.; S. L. 
Carson, Secy.-Treas. 

Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. J. D. 
Mummert, Chairman; A. J. Kohler, Secy. 

Lansing (Mich.) Traffic Club. D. C. Whitmore, Pres.; C. B. 
Tefft, Secy. 

Lincoln (Neb.) Traffic Cllub. R. W. McGinnis, Pres.; E. L. 
Jones, Secy. 

Little Rock (Ark.) Traffic Club. G. A. Weldon, Pres.; J. 
Meaders, Secy.-Treas. 

Los Angeles Transportation Club. E. D. Briggs, Pres.; 
L. G. Wilson, Secy.-Treas. 

Los Angeles Women’s Traffic Club. Gertrude B. 
Pres.; Dessie M. Phipps, Treasurer. 

Louisville Transportation Club. H. T. Lively, Pres.; 
Pennington, Secy. 

Madison, (Wis.) Traffic Club. 
Cavanaugh, Secy.-Treas. 


Pres.; 


T. V. Kirk, Secy. 


cS. i. 


T. R. Cochrane, 


W. M. Ejismann, 


L. N. Helm, 


O. M. 


W. B. 


Sears, 
e.. A. 
S. L. Foote, Pres.; R. H. 
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1. 


HERE IS 


Real Traffic Service 


A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 


A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills im Congress and similar 
matters. 


A careful watch kept and a report made om any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


TRAFFIC ign 





As a matter of fact it is 
part of every subscrip- 
tion for the 


TRAFFIC BULLETIN =“ 


which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 
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PHILADELPHIA, PA. 


DAILY DELIVERY SERVICE 


IN 
Philadelphia, Its Suburbs 


AND 


Radiating Territory 


FLEET OF 77 MODERN TRUCKS Providing at Lowest 
Minimum Charge Twice-a-day Deliveries in Philadelphia 
and Once-a-day Deliveries in Surrounding Counties—from 
our warehouse, L. C. L. or carload shipments. 

We also provide a complete warehousing, breaking up, 
forwarding and delivery service. 


DAILY SERVICE TO 


Flourtown 
Fort Hill 


Frankford 
Germantown 


Glenoiden 
Glenside 
GLOUCESTER ....N.J3 
Greenwich Point .... 
Paschaliville 


H 
Haddonfield N. J. Pittsvilie 
on Heights ... a Point Breeze 
a. 


practi Pa. Queen Lane Pa, 
Queen Lane Manor...Pa. 


La Mott 
LANSDOWNE 
Larchmont 
Latham Park 


Law 


Liberty Park 
Liddenfleid 
Lelperville 


Summerdale P 
ieee ates 


Mar Pa 
MARCUS “HGOK:: Torresdale 


McKinley —_- 
Mechanicsville meanest 
MEDIA 


Drexel Hill 
SY Sotsireivesess N. J. 


a. 
W. Collingswood a 


Westmont ......... N. J. 
Westmoreland 
Westvill 


North Wyneote 

North Glenside a. y 

North Manayunk ... Wynnefield 
P Wynnewood 


Yeadon 
York Ship ......... N. J. 


UNION 


TRANSFER COMPANY 


Established in 1867 


1004-1026 Spring Garden St., PHILADELPHIA, PA. 
Phone Poplar 6210 E. H. ROE, General Manager 
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Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (O.) Traffic Club. W. B. Lindsay, Pres.; L. R. Camp- 
bell, Secy. and Treas. 

Memphis Traffic Club. W. D. May, Pres.; H. H. Schutt, 
Secy. 
Milwaukee Traffic Club. J. E. Kraseman, Pres.; Ervin 
Manske, Secy. and Treas. 

Minneapolis Traffic Club. G. R. Martin, Pres.; L. L. San- 
ford, Secy. 

Minneapolis Junior Traffic Club. C. E. Belanger, Pres.; 
A. A. Luedke, Secy. 

Mount Vernon (N. Y.) Traffic Forum. G. F. Griffiths, Pres.; 
H. J. Muller, Secy.-Treas. 

Mobile Traffic and Transportation Club. W. E. Kennedy, 
Pres.; T. C. Schley, Secy. 

Montreal, Can., Traffic Club of; James Fitzsimons, Pres.; 
F. T. Parker, Secy.-Treas. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her- 
bert, Pres.; Earl Roach, Secy. — 
Newark Traffic Club. W. A. Ruehl, Pres.; R. W. Tims, 
ecy. 

Newark, N. J. New Jersey Industrial Traffic Club. E. B. 
Johnson, Pres.; C. J. Fagg, Secy. 

New England Traffic Club, Boston. G. L. Graham, Pres.; 
P. L. Stuart, Secy. 


New Orleans, Traffic Club of. S. R. Barnett, Pres.; W. G. 
Yung, Secy. 
P New York Traffic Club. H. C. Snyder, Pres.; C. A. Swope, 

ecy. 

New York Traffic Forum. W. C. McKenna, Pres.; N. G. 
Hoyer, Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York Junior Traffic Club. J. E. McDonald, Pres.; 
V. Wanamaker, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y.—Railway and Steamship Traffic Associa- 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 

New York, N. Y.—Cooperative Traffic Association of New 
York. P. J. Winters, Pres.; C. J. Baker, Secy. 

Norfolk-Portsmouth (Va.) Traffic Club. 
Pres.; R. T. Etheredge, Secy. 

Oil City-Franklin (Pa.) Traffic Club. L. A. Martin, Pres.; 
J. V. Lukehart, Secy. 

Oklahoma City Traffic Club. C. B. Robertson, Pres.; H. B. 
Krarup, Secy.-Treas. 

Omaha Traffic Club. M.S. Hartman, Pres.; W. V. C. McCor- 
mack, Secy. and Treas. 

Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. E. Cox, 
Secy.-Treas. 

Pennsacola (Fla.) Traffic and Transportation Club. A. L. 
Reinschmidt, Pres.; P. W. Reed, Secy. 


Peoria Transportation Club. J. Younge, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. J. P. Brown, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
B. C. McPherson, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. C. Slothower, 
Pres.; C. H. Beard, Secy. 
. Pittsburgh Traffic Club. D. L. Wells, Pres.; A. H. Orr, Secy. 

ecy. 

Pittsburgh, The Traffic and Transportation Association of. 
J. J. Reilly, Pres.; Thos. Byers, Secy. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. P. N. Moore, Pres.; E. G. Chadwick, Secy. 

Portland (Maine) Traffic Club. G. J. Browne, Pres. 

Portland (Ore.) Industrial Traffic Club. F. P. Kensinger, 
Pres.; L. L. Brosy, Secy. 

Portland (Ore.) Transportation Club. H. H. Keck, Pres.; 
F. O. Curtis, Secy.-Treas. 

Providence, R. I—Traffic Club of the Providence Chamber 
of Commerce. J. A. Leon, Chairman; E. C. Southwick, Secy. 

Richmond (Va.) Traffic Club. J. F. Ryland, Pres.; W. B. 
Leigh, Secy. 
Rochester, N. Y.—Traffic Club of the Rochester Chamber 
of Commerce. I. G. Zoerner, Chairman; F. W. Burton, Secy. 

Saginaw (Mich.) Traffic Club. L. F. Swartout, Pres.; D. 
MacDonald, Secy.-Treas. 

St. Louis Traffic Club. H. J. Dentzman, Pres.; S. E. Wilson, 


H. P. Friedman, 


Secy. 
St. Louis, Junior Traffic Club of. J. R. Spitznagel, Pres.; 
J. R. Staley, Secy. 

St. Paul Transportation Club. A. J. Dickinson, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. R. L. Gohmert, Pres.; 
Chas. Wynne, Secy.-Treas. 
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San Francisco Transportation Club. N. K. Lockwood, Pres.; 
W. J. Martin dale, Secy. 

San Francisco-Pacific Traffic Association. S. K. Burke, 
Pres.; E. S. Clark, Secy. 

San Francisco Women’s Traffic Club. Winifred Bauer, Pres.; 
Lee Wagner, Secy. 

San Diego (Calif.) Traffic Club. G. A. Cookson, Pres.; W. M. 
Krames, Secy. 

Savannah Traffic Club. H. M. Emerick, Pres.; L. L. Mce- 
Donald, Secy.-Treas. 

Seattle Transportation Club. A. F. Haines, Pres.; E. W. 
Mosher, Secy.-Treas. 

Shreveport (La.) Traffic Club. C. C. Phillips, Pres.; John 
Rieves, Secy. 

Sioux City Traffic Club. A. F. Johnson, Pres.; J. C. Winter, 
Secy.-Treas. 

South Bend (Ind.) Traffic Club. G. S. Hess, Pres.; G. W. 
Orewiler, Secy.-Treas. 

Springfield (Mass.) Traffic Club. D. L. Topham, Pres.; 
B. A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. E. L. Cardle, Pres.; F. J. 
Greene, Secy.-Treas. 

Syracuse Traffic Club. J. J. Jacobs, Pres.; F. M. Varah, 
Secy. 

Tacoma Traffic Club. E. R. Cronkite, Pres.; T. I. McGrath, 
Secy. 

Toledo Transportation Club. W. I. Nokely, Pres.; W. J. 
Chisholm, Secy. 

Toronto, Can.—The Transportation Club of Toronto. W. R. 
Ingram, Pres.; W. J. Hotrum, Secy. 

Trenton (N. J.) Traffic Club. H. W. Trimmer, Pres.; G. E. 
Mace, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Traffic Club of Tulsa. W. W. Stumph, Pres.; 
B. A. Everett, Secy. 

Tuscarawas County (Ohio) Traffic Club. H. B. Bodenhamer, 
Pres.; E. P. Harris, Secy. 

Twin City Traffic Clu» (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.: G. E. Rilev, Secy. 

Twin City Women’s Traffic Club. Mrs. Mynoma De Groff, 
Pres.; Miss Emily Knutson, Secy. 

Utica (N. Y.) Traffic Club. E. T. Foxenberg, Pres.; C. E. 
Darrigrand, Secy. and Treas. 


Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hughett, Secy,- 
Treas. 

Washington Traffic Club. 8. R. Bowen, Pres.; R. F. Rich- 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. G. A. Blackford, Pres.; 
E. C. Jepson, Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 

Wichita Traffic Club. H. G. Watts, Pres.; W. C. More- 
house, Secy.-Treas. 

Windsor, Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. W.S. Taylor, Pres.; 
Ernest Opitz, Secy. 

York (Pa.) Traffic Club. Edward Kleffman, Pres.; B. N. 
Gingerich, Secy. 

Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.: 
P. B. Wait, Secy.-Treas. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended May 14 totaled 15,026 cars, as compared with 18,425 cars 
(revised) the preceding week, and 14,981 cars in the correspond- 
ing period of 1926, according to the weekly statement of the 
Bureau of Agricultural Economics of the Department of Agyri- 
culture. Shipments were reported as follows: 


Apples, 560 cars; asparagus, 123 cars; cabbage, 400 cars; canta- 
loupes, 24 cars; imports, 5 cars; cauliflower, 133 cars; celery 279 cars; 
cherries, 16 cars; cucumbers, 485 cars; eggplant, 6 cars; imports, 9 
cars; grapefruit, 488 cars; imports, 20 cars; green peas, 321 cars; 
lemons, 370 cars; mixed citrus fruit, 118 cars; lettuce, 1,181 cars; mixed 
vegetables, 846 cars; imports, 50 cars; onions, 560 cars; oranges, 1,661 
cars; imports, 8 cars; peppers, 51 cars; imports, 8 cars; spinach, 107 
cars; strawberries, 1,866 cars; string beans, 499 cars; sweet potatoes, 
191 cars; tomatoes, 1,177 cars; imports, 61 cars; watermelons, 109 
ears; imports, 1 car; potatoes (1927 crop), 1,680 cars; potatoes (1926 
crop), 1,775 cars; imports, 306 cars. 


PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster General, has 
advised that consular invoices are no longer required on parcel 
post packages destined for delivery in the Republic of Honduras. 

Effective at once, parcel post packages destined for delivery 
in the Kingdom of the Serbs, Croats, and Slovenes, will be 
subject to a transit charge of 10 cents per parcel, according 
to an announcement by Mr. Glover. This charge is in addition 
to the postage rate of 14 cents for each pound or fraction thereof. 


May 
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To Save Time, Labor and Prevent Errors 


VSE LEO FEIT’S UNIVERSAL 
CALCULATOR 


A short-cut method of finding results 
of multiplications and divisions. 


EASY, QUICK AND ACCURATE 
Always Ready for Use.. No Parts to Get Out of Order 


Contains 528 pages and over 500,000 results 
of multiplications and divisions. Pages index- 
tabbed with strong, durable linen tabs, with 
page numbers printed on both sides of tabs. 


Send for sample page together with instruc- 
tions on the particular kind of work 
you desire to try it out. 


Size of book 144%)" x 114%" x1%’ 


Indispensable to Accountants, Bookkeepers, Clerks, Shippers and Receivers of Freight, 
Railroads, Manufacturers, Wholesalers, Banks, Contractors and Others. 


PUBLISHED BY 


THE LEO FEIT PUBLISHING COMPANY 
701-706 Park Building CLEVELAND, OHIO 


“Exactly ry wt . S ™ Cc 
2 | “WATCHING” 
: SERVICE. 


Rendering traffic service to industry, large and small, fo: 
the last twenty years and producing a publication recog- 
nized as the authority on traffic matters in the United 
States, the Traffic Service Corporation long since arriyed 
at the point where it stands alone as a dispenser of correct, 
intelligent, and prompt traffic service. 


Watching for happenings in Washington vital to the interests 
of our clients, making ourselves their eyes and ears, so to 
speak, and furnishing individual, daily reports by letter or 
wire as desired, is one branch of its varied service. 


Scores of the most prominent traffic managers are finding 
this service indispensable. If you have to do with traffic 
you need it. Write for particulars to— 


The Traffic Service Corporation 


Service Department 
310 Mills Building Washington, D. C. 
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MARCH OPERATING RESULTS 


The Commission’s official figures on operating revenues 
and operating expenses of Class I roads for March, 1927, and 
1926, and for the three months ended with March, 1927, and 
1926, for the United States as a whole, follow: 


1927 *1926 
Average number of miles operated...... 238,263.11 237,598.36 
Revenues: 
MEET, Gr sints¢.cins ¢auis's 6+ dikcaleledeomae cies $ 406,399,229 $401,952,572 
SE EE Oe TD *76,630,468 $80,813,364 
CEs oo ti ctncp ak sccun es mcemieneane 8,114,589 8,094,484 
ET Sahin ean adecVéb-o0-+e0 ukewmad a 12,409,834 13,237,169 
All other transportation.............. 17,168,830 16,821,388 
ERR ee ae ae 9,665,964 9,876,964 
A SS > ee ee eae a 1,067,465 1,026,605 
OO 6 ooo 6c cvccceecacceeic 400,001 358,430 
Railway operating revenues...... 531,056,378 531,464,116 
Expenses: 
Maintenance of way and structures.. 68,548,110 66,806,288 
Maintenance of equipment............ 109,232,712 113,090,763 
: TE Ee Ee ee | 9,814,506 9,177,206 
rer rere 188,144,149 188,880,663 
Miscellaneous operations.............. 4,569,190 4,520,190 
I tao hak arn ingl aisle. no «oboe an . 16,278,779 15,750,588 
Transportation for investment—Cr... 1,164,148 1,093,335 
P Railway operating expenses...... 395,423,298 397,132,363 
Net revenue from railway operations..... 135,633,080 134,331,753 
Oe ee ee ae 31,079,006 31,194,036 
Uncollectible railway revenues............ 131,174 161,239 
Railway operating income......... 104,422,900 102,976,478 
Equipment rents—Dr. balance............ 7,342,164 6,415,180 
Joint facility rent—Dr. balance........... 2,132,502 1,903,710 
Net railway operating income.... 94,948,234 94,657,588 
Ratio of expenses to revenues (per cent). 74. 74.72 
THREE MONTHS 
Average number of miles operated...... 238,172.63 237,514.45 
Revenues: 
POET TCT eT ee ee $1,118,326,999 $1,090,949,876 
I oreo divi Bdia. oa wave Cakaces Deere §236,775,552 ¥249,016,255 
Nino ek a adsense bale as + as. Malelagea 23,442,227 23,700,166 
CS et Oe ee ee 30,098,989 32,184,945 
All other transportation.............. 47,819,640 47,257,027 
. Incidental .......... pelea aiaearala Walaa 28,713,634 29,111,234 
SE ono ac cdo ops cetsnvneece 3,404,962 3,175,222 
SOE TRON I loo o onc vceeecccceeeees 1,263,536 1,141,920 
Railway operating revenues...... 1,487,318,467 1,474,252,805 
Expenses: 
Maintenance of way and structures.. 187,113,248 184,673,981 
Maintenance of equipment............ 314,452,170 319,612,892 
TURES ois. Pata ecg Bev Wei slk oa ols Sale <alndiele 29,292,418 27,108,715 
pe NR eee 555,164,508 549,813,063 
Miscellaneous operations.............. 13,651,931 13,414,288 
ES ea ee 47,901,248 45,745,129 
Transportation for investment—Cr... 2,989,937 2,946,879 
F Railway operating expenses...... 1,144,585,586 1,137,421,189 
Net revenue from railway operations..... 342,732,881 336,831,616 
WRMEEWEY IRE GOCTURIB. 2... oc cccccccccces es 89,114,766 88,169,682 
Uncollectible railway revenues............ 350,517 398,582 
Railway operating income......... 253,267,598 248,263,352 
Equipment rents—Dr. balance............ 20,704,567 18,497,669 
Joint facility rent—Dr. balance........... 5,961,486 5,820,238 
Net railway operating income.... 226,601,545 223,945,445 
Ratio of expenses to revenues (per cent). 76.96 15 





*Includes $3,319,594 sleeping and parlor car surcharge. 
tIncludes $3,481,158 sleeping and parlor car surcharge. 
§Includes $9,650,298 sleeping and parlor car surcharge. 
Includes $9,936,323 sleeping and parlor car surcharge. 





Digest of New Complaints 


No. 19205. Sub. No. 1. 
vs. Santa Fe et al. 
Rates in violation of sections 1, 3, 4 and 6 of the act, on rig irons 
from Iola, Kans., to Santa Rita, Tex. Asks waiver of collection 
of alleged undercharges. 
No. 19310. Sub. No..3. W. D. Hall, Atlanta, Ga., vs. Macon, Dublin 
& Savannah et al. 

Inapplicable and unreasonable rates on cottonseed shavings 
from Macon, Ga., to Cleveland, O. Asks reparation. 

No. hy ag Sub. No. 1. Armour and Co., Chicago, Ill., vs. A. C. L. 
et al. 

Unreasonable rates on eggs and butter and mixed carload ship- 
ments of eggs, butter, and dressed poultry from Hutchinson and 
other Kansas points, Alva and other Oklahoma points, Fort 
Worth and other Texas points, from Fort Smith and other Ark- 
ansas points, and from Clarinda and other Iowa points, to Key 
West, Fla., for export. Asks rates for future and reparation. 

No. 19561. Sub. No. 1. Luckenbach S. S. Co., Inc., et al. vs Lehigh 
Valley et al. 

Alleges that rates charged on canned fruits and vegetables 
from north Atlantic ports to interior points in so-called consuming 
territory north of the Ohio and east of the Missouri rivers are 
in violation of sections 1 and 3 of the act and that rates of 
defendants are in contravention of section 500 of the trans- 
portation act. Asks rates from north Atlantic ports westward 
into consuming market on the same basis as defendants at the 
same time make from the Pacific coast to the consuming market. 

No. 19565. Sub. No. 2. Caruso Rinella Battaglia Co., Inc., Schenectady, 
N. Y., vs. Southern et al. 

Unreasonable, prejudicial and preferential rates on peaches from 
Hartleys Siding-Fort Valley, Ga., to Glens Falls, N. Y. Asks rates 
for future and reparation. 

No. 19595. Atlantic Fish Co. et al., San Francisco, Calif., vs. Canadian 
National et al. 

Charges in violation of first three sections of the act, on smoked, 
salted and cured fish from Halifax and Mulgrave, Nova Scotia, 
to San Francisco. Asks reparation, 


United Iron Works, Inc., Kansas City, Mo., 
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No. 19596. St. Louis Independent Packing Co., St. Louis, Mo, , 
B. & O. et al. 
Rates in violation of first three sections of the act, on freg 
meats from St. Louis to destinations in Trunk Line and Ny 
England territories, Chicago competitors alleged to be Preferred 
Asks reparation. 


No. 19597. Jewel Tea Co., Inc., Chicago, Ill., vs. B. & O. et al, 

Unreasonable rates and charges on roasted coffee from Hoboken, 
N. J., to Escanaba, Mich. Asks reparation. 

No. 19598. The Lake Erie Provision Co. et al., Cleveland, O., vs. Ny 
York Central et al. 

Unreasonable rates on dried, dry-salted, smoked and Dickle 
meats from Cleveland to points in Official Classification territory, 
Asks reparation. 

No. 19599. Alexander Eccles & Co., Memphis, Tenn., vs. Mobile ¢ 
Ohio et al: 2 

Unreasonable rates on cotton from Tupelo, Miss., to Galveston, 

Tex. Asks reparation. 


No. 19599. Sub. No. 1. Same vs. Illinois Central et al. 
Same complaint and prayer as to shipment of cotton frp 
Grenada, Miss., to Galveston, Tex. 


No. 19600. Wilson Foundry & Machine Co., Pontiac, Mich., vs. Ay 
Arbor et al. 
Rates in violation of sections 1, 2 and 3 of the act, on big 
iron from Jackson, O., and vicinity to Pontiac, Mich. Asks raty 
for future and reparation. 


No. 19601. Hilton Lumber Co., Wilmington, N. C., vs. A. C. L. eta 
Rate in violation of first three sections of the act, on lm. 
ber from Wilmington, N. C., to Martinsville, Va., via Petersbuy 
Va. Asks rates for future and reparation. 
No. 19602. Kelly, Weber & Co., Ltd., Lake Charles, La., vs. Missouj 
Pacific et al. 
Charges in violation of sections 1, 3 and 4 of the act, on fer. 
tilizer from Houston, Tex., to Fenton, La. Asks cease and desis 
order and reparation. 


No. 19603. Atlantic Terra Cotta Co., New York City, vs. B. & O. etal 
Unreasonable rates on broken saggers from Baltimore, Mi, 
to Tottenville, N. Y. Asks cease and desist order and reparation, 


No. 19604. Carjienter Oil Co., Hugo, Minn., vs. Santa Fe et al. 

Unreasonable and illegal rates on gasoline, kerosene and r- 
fined oil from points in Arkansas, Kansas, Missouri, and Oki: 
homa and points in Minnesota. Asks rates for future and repan- 
tion. 

No. 19605. Ashland Leather Co., Boston, Mass., vs. C. & O. et al. 

Rates in violation of sections 1 and 4 of the act, on tanning 
extract from Newport, Tenn., to Ashland, Ky. Asks rate of 3 
cents and reparation. 

No. 19606. Lemmon Grocery & Produce Co., Lemmon, §S. D., vs. C¢. 
M. & St. P. et al. 

Unreasonable rates on eggs and other dairy products from 
Lemmon, S. D., to Chicago, Ill., Milwaukee, Wis., and Water 
loo, Wis. Asks rates for future and reparation. 

No. 19607. Sam E. Finley, Atlanta, Ga., vs. Yazoo & Mississippi 
Valley et al. 

Unreasonable rates and charges on asphalt from Norco, La., ti 

Mt. Pleasant, Tenn. Asks cease and desist order and reparation 


No. 19608. Skelly Oil Co., Tulsa, Okla., vs. Santa Fe et al. — 

Unreasonable rates on_natural gasoline from points in Okl- 
homa to Charleston, S. C. Asks rates for future and reparation 

No. 19609. Standard Oil Co. of Louisiana, Baton Rouge, La., vs. Santa 
Fe et al. 

Unreasonable charges on gasoline and illuminating oil from 
Ponca City, Okla., to points in Arkansas. Asks rates for futur 
and reparation. 

No. 19610. Switching rates in the Chicago Switching District. | 

This is an investigation on Commission’s own motion of switch 
ing rates in Chicago switching district with which I. and S. No. 
2900, switching rates between points in the Chicago and Chicago 
Heights district, has been assigned. 

No. a Rockingham Paper Co., Rockingham, N. C., vs. A. C.L 
et al. 

Rates in violation of first three sections of the act, on wast 


paper from Washington, D. C., to Rockingham, N. C. Asks rep 
aration. 

No. — Federated Metals Corp., New York City, vs. Pennsylvania 
et al. 


Unreasonable, prejudicial and discriminatory rates on brass and 
copper pigs, slabs, ingots, and scrap between Pittsburgh, Pa., and 
Rome, Syracuse, Utica, Schenectady and Rochester, N. Y., até 
between Pittsburgh and New York City, Philadelphia and Balt 
more. Asks rates for future and reparation. 


No. 19613. Federated Metals Corp., New York City, vs. Southern et 

Unreasonable, discriminatory and prejudicial rates on lead pil 

from Newark, N. J., to points in all states east of Mississipp 
River. Asks rates for future and reparation. 


No. 19614. Allied Packers, Inc., et al., Chicago, Ill., vs. Santa Fe et # 
Rates in violation of sections 1, 3 and 13 of the act, on fred 
meats and packing house products (packed and in bulk) and 
dried, dry salted, smoked and sweet pickled meats, loose, from 
Detroit, Mich., Buffalo, N. Y., and Wheeling, W. Va., to points 
eastern trunk line and New England territories. Asks rates {0 
future and reparation. 
No. . — T. Thompson et al., Canandaigua, N. Y., vs. B. R 
. et al. : 
Rates in violation of sections 1, 3 and 4 of the act, on anthracit? 
coal from points in the Pennsylvania fields to various points ™ 
New York state. Asks rates for future and reparation. 
No. 19616. W. G. Head, Clovis, N. M., vs. Santa Fe et al. pe 
Unreasonable rates on gasoline and other refined and distillet 
products of petroleum from Isom, Tex., to Clovis, N. M. Asks rates 
for future and reparation. \ 
No. 19616. Sub. No. 1. W. Howell, Clovis, N. M., vs. Santa Fe et ~ 
Same complaint and prayer with respect to shipments of sal 
commodities from Iowa Park and Wichita Falls, Tex., and Ponc 
City, Okla., to Clovis, N. M. F 
Ne. 19016. Sub. No. 2. Frank Wortman, Dexter, N. M., vs. Santa f¢ 
et al. 
Same complaint and prayer with respect to shipments of salé 
commodities from Ponca City, Okla., to Dexter, N. M. 
No. 19617. Flynn, Welch and Yates, Artesia, N. M., vs. Santa Fe et nt 
Rates in violation of sections 1 and 4 of the act, on wroué! 
iron pipe and fittings from Amarillo, Tex., to Artesia, N. M. A™ 
rates for future and reparation. it 
No. Ay = Malone and McMillen, Inc., Atlanta, Ga., vs. Seaboard 4! 
Ane. 
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CLASS RATES 


FROM MR. SHIPPER— 


NEW YORK BOSTON 
PHILADELPHIA BUFFALO 
BALTIMORE CHICAGO 
PITTSBURGH ST. LOUIS 
ROCHESTER MILWAUKEE 
DETROIT 
CINCINNATI 


SYRACUSE 
CLEVELAND 


Ten Thousand Destinations 
in the East and South are 
conveniently shown in 
HARTMAN’S EASTERN 
FREIGHT RATES 
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COUPON 


W. J. HARTMAN 
Publisher 


If you are interested in Freight Rates from any one of the | 732 Federal St., Chicago 
cities named we will appreciate the privilege of sending you 
our Eastern Freight Rates for a trial period of thirty days. 
This publication is something new in Freight Rate Compila- 
tion and we want the Shipping Public to inspect our work. 
TO Sign and return the attached coupon and a copy of the 
Best Rate Guide ever built will be laid on your desk. 


W. J. HARTMAN, Publisher 
732 Federal Street, CHICAGO, U.S. A. 


Send on 30 days’ trial 
Hartman’s Eastern 
Freight Rates, our 
only obligation is the 
return of the issue if 
not satisfactory. 


Santa Fe Economy 


and re 


Increases Capacity ~ Decreases Costs 


Operating results on the Santa Fe for the 

year 1926 show, on the whole, substantial 

improvement over the year 1920 follow- 
ing Government control. 


Revenue tons per train mile increased in 1926 to 
709.70 tons from 569.21 in 1920. 


Average daily movement per freight car increased 
to 37.01 miles from 31.56 miles. 


Average revenue per ton mile of freight decreased 
to 1.203 cents from 1.316 cents. 


Two Items of Economy in Opera- 
tion Deserve Particular 
Attention: 


FIRST is reduction of “loss and damage” freight. 


In the year 1920 this totaled $2,817,596; in 1926, 
$1,350,429. If the rate of loss and damage in 1926 had 
been the same as in 1920 the total would have been 
$3,298,302, or 2.44 times as much as was the case. 
Loss and damage meetings devoted to careful study 
and instruction, the co-operation of all classes of em- 
ployes handling freight, and better packing, marking 
and general co-operation by shippers have accom- 
plished this saving. 


SECOND is conservation of fuel. 


In 1920 locomotive fuel cost the Santa Fe $28,372,- 
475; in 1926 the cost was $22,604,116. 


In 1920 the Santa Fe used 185 Ibs. of fuel to move 
1000 gross tons, excluding the locomotive, one mile in 
road service, and in 1926 it used 133 Ibs., a saving of 
52 Ibs., or 28.11%. 


In 1920 it used 16.4 lbs. to move a passenger car one 
mile, and in 1926 it used 13.6 lbs., the saving being 2.8 
Ibs., or 17.07%. 


The total fuel saving for the year 1926 is equivalent 
to 1,756,180 tons, costing $7,744,754 at 1926 prices. 


This conservation of fuel has been accomplished by 


a carefully worked out policy of 


1. Lengthening locomotive runs, so less fuel 
is use@ in firing up and less time lost in 
cooling locomotives. 


2. Reducing train delays. 


3. Larger locomotives, bigger trains, and 
heavier carloads in which shippers have 
rendered very valuable aid. 


4. Using the best fuel saving devices. 


5. More scientific firing and handling of loco- 
motives and trains by the men. 


We Ask Your Continued Assistance 
in Meeting These Transpor- 
tation Problems. 


And we promise you our best efforts to render 
steadily improved service, although the Full Crew and 
Train Limit Laws in some states limit greatly our 
possibilities for further economies. 


W. B. STOREY, President 
The Atchison, Topeka and Santa Fe 
Railway System. 
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Inapplicable and unreasonable rates on cottonseed shavings 
from Savannah, Ga., to Tampa, Fla. Asks reparation. 


No. 19619. Belt Line Brick Co., Minneapolis, Minn., vs. Rutland. 
Illegal rate on crushed limestone from Brandon, Vt., to Fulford, 
Fla. Asks reparation. 


No. 19332. Sub. No. 1. D. E. Ryan Co., Minneapolis, Minn., vs. Great 
Northern et al. 
Unreasonable rates on potatoes from Grasston and Brook Park, 
Minn., to Wilson and Ringling, Okla. Asks rates for future and 
reparation. 


No. 19620. The Board of Railroad Commissioners of Iowa, Des Moines, 
la., vs. Santa Fe et al. 
Unreasonable and discriminatory rates on coarse grain from 
Group. E, which includes Iowa territory, to the north Pacific 
coast. Asks rate of 64 cents in lieu of present rate of 71.5 cents. 


No. 19621. Mabie-Lowrey Hardware Co., Roswell, N. M., vs. Santa Fe. 

Unreasonable rates and charges on power pumps, pump heads 

and parts thereof from Los Angeles, Calif., to Roswell, N. M. 
Asks rates for future and reparation. 


No. 19622. Western Paper Makers Chemical Co., 
va. &. C.. is Ot al. 

Rate of 71 cents in violation of first three sections of the act, 
on rosin size from Jacksonville, Fla., to Winchester, Va. Asks 
cease and desist order and reparation to basis of rate of 28% 
cents. 

No. 19624. Hardee & Gentile, Inc., Miami, Fla., vs. Seaboard Air Line 
et al. 

Unlawful charges on tomatoes from Ocala, Fla., to Johnson City, 
Tenn. Asks rate for future and reparation. 

No. 19625. Independent Sand Co. et al., Kansas City, Mo., vs. Santa 
Fe et al. 

Rates in violation of sections 1 and 3 of the act, on sand from 
Lawrence, Kans., to points within Kansas City switching limits. 
Asks cease and desist order and reparation. 

No. 19626. Carnegie Steel Co., Pittsburgh, Pa., vs. B. & O. et al. 

Alleges overcharges on cotton ties from Youngstown, O., to 
Wilmington, N. Ce Asks reparation. 


Kalamazoo, Mich., 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


May 23—Lincoln, Neb.—Commissioner McNanamy: 

— art 2, Western Trunk Line Class Rates. Ex Parte 87 (Sub. 
1) lass rates within Western Trunk Line territory. 

14625—Class rates to and from Nebraska stations. 

15265—Board of Railroad Commissioners of the state of S. D. vs. C. 
& N. W. Ry. et al. 

16226 (and Sub. Nos. 1 and "> oe Chamber of Commerce Traffic 
Bureau vs. A. & R. R. R. eta 

bes ae og of Railroad | 5 of the state of N. D. vs. C. 

& St. Ry. et al. 
16813 “Chamber of Commerce of Kansas City et al. vs. A. & R. R. R. 
o. et a 

16945—Board of jlroad Commissioners of the state of N. D. vs. A. 
&. W. Ry. et al. 

a ee of Le Commissioners of the state of S. D. vs. A. 

17030—Sioux Walls Chamber of Commerce vs. A. A. R. R. 

17235—Intrastate class rates within South Dakota. 

17980—Bismarck Assn. of Commerce et al. vs. Nor. Pac. Ry. et al. 

10390—Chamber of Commerce of Kansas City Pw BD, G. 

18454—Commercial Club of Fargo, N. D., vs. ~ & W. Ry. et al. 

18735—The Grand Forks Commercial Club vs. & W. Ry. et al. 

18790—Dodge City Chamber of Commerce vs. Pn T. & S. F. Ry. et al. 
(Further hearing.) 


May ey oe D. C.—Examiner Carney: 
‘ 2891—-Sugar, import and coastwise, from Texas Gulf Ports 
K Ghiskares. 
. & S. 2891 (1st supplemental order)—Sugar, import and coastwise, 
from Texas Gulf ports to Oklahoma. 


23—New York, N. Y.—Examiners Money and Esch 
$7000, Rate Structure Investigation, Part 8, Cottonseed, It Products 
and Related Articles. 
1.&S. aly As nog og and related vegetable products from South- 
western Territory to Central, Eastern, and Southern Territories. 
1. & S. 2820—Vegetable Oils and Related Articles in Official Classi- 
fication Territory. 

1. & S. 2884—Vegetable Oils and Oil Foots from Texas to Fort 
Wayne, Ind., and Buffalo, N. Y. 

14594—-American Linseed Co. vs. B. R. & P. Ry. et al. 

14683—-Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 

15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 

ae a a No. 1 to 3, incl.)\—Armstrong Packing Co. vs. 

et a 

i «er aed Association of Chicago Heights vs. B. & O. 
R. R. et 

17339—C. F. Simonins’ Sons vs. C. I. & W. R, et al. 

17457—Humphreys-Godwin Co., Inc., vs. A. nt S. Ry. et al. 

18026—Arkansas Cottonseed Crushers’ Ass’n Vs. A. C. & Y. Ry. et al. 

=a Cottonseed Crushers’ Ass’n et al. vs. A. & R. R. R. 
et al 

18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q . R. et al. 

18841—Alabama Cottonseed wee Ass’n vs. LL & N . a 

18890—Lever Bros. Co.. vs. B. & A. R. R. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 

es a a oe Cottonseed Crushers’ Ass’n vs. C. R. lL. & P. 

y.e 

19088—The Blanton Co, vs. A. & V. Ry. et al. 

19141—The Refuge Cotton Oil Co. et al. vs. A. & Lg Ry. et al. 

19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 

19165—The Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169—California-Arizona Ginners’ and Crushers’ Ass’n et al. vs. 
Apache Ry. et al. 

be “ieee Cottonseed Products Corp. et al. vs. A. & V. Ry. 
et al. 

19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 

19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 
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OPPOSE ST. PAUL PLANS ’ 


The bondholders’ defense committee of the Chicago, Mj. 
waukee & St. Paul, known as the Jameson committee, has askeg 
leave to intervene in finance docket No. 6240, created by the 
application of the Chicago, Milwaukee, St. Paul & Pacific t 
take over and operate the Chicago, Milwaukee & St. Paul rajj. 
road in accordance with the reorganization plan. Its petition 
alleges that the plan is primarily in the interest of the stock. 
holders and unfair to the bondholders. It further alleges the 
terms and conditions of the plan are unjust and unreasonable 
and that the proposed issue of securities is not compatible with 
the public interest. A further allegation is that the plan does 
grave injury to the petitioners and seriously jeopardizes the 
public interest. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended May 7 was esti. 
mated at 8,182,000 net tons by the Bureau of Mines of the De. 
partment of Commerce. This represented a decrease of 242,00) 
tons when compared with the output for the preceding week. 
The production of anthracite was estimated at 1,872,000 tons, a 
slight decrease from the output in the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended May 7 totaled 389,312 net tons, of which 227,529 
tons were for New England delivery, and from Charleston, S. ¢, 
1,420 tons. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended April 16 were reported 
as follows: Bituminous, 2,475; anthracite, 2,236. .- 





| Docket of the Commission 


‘ 


19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 
19307—National Cottonseed Products Corp. vs. A. & N. W. R. R. 


et al. 
19325—The Southern Cotton Oil Co. vs. A. & R. R. * et al. 
17270 Sub. 1)—American Linseed Co. vs. N. Y. & W. RR. 
eta 
19533—East St. Louis Cotton Oil Co. vs. Southern Pacific Sw et 3 
19169 (Sub. No. 1)—California Cotton Oil Co. et al. vs. A. T. & S. F 


Ry. et al. 
See Cotton Oil Refining Corp. vs. D. L. & W. R. R. 
et a 


May 23—Chicago, Ill.—Examiner Smith: 
$390—Allied Packers, Inc., et al. vs. A. T. & S. F. Ry. et al. 
May 23—Weshington, D. C.—Examiner Walton: 
Valuation No. 971—In re tentative valuation of the property of the 
Union Terminal Ry. 
“ 24—Chicago, Ill._—Examiner Smith: 
19198—Chicago Live Stock Exchange vs. Penna. R. R. 


May 24—Asheville, N. C.—Commissioner Lewis and Examiner Waters: 
19512—Birmingham Slag Co. vs. A. G. S. R. R. et al. 
17517—Rates on chert, clay, sand and gravel within the state of Ga. 
17699 (and Sub. 1)—Roquemore Gravel Co. et al. vs. A. B. & A. Ry. 


et al. 

17764 (and Sub. 1)—Dixie Sand & Gravel Co. vs. A. B. & A. Ry. 
et al. (further hearing). 

May 24—Fairmont, W. Va.—Examiner Barron: 
11446—Northern West Virginia Coal Operators’ Assn. vs. Penna. 

R. R., Director-General, as agent, et al. (further hearing). 

May o4— Prenton, N. J.—New Jersey Commission: 

* Finance No. 6138—. \pplication Camden and Burlington County Rail- 
way and Pennsylvania Railroad, lessee, for authority to abandon 
part branch line in Burlington county, N. 

May 25—Chicago, Ill.—Examiner Smith: 

13110—Minneapolis & St. Louis R. R. vs. P. & P. U. Ry. 

May 25—Argument at Washington, D. C.: 
17444—Perry Iron Co. vs. N. Y. C. R. R. et al. 

May 25—Rocky Mount, N. C.—Examiner Mohundro: 
19312—Munn, Griffin & Co. vs. A. C. L. R. R. 

ae’ 26—Atlanta, Ga.—Examiner Mohundro: 
391—-Mather Bros. vs. A. B. & A. Ry. et al. 

19541—Albright-England Co. et al. vs. A. G. S. R. R. et al. 

May 26—New York, N. Y.—Examiner Snider: 
19166-—Hoboken Manufacturers R. R. vs. A. & R. R. R. et al. 

May 26—Argument at Washington, D. C.: 
17502—New York & Pennsylvania Co. vs. D. & H. Co. et al. 
17503—New York & Pennsylvania Co. vs. D. & H. Co. et al. 
18200—Internatonal Paper Co. et al. ivs. D. & H. Co. et al. 

18257 fone Sub. 1)—International Paper Co. et al. vs. D. & H. Co. 
et al. 

May 27—Washington, D. C.—Examiner Carney: 
19243—Hallsboro Manufacturing Co. vs. Southern Ry. et al. 

May 27—Chicago, Ill.—Examiner Smith: 

1. & S. 2821 (and list, 2nd, 3rd and 4th supplemental orders)—Gen- 
eral Cancellation of L. C. L. Commodity rates and cancellation ¢ 
certain C. L. Commodity rates in I. F. A., W. T. L. and C. 
A. territories. 

May 27—Washington, D. C.—Examiner Roberts: 

Valuation No. 952—In re tentative valuation of the property of the 
Erie & Michigan Ry. & Navigation Co. 

May 28—Birmingham, Ala—Examiner. Mohundro: P 
1. & S. 2904—Furniture from Ft. Smith, S. Ft. Smith and Van 

Buren, Ark., to Birmingham, Ala. 

May 30—Montgomery, Ala.—Examiner Mohundro: 
19275—Alabama-Georgia Syrup Co. vs. I. H. B. e R. et ay 
16744—Montgomery Cotton Exchange et al. vs. L. & N. R. R. (fur 

ther hearing). 
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PORTSMOUTH 





Unshaded area—comprising half the population of the United States—is reached by quick short hauls from Nor- 
folk. Express coastwise steamship service at freight rates— direct short routes to Europe and South America. 


DIRECT SAILINGS 
TO EUROPE AND 
SOUTH AMERICA 





The Spotlight of Industry 
Is Turned on NORFOLK 


wee are the most vital problems 

facing your industry? Distribution— 
labor—raw materials? Norfolk-Portsmouth 
—the great industrial area of Tidewater 
Virginia—offers exceptional economies in 
all three. 


Centrally located half way down the At- 
lantic Coast, Norfolk-Portsmouth is within 
a day’s haul of half the population of the 
United States. Eight great railways radiate 
to every section of the country. By sea— 
ocean and coastwise vessels carry Norfolk’s 
finished products everywhere by short direct 
routes. 


Industries in this area have the advantage 
of a labor market of a large metropolitan 
center — contented — intelligent — capable. 
Over 95% of Norfolk’s population is native 
born. This is in striking contrast to north- 
ern cities. 


And Norfolk is located in the very heart 
of large supplies of raw materials—cotton 
—lumber—coal—steel—tobacco—by land. 
Sugar—molasses—rubber—iron ore—coffee 
—heavy chemicals—by sea. 


Power is available in sufficiently large 
quantities to keep pace with any industrial 
expansion of the near future. Rates are 
unusually favorable. New $5,000,000 power 
plant under construction—capacity 100,000 
H.P. 


* * & 


Norfolk’s abundant acreage provides excellent 
plant sites at moderate cost. Our Industrial Com- 
mission will be glad to assist you by preparing 
an economic and engineering analysis of the Nor- 
folk-Portsmouth industrial area as related to your 
specific enterprises. All inquiries held in confi- 
dence. Address Norfolk-Portsmouth Industrial 
Commission, Dept. U-6, Chamber of Commerce, 
Norfolk, Va. 





NORFOLK - PORTSMOUTH 


Chamber of Commerce 
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me 31—Minneapolis, Minn.—Examiners we! and Es 
17000, Rate Structure Investigation, Part 8 g tt Products 
and Related Articles. 
1. & S. 2759—Cottonseed and related vegetable products from South- 
ye Territory to Central, Eastern, and Southern Territories. 
I. 2820—Vegetable Oils and Related Articles in Official Classi- 
Pes. Territory. 
1. & S. 2884—Vegetable Oils and Oil Foots from Texas to Fort 
Wayne, Ind., and Buffalo, N. Y. 
14594—-American Linseed Co. vs. B. R. & P. Ry. et al. * 
14683—-Spencer Kellogg & Sons vs. B° R. & P. Ry. et al. 
15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 
16300 (and Sub. No. 1 to 3, incl.)—Armstrong Packing Co. vs. 
A. & S. Ry. et al. 
bs ag) “eee agen Association of Chicago Heights vs. B. & O. 
. eta 
17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
18026—Arkansas Cottonseed Crushers’ Ass’n vs. A. C. & Y. Ry. et al. 
ey" ne Cottonseed Crushers’ Ass’n et al. vs. A. & R. R. R. 
et al. 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 
18841—Alabama Cottonseed ‘ore Ass’n vs. L. & N. R. R. 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 
i ee Cottonseed Crushers’ Ass’n vs. C. R. IL & P. 
y. eta 
* 49088—The Blanton Co. vs. A. & V. Ry. et al. 
19141—-The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 
19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 
19165—The Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 
19169—California- a Ginners’ and Crushers’ Ass’n et al. vs. 
Apache Ry. et al. 
19176— National Cottonseed Products Corp. et al. vs. A. & V. Ry. 
et a 
19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 
' 19245—The Procter & Gamble Co. vs. B. & i; R. R. et al. 
' 19270—The Southern Cotton Oil Co. vs. A. R. R. et al. 
ee Cottonseed Products Corp. “a hs & H.W. BR: RK. 
et a 


' 19325—The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 
19533—East St. Louis Cotton Oil Co. vs. Southern Pacific Co. et al. 
19169 ye No. 1)—California Cotton Oil Co. et al. vs. A. T. & S. F. 

Ry. et al. 


oo eee Cotton Oil Refining Corp. vs. D. L. & W. R. R. 
et al. 
17270 (and Sub. 1)—American Linseed Co. vs. N. Y. S. & W. R. R. 


May 31—Yakima, Wash.—Examiner Harraman: 
3765 (and Sub. 1)—Washington Dehydrated Food Co. vs. Northern 
Pacific Ry. et al. 


May 31—Washington, D. C.—Examiner Hendon: 
Valuation No. 968—In re tentative valuation of the property of 
the East Carolina Ry. (Henry Clark Bridgers, lessee). 


June 1—Washington, D. C.—Examiners Gibson and Woodrow: 

Valuation No. 386—In retentative valuation of the property of the 
Pennsylvania Co. et al. 

Valuation No. 437—Dayton Union Ry. Co. 
Valuation No. 429—Manufacturers Ry. Co. (Toledo, O.). 
Valuation No. 435—Louisville Bridge & Terminal Ry. Co. 
Valuation No. 436—Wheeling Term. Ry. Co. 
Valuation No. 431—Lorain, Ashland & Southern Pa R. Co. 
Valuation No. 434—Akron & Barberton Belt R. R. Co. 
Valuation No. 432—Calumet Western Ry. Co. 
Valuation No. 425—Cincinnati, Lebanon & Northern Ry. Co. 
Valuation No. 351—Grand Rapids & Indiana Ry. Co. et al. 
Valuation No. 461—Pittsburgh, Chartiers & Youghiogheny Ry. Co. 
Valuation No. 462—Toledo, Peoria & Western Ry. Co. 
Valuation No. 928—Pennsylvania R. R. Co. et al. 
Valuation No. 382—West Jersey & Seashore R. R. Co. 
Valuation No. 841—Winfield R. R. Co. 
Valuation No. 837—Perth Amboy & Woodbridge R. R. Co. 
Valuation No. 840—Elmira & Lake Ontario R. R. 
Valuation No. 839—Delaware, Maryland & Virginia R. R. Co. 
Valuation No. 878—Freehold & Jamesburg Agricultural R. R. 
Valuation No. 877—Cherry Tree & Dixonville R. R. Co. 
Valuation No. 880—Monongahela Ry. et al. 
Valuation No. 879—Johnsonburg R. R. Co. 
Valuation No. 881—Pennsylvania & Atlantic R. R.. Ca. 
Valuation No. 887—York, Hanover & Frederick Ry. Co. 
Valuation No. 886—Western N. Y. & Pa. Ry. Co. 
Valuation No. 885—Pennsylvania Tunnel & Terminal R. R. Co. 
Valuation No. 903—Phila., Balto. & Wash. R. R. Co. 


June 1—New Orleans, La.—Examiner Mohundro: 
19480—The —s Waterways Corp., Operating Miss.-Warrior Serv- 
ice et al., vs. A. G. S. R. R. et al. 


June  aalciebien Pa.—Examiner oo 
19393—The Magee Carpet Co. vs. C. R. of N. J. et al. 


June 1—Washington, D. C.—Examiner irwhod 
19395—North American Cement Corp. vs. N. & W. Ry. 
19455—North American Cement Corp. vs. B. Fg oO. R. x et al. 


June 1—Denver, Colo.—Commissioner McNanamy: 
17000, part 2, Western Trunk Line Class Rates. Ex Parte 87 (Sub. 
i}—-Cinae rates within Western Trunk Line territory. 
14625—Class rates to and from Nebraska stations. 
15265—Board of Railroad Commissioners of the state of S. D. vs. C. 
& N. W. Ry. et al. 
16226 (and Sub. Nos. 1 and 2)—Omaha Chamber of Commerce Traffic 
Bureau vs. A. & R. R. R. et al. 
16838—Board of Railroad Commissioners of the state of N. D. vs. C. 
M. & St. P. Ry. et al. 
16913 Chamber of Commerce of Kansas City et al. vs. A. & R. R. R. 
Oo. e 
ve om of Railroad Commissioners of the state of N. D. vs. A. 


W. Ry. et al. 

16081 Bosra of Railroad Commissioners of the state of S. D. vs. A. 
&. W. Ry. et al. 

17030—Sioux Falls Chamber of Commerce vs. A. A. R. R. 

17235—Intrastate class rates within South Dakota. 

17980—Bismarck Assn. of Commerce et al. vs. Nor. Pac. Ry. et al. 

10390—Chamber of Commerce of Kansas City _ D. G. 

18454—Commercial Club of Fargo, N. D., vs. A. & W. Ry. et al. 

18735—The Grand Forks Commercial Club vs. A. & W. >" et al. 

18790—Dodge City Chamber of Commerce vs. A. T. & S. F. Ry. et al. 
(Further hearing.) 


June 1—Washington, D. C.—Examiner Hayes: 
ere wy -o37—in re tentative valuation of the property of the 





June 1—Washington, D. C.—Examiner Law: 
Finance No. 3638—Excess Income of the Bessemer & Lake Erie 


R. R. 
Finance No. 3966—Exxcess Income of the Union R. R. Co. (of Pa.). 


June 1—Argument at Washington, D. C.: 
Valuation No. 857—Tentative valuation of the properties of D. T. & 
I. R. R. and Toledo-Detroit R. R. 


June 1 and 2—Washington, D. C.—Commissioner McManamy and Ex- 
aminer Seal: 
15584—-Sinclair Refining Company et al. vs. A. & W. Ry. et al. 
15585—-Miller Petroleum Company et al. vs. Santa Fe et al. 
16065—Barnsdall Refining Company et al. vs. La. & Ark. Ry. et al. 
16066—North Texas Petroleum Traffic Bureau vs. La. & Ark. Ry. 
et al. (further hearing). 


June 2—New Orleans, La.—Examiner Mohundro: 

* Fourth Section App. No. 2040 et al., filed by Agent Hosmer et al.,, 
in re class and commodity rates (on import and export traffic) 
from and to Gulf Ports to and from interior points in United 
States. 

June 2—Pittsburgh, Penna.—Examiner Johnston: 

19280—Fairfax Sand & Crushed Stone Co. vs. B. & O. R. R. et al. 
18915 (and Sub. No. 1)—Westmoreland Brick Company vs. P. R. R. 
et al. (further hearing). 


June 2—Milwaukee, Wis.—Examiner Snider: 
19302—Kissel Motor Car Co. vs. C. M. & St. P. Ry. et al. 


June 2—Argument at Washington, D. C.: 
Valuation No. 869—In re tentative valuation of the property of the 
Oklahoma City Jct. Ry. 
June 3—Argument at Washington, D. C.: 
15584—Sinclair Refining Company et al. vs. A. & W. Ry. et al. 
15585—Miller Petroleum Company et al. vs. Santa Fe et al. 
16065—Barnsdall Refining Company et al. vs. La. & Ark. Ry. et al. 
wr x ee Texas Petroleum Traffic Bureau vs. La. & Ark. Ry. 
et a 


June 3—Milwaukee, Wis.—Examiner Snider: 
19547—-Wadhams Oil Company vs. Santa Fe et al. 


June 3—New Orleans, La.—Examiner Mohundro: 

19305—-The Southern Cotton Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
June 3—Washington, D. C.—Examiner Carney: 

19478—Elmer C, Smith vs. Ft. W. & D. C. Ry. et al. 


June 3—Boise, Ida.~—Examiner Harraman: 
19031—B. F. Hurst et al. vs. Boise Valley Tract. Co. et al. 


June 6—Washington, D. C.—Examiner Carney: 
1. and S. No. 2897—Newsprint paper from points in Ontario and 
Quebec, Canada, to Nashville, Tenn. 


June ro. Miss.—Examiner Mohundro: 
1. & S.-No. 2782—Estimated weights on carrots from Louisiana to 
northern, eastern and western points (further hearing). 


June 6—Madison, Wis.—Examiner Snider: 
18671—Hillsboro Condensed Milk Company vs. B. & O. R. R. et al. 


June 6—St. Louis, Mo.—Examiners Money and Esch: 

17000, Rate Structure Investigation, Part 8, Cottonseed, It Products 
and Related Articles. 
. & S. 2759—Cottonseed and related vegetable products from South- 
western Territory to Central, Eastern, and Southern Territories. 
. & S, 2820—Vegetable Oils and Related Articles in Official Classi- 
’ fication Territory. 

1. & S&S. Vegetable Oils and Oil Foots from Texas to Fort 
Wayne, Ind., and Buffalo, N. Y. 

14594—American Linseed Co. vs. B. R. & P. Ry. et al. 

14683—-Spencer nen & Sons vs. B. R. & P. Ry. et al. 

15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 

16300 Pes Sub. No. 1 to 3, incl.)—Armstrong Packing Co. vs. 
A. & S. Ry. et al. 

Ls we e~ eee Association of Chicago Heights vs. B. & O. 

e 

17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 

17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 

18026—Arkansas Cottonseed Crushers’ Ass’n vs. A. C. & Y. Ry. et al. 

bs “yaaa Cottonseed Crushers’ Ass’n et al. vs. A. & R. R. R. 
et al. 

18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. = et al. 

18841—Alabama Cottonseed Crushers’ Ass’n vs. L. & N. R. 

18890—Lever Bros. Co. vs. B. & A. R. R. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 

le 2 Cottonseed Crushers’ Ass’n vs. C. R. IL. & P. 

y. et 

19088—-The Blanton Co. vs. A. & V. Ry. et al. 

19141—-The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 

19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 

19165—The Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169—California- ~ ice Ginners’ and Crushers’ Ass’n et al. vs. 
Apache Ry. et 

19176— National 5 ar Products Corp. et al. vs. A. & V. Ry. 


19194—-The Procter & Gamble Co. vs. . & S. Sf et al. 

19245—The Procter & Gamble Co. vs. & ey oeee. Ot: al. 

19270—The Southern Cotton Oil Co. tg ‘A. ot "R. et al. 

— Cottonseed Products Shy vs. A. & N. W. R. R. 
et al. 

19325—The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 

19533—East St. Louis Cotton Oil Co. vs. Southern Pacific Co. et al. 

19169 ee. No. 1)—California Cotton Oil Co. et al. vs. A. T. & S. F. 
Ry. et al. 

19836_—Portamouth Cotton Oil Refining Corp. vs. D. L. & W. R. R. 


ait inl Louis, Mo.—Examiners Money and Esch: 
17270 (and Sub. 1)—American Linseed Co. vs. N. Y. S. & W. R. R. 
et al. 


June x = olis, Ind.—Examiner Johnston: 
t. traw from Cairo, Thebes and E. St. Louis, IIl., 
Upper eee River Crossings to Indiana and Ohio. 
June 6—Washington, D. C.—Examiner Potter: 
Valuation No. 950—In re tentative valuation of the property of the 
Aransas Harbor Terminal Ry. 
June 6—Washington, D. C.—Examiner Faris: 
Valuation No. 960—Tentativé valuation of the property of the Den- 
ver & Rio Grande R. R. et al. 


June 7—Boston, Mass.—Examiner Disque: 

* |. and S. No. 2907—Granite, stone and marble, carloads, in NeW 
England territory. 

June 7—Jackson, Miss.—Examiner Mohundro: 


19483—-Jackson Traffic Bureau for R. H. Green et al. vs. I. C. 
R. R. et al. 
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FORT SMITH. ARKANSA 
CThe Southern (jateway to the Ozarks 


Why Fort Smith is one of the best towns in the Southwest 


Population 40,000 ; 93% native 
white; 63% own their own 
homes. Trade Territory, 1,000,- 
000. 


Served by five railroad lines. 


Good roads lead in all direc- 
tions. 125 miles of paved streets. 
Five free bridges. Natural gate- 
way to the Southwest. 


First class educational, recre- 
ational, health and hospital fa- 
cilities; golf courses, tennis 
courts, swimming pools. A good 
place in which to live and work. 


Natural gas supply; city is 
beautifully clean, factories using 
natural gas make no smoke. 


Located in the midst of the 
mid-continent coal fields with 
annual production of 4 million 
tons. 


Kansas City Southern Passenger 
Station at Fort Smith 


This advertisement was prepared by the 


Richest hardwood region in 
the world and vast pine forests 
at hand. 


Fourteen furniture factories. 


Plentiful supply of raw ma- 
terials, power and fuel. Depend- 
able, native-born labor supply. 


One hundred twenty-one di- 
versified factories including 3 
glass factories; 3 zinc smelters; 
sorghum and stock feed plant; 
two large cotton compresses; 
scissors factory making the 
highest grade cutlery in the 
world; biscuit, clothing, outing 
equipment, food products ; chem- 
ical plants; planing mills; 
printing and engraving; mer- 
chant iron and steel. 


Wholesale business totals 
more than $55,000,000 annually ; 
retail, $26,000,000; cotton and 
agriculture, $23,600,000. 


FORT SMITH CHAMBER OF COMMERCE 


Fort Smith is located in a section which produces more than half the supply of 
is grown in the territory surrounding Ft. Smith. Two large cotton compresses make Ft. 


and is published in a spirit of cooperation by 


The Kansas City Southern Railway Company 


concentration center for Southern cotton. 


American cotton. An average of 300,000 bales per year 


Smith a leading 
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Portions of Fourth Section Applications Nos. 1618, 2045, 4297 
and 2043. 
June 7—Helena, Mont.—Examiner Harraman: 
Fourth Section Application No. 827, filed by Great Northern Ry. 


June 8—Eau Claire, Wis.—Eaxminer Snider: 
19240—Dells Paper & Pulp Co. vs. A. G. S. R. R. et al. 
June 8—Argument at Washington, D. C.: 
1. & S. 1885 (and ist and 2nd supplemental orders)—Brick ,and 
clay products from, to, and between points in Southern territory. 
1. & S. 1938—Brick and clay products from, to and between points 
in Southern territory. e 
17093—Augusta Face Brick Co. et al. vs. A. C. L. R. R. et al. 
18443—Rates on common brick between points within state of Ga. 
18444—Rates on common brick between points within state of Ala. 
June 9—Washington, D. C.—Examiner Hendon: 
* Valuation No. 969—In re tentative valuation of the property of the 
Galveston, Houston & Henderson Railroad Company. 


June 9—Jamestown, N. Y.—Examiner Hill: 
16178—Jamestown Chamber of Commerce vs. Penna. R. R. et al. 
(further hearing on question of reparation). 


June 9—Minneapolis, Minn.—Examiner Snider: 
19536—Independent Fruit Co. et al. vs. C. & A. R. R. et al. 
June 9—Greencastle, Ind.—Examiner Johnston: 
19449—The American Zinc Products Co. vs. B. & O. R. R. et al. 
June 9—Argument at Washington, D. C.: 
19130—California Growers’ and Shippers’ Protective League vs. A. T. 
& S. F. Ry. et al. 
June 10—New York, N. Y.—Examiner Disque: 
* 1. and S. No. 2906—Iron and steel articles, less carloads, between 
points in New England territory. 
June 10—Memphis, Tenn.—Examiner Mohundro: 
19454—EEmbry E. Anderson et al. vs. A. & S. Ry. et al. 
June 10—Minneapolis, Minn.—Examiner Snider: 
— oo Potato Growers’ Exchange et al. vs. A. T. & S. F. 
y. et al. - 
een Potato Growers Exchange vs. A. T. & S. F. Ry. 
et al. 
June 10—Rochester, N. Y.—Examiner Hill: 
19413—The East Rochester Association vs. B. & O. R. R. et al. 
June 10—Cincinnati, O.—Examiner Griffin: 
19338—John Wroe vs. L. & N. R. R. 
June 10—Argument at Washington, D. C.: 
12482—Ogden Packing & Provision Co. vs. A. T. & S. F. Ry., di- 
rector general, as-agent, et al. 
June 10—Bismarck, N. D.—Examiner Harraman: 
19253—-The Bismarck Tribune Co., Bismarck, N. D., vs. B. F. & 1. 
F. Ry. et al. 
June 11—Decatur, Ill._—Examiner Johnston: 
19489—E.-Z. Opener Bag Co. vs. Sou. Ry. et al. 


June 11—Minot, N. D.—Examiner Harraman: 
19484—C 


. R. Gleason Co. of Bottineau, N. D., et al. vs. A. A. R. R. 


et al. 
June 13—Kalamazoo.—Examiner Hill: 


19154 (and Sub. No. 1)—Superior Pine Products Company et al. vs. 


A. C. LL R. R. et al. 


June 13—Duluth, Minn.—Examiner Snider: 
19281—Cutler Magner Company vs. C. St. P. M. & O. Ry. et al. 
19501—John Arko et al. vs. A. T. & S. F. Ry. et al. 


June 13—Kansas City, Mo.—Examiner Griffin: 


19192—Frederichsen Floor & Wall Tile Co. vs. A. C. L. R. R. et al. 
19205—Bradford Rig & Reel Co. et al. vs. A. T. & S. F. Ry. et al. 


June 13—Jonesboro, Ark.—Examiner Mohundro: 
19183—Jonesboro Freight Bureau et al. vs. M.-K.-T. R. R. et al. 


June 13—Ottumwa, Ia.—Examiner Johnston: 


19185—Walter T. Hall and Co., Walter T. Hall, Wm. S. Vinson vs. 


A. G. S. R. R. et al. 
June 13—New York, N. Y.—Examiner Disque: 
19355—Kwikstik Co. vs. A. & V. Ry. et al. 
June 13—Philadelphia, Pa.—Examiner Trezise: 
19003—Commercial Exchange of Philadelphia vs. W. S. R. R. et al. 


June 13—Jamestown, N. D.—Examiner Harraman: 
19254—-Game & Son, Inc., et al. vs. B. A. & P. Ry. et al. 
June 14—Chicago, I!l.—Examiner Hill: 
19430—Alex Getz vs. Tennessee Central Ry. et al. 
19419—Haffner Thrall Car Company vs. Nor. Pac. Ry. 
June 14—Des Moines, Ia.—Examiner Johnston: 
19466—McGreer Brothers et al. vs. C. B. & 
June 14—Duluth, Minn.—Examiner Snider: 


Q. R. R. 


18936 (and Sub. Nos. 1 and 2)—Culbertson Brothers Company vs. 


Cc. G. W. R. R. ot al. 


June 14—Kansas City, Mo.—Examiner Griffin: 
19353—-Southwestern Milling Co., Inc., vs. C. R. I. & P. Ry. et al. 


June 14—New York, N. Y.—Examiner Disque: 
19415—Globe Malleable Iron & Steel Co. vs. B. & O. R. R. et al. 


June 14—Jamestown, N. D.—Examiner Harraman: 


Fourth Section Application No. 12972, filed by the C. M. & St. P. 
Ry. (H. E. Byram, Mark W. Potter and Edward Brundage, re- 


ceivers). 
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June 15—Washington, D. C.—Examiner Carney: 
19361—Richmond Union Stock Yards Co. vs. C. & O. Ry. et al, 


June 15—Des Moines, Ia.—Examiner Johnston: 
15028—Des Moines Board of Trade et al. vs. Des Moines and Cep. 
tral Iowa R. R. et al. (further hearing with respect to rates 
on grain products). 
June 15—Chicago, Ill.—Examiner Hill: 
19427—Henry Marble Company et al. vs. B. & O. R. R. et al. 
June 15—Kansas City, Mo.—Examiner Griffin: 
18046—-Nichols Wire, Sheet and Hardware Co. et al. vs. A. T. &§ 
F. Ry. et al. i 
June 15—New York, N. Y.—Examiner Disque: 
19506—American Bakeries Co. vs. N. & W. Ry. et al. 
June 15—Atlantic City, N. J.—Commissioner Campbell d Exami 
Faul and Bardwell: aie ass — 
17000—Rate Structure Investigation, part 6, iron and steel articles 
ee on iron and steel articles in carloads within state of 
oO. 
bay" taps Cleveland Chamber of Commerce vs. A. T. & S. F. Ry, 


et al. 
18548—Jones & Laughlin Steel Corp. vs. A. & E. R. R. et al. 
18627—Cumberland Steel Co. vs. B. & O. R. R. et al. 
18667—-The- American Rolling Mill Co. vs. Penn. R. R. et al. 
18688—Inland Steel Co. et al. vs. A. C. & Y. Ry. et al. 
18951—-The Detroit Board of Commerce vs. A. & E. R. R. et al. 
19023—-Kalamazoo Chamber of Commerce vs. A. & E. R. R. et al. 
19036—Lansing Chamber of Commerce vs. A. & E. R. R. et al. 
19066—The Motor Wheel Corp. vs. A. & E. R. R. 
19085—Elmira Steel Co., Inc., vs. L. V. R. R. et al. 
19134—-The National Supply Co. et al. vs. N. Y¥. C. R. R. et al. 
19428—The Kawneer Co. vs. B. & O. R. R. et al. 
19498—Barry Mfg. Co. et al. vs. A. & E. R. R. et al. 
1. & S. 2890—Iron and Steel Articles, carloads, between points in 
New England territory. 
1. & $ 2896—Iron and Steel Articles from Cleveland, O., to Dunkirk, 


| ee 2 
19400—Keystone Steel & Wire Co. vs. C. & A. R. R. et al. 
19531—Keystone Steel & Wire Co. vs. B. & O. R. R. et al. 
1. & S. 2890 (1st supplemental order)—Iron and steel articles, car- 
; loads, between points in New England territory. 
* 1. and S. No. 2890 (second supplemental order)—Iron and steel 
articles, carloads, between points in New England territory. 


June 15-16—Argument at Washington, D. C.: 

1. & S. 2595 (and ist and 2nd supplements)—Meats and packing 
house products to, from and between Southwestern and Western 
Trunk Line points. 

15389—-Swift & Co. vs. A. T. & S. F. Ry. et al. 

15446—Albert Lea Packing Co. et al. vs. C. R. I. & P. Ry. et al. 

usw ae ~~ ~ ail. a T. & S. F. Ry. et al. 

son o., Inc., 0 a., et al. vs. D. G., as agent, C. 

B. & Q. R. R. et al. “ : 

12067—Wilson & Co., Inc., vs. D. G., as agent, A. T. & S. F. Ry. et al. 
12127—-Swift & Co. vs. St. L.-S. F. Ry., D. D., as agent, et al. 

oo Gregson Co. et al. vs. D. G., as agent, A. T. & S. F. 

y. et al. 

12175—Morris & Co. vs. D. G., as agent, A. T. & S. F. Ry. et al. 

12193—Armour & Co. vs. M. K. & T. Ry., D. G., as agent, et al. 

12284—-Wilson & Co. of Okla. et al. vs. D. G., as agent, C. R. 1. & 
P. Ry. et al. 

12301—Albert Lea Packing Co. et al. vs. D. G., as agent. 

ee = Co. et al. va. A. T. & 8. Fu Ry: et al, D. G.,.a 
agent. 

12515—Swith & Co. vs. K. C. Term. Ry., D. G., as agent, et al. 

12646—Swift & Co. vs. A. T. & S. F. Ry. et al. 

15362—J. E. Decker & Sons et al. vs. C. R. I. & P. Ry. et al. 

1. & S. 2533—Butter and Lard Tubs, Meats and Packing House Prod- 
ucts from and to Southwestern points. 


June 16—Kansas City, Mo.—Examiner Griffin: 
17580—W. C. Norris vs. A. C. & Y. Ry. et al. 
17594—Union Iron Works, Inc., vs. A. G. S. R. R. et al. 
17683—Butler Manufacturing Company vs. A. G. S. R. R. et al. 
17719—Black Steel and Wire Company vs. Santa Fe et al. 


June 16—Chicago, Ill.—Examiner Hill: 
19412—Victor Manufacturing and Gasket Company et al. vs. Aber- 
deen & Rockfish R. R. et al. 


June 16—Argument at Washington, D. C.: 
18473—G. A. Hormel & Co. vs. C. M. & St. P. Ry. et al. 
18741—Swift & Co. vs. A. T. & S. F. Ry. et al. 
Fourth Section Applications Nos. 469, 1848, 12788, 12795, 12806, 12807 
and 12886. 
(In connection with I. & S. 2595, meats and packing house 
products.) 


June 16—New York, N. Y.—Examiner Disque: 
19494—-Federated Metals Corp. vs. Tenn. Cent. Ry. et al. 
19529—-Federated Metals Corporation vs. D. L. & W. R. R. et al. 


June 16—Los Angeles, Calif.—Examiners Money and Esch: 

17000, Rate Structure Investigation, Part 8, Cottonseed, It Products 
and Related Articles. 

1. & S. 2759—Cottonseed and related vegetable products from South- 
western Territory to Central, Eastern, and Southern Territories. 

1. & S. 2820—Vegetable Oils and Related Articles in Official Classi- 
fication Territory. 

1. & S. 2884—Vegetable Oils and Oil Foots from Texas to Fort 
Wayne, Ind., and Buffalo, N. Y. 

14594—American Linseed Co. vs. B. R. & P. Ry. et al. 

14683—-Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 





Traffic Service 
THOMAS E. GRADY & CO., INC. 


Industrial Traffic Managers 
and Counselors 


SAVANNAH, GA. 
WEST PALM BEACH, FLA. 


MIAMI, FLA. 
ATLANTA, GA. 





You can reach Traffic World| youR ANNOUNCEMENT 
readers each week 

Through the use of an advertise- 

ment in this space at the small 


expense of about one-fortieth of 
a cent per subscriber. 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-4390 &. MARKET STREET 
Phone, Main 3840 Telephene, State 8635 


TRAFFIC WORLD 






Universal 
Carloading and Distributing 
Company 





OLD CUSTOMERS 
AND NEW 


In transportation, as in every phase 
of industry, public confidence can- 
not be gained and held with a 
blare of trumpets and the promise 
of a dollar’s worth of service for 
fifty cents. 


It is the actual performance of a 
thoroughly dependable service year 
after year that creates and main- 
tains the confidence of the ship- 
ping public. 


It is the consistency of UNIVER- 
SAL FREIGHT SERVICE, to- 
gether with the economy derived 
from its reduced rates, that holds the 
faith of our customers and steadily 
increases their number. 


CONFIDENCE 
QUALITY ECONOMY 





For Rates or further information apply to our 
freight traffic department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEw YORK CITy, N. Y. 
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EXPEDITE YOUR TRAFFIC 


Eliminate Congested Classification Yards 
Avoid Rough Handling 


Encourage Your Customers’ Patronage 
By Seeing That They Are Given the 
BEST TRANSPORTATION SERVICE AVAILABLE 





GOOD TRANSPORTATION is a most important feature in merchandising. 


No railroad is better situated to render the highest type of transportation 
service than the Chicago South Shore and South Bend Railroad. 


The South Shore Line offers a new avenue of traffic from west to east and from 
east to west. 


Through its connection with the N. Y. C. & St. L. (L. E. & W. District), at 
Michigan City, Ind., the South Shore Line has built the foundation for an ever increas- 
ing volume of traffic, from satisfied shippers who appreciate the efficient manner in 
which their freight is handled. 


The Chicago South Shore and South Bend Railroad, electrically operated, con- 
nects through the various belt railroads to all western lines at Chicago as follows: 


E. J. & E. - - - - - Goff Junction, Gary, Ind. 
I. H. B. - - - - - East Chicago, Ind. 
B.&0.C.T. - - - - Hammond, Ind. 

Illinois Central - - - Kensington, Iil. 

Pullman R. R. - - - - Kensington, Ill. 

Belt R. R. of Chicago - : through Pullman R. R. 
CRIL&P. - - - - through Pullman R. R. 


Route your freight over the Chicago South Shore and South Bend Railroad and 
watch the difference. 


Chicago South Shore and South Bend Railroad 


CHICAGO OFFICE OFF-LINE AGENCIES 
A. Waldbauer, G. A. P a 
Room 605, 79 West Monroe Street a eee: alsa ice ea 
ti) ichigan Stree 4 

F. W. Shappert, Ass’t to the Vice-Pres. Telephone Lincoln 5764 Wan. eect tide, Tekin Benton “Ged 
Wm. Petersen, Traffic Manager A. W. Oberfell, General Freight Agent Ernest Irber, G. A., 316 Corn Exchange Bldg., 
C. L. Binger, Ass’t Gen. Frt. Agt. R. E. Frantz, Traffic Representative pe ae leppeegvcilase nai 
i b Purcell, G. A., 717 Commerce Bldg., 

W. R. Jones, Commercial Agt. Kansas City, Mo., Telephone Victor 0877 


(SEE MAP OF CONNECTIONS ON OPPOSITE PAGE) 
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Bringing Your 
Oriental Markets Nearer 








The Seattle short route affords you a quick, 
direct approach to your Oriental markets 
—brings them 2 days nearer to your door. 
It reduces “in transit” time and minimizes 
insurance and interest charges. It makes 
possible a faster approach to your markets 
and assures quicker and more expeditious 
deliveries. 





A comparison of routes will quickly con- 
vince you of the practical and economic 
advantages of routing your cargoes VIA 





Z SEATTLE. 
Over $1,000,000 
Worth of Write TRAFFIC DEPARTMENT 
Handling Equipment for full details 


on Public Docks 


of SEATTLE 


GATEWAY TO ORIENTAL MARKETS 
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VACATION TIME 
IS PLAY TIME 


In the Mountains of the Virginias 
And At the Seashore 


on line of the 


WHITE edini 
ULPHUR \ie 1. 


PRINGS Ofzpprings 


Resorts of Unusual Attractiveness 
Three Golf Courses at both places 


VIRGINIA BEACH, OCEAN VIEW 
BUCKROE BEACH 


Delightful Surf Bathing — Wonderful Fishing 


Through Pullman and Dining Car Service 
Between the East and West 


Write to any of the undersigned for new Summer Book and list of many at- 
tractive summer resorts located in the mountains and at the Virginia Seashore: 


0. N. SPAIN 
ae —— | emg ar —_ o 
299 Broadway, New Yor ity GEO. COOMBS 
JNO. D. POTTS Asst. General Passenger Agent 
Passenger Traffic Manager J. B. EDMUNDS Cincinnati, Ohio 
General Agent 
T. H. GURNEY Washington, D. C. =» m panes 
General Passenger Agent F. E. LANDMEIER District Passenger Agent 
Richmond, Va. Western Pessenger Agent Louisville, Ky. 
t. Louw 


THE CHESAPEAKE AND OHIO RAILWAY 
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FREE—Booklet explaining L M S unusual 


Warehousing Plan mailed free on request 
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Warehouse Storage 


at unusual saving 


Here’s real news! Storage rates in Britain from 
one-half to one-seventh of current American rates 


You can save money right 
now on shipments to Britain 
by using the new L M S stor- 
age service. The L M S owns 
and operates 350 storage 
warehouses at its terminals in 
practically every important 
industrial centre throughout 
Britain. Storage capacity ex- 
ceeds 100,000,000 feet! Direct 
rail connections between 
warehouses. 


The L M S is the only British 
Railroad serving with its own 
lines all major British ports. All 
merchandise is delivered right 
through to store door with its own 
teams and trucks. 1,300 motor 
trucks and 10,000 teams con- 
tinuously employed. 


Recently a prominent Ameri- 
can Exporter sold merchandise 
to a British customer for future 
delivery. He shipped directly 
to the LMS warehouse in 
buyer’s home town in England 
where it was held at a mere frac- 
tion of cost which same storage 
would be anywhere in the 
United States. Delivery of the 
merchandise was given to buyer 
by special LMS motor truck 
service on exact delivery date. 


In addition to the example quoted, 
authentic bulletins will be published 
from time to time demonstrating 
how L M S Service assists Amer- 
ican business. Watch for the next 
example—it will pay youl 


LONDON MIDLAND & SCOTTISH 


RAILWAY of 


GREAT 


BRITAIN 


THOMAS A. MOFFET 
Freight Trafic Manager in America 
OnE Broapway, New Yor«K City 


THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 
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Offers a 
Highly Developed 
Freight Service 
between 


The New England States and the South and 
West—Eastern Canada and all points South. 
Close affiliation with the lines listed below 


makes this an ideal route for the rapid move- - ~~ 
Super-power Locomotives, Equipped with Auxiliaries 


ment of shipments. Adding 25% to Hauling Power. 
Canadian Pacific Railway............ Pennsylvania........... 
Canadian National Railways ......... via Rouses Point, N. Y. Lehigh Valley.......... via Wilkes-Barre, Pa. 
argh 2 og & Southern ....... a Central R. R. of N. J... .. 
ston ni han elainicabae ode via Mechanicville, N.Y. ° Erie ................. +. Ds: 
Boston & Albany .................. via Albany, N. Y. Lackawanna............ vie Binghaten, %. T. 
Lehigh Valley .......... via Owego, N. Y. 


And Their Connections 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All D. & H. Traffic Agencies are furnished information daily relative to junction passings. The Agency 
nearest you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone Main 3380 ONEONTA, N. Y.—Telephone 1500 
J. E. Colket, Milk Agent, A. W. Ackley, Division Freight Agent, 


D & H Building 191 Main Street 
C. F. Beck, General Eastern Freight Agent, PHILADELPHIA, PA.—Telephone Rittenhouse 1271 
D & H Building W. H. Chase, General Southern Freight Agent, 
ATLANTA, GA.—Telephone Walnut 5464 1109-10 Finance Building, 
wae ge a Agent, 1420-26 South Penn Square 
ealey Building neal 
BOSTON, MASS.—Telephone Liberty 4106-4107 Pere FO -- ee Sone oe 


H. W. Haas, General Agent, Freight Department, 


F.._ H. Wheeler, New England Freight Agent, 513-514 Bessemer Building 


429-430 Chamber of Commerce Building 


BUFFALO, N. Y.—Telephone Seneca 853 H. A. Dietz, General = Coal Agent, 
Jas. Vandenberge, General Agent, Freight Department, 513-514 Bessemer Building 
722 Ellicott Square Building PLATTSBURG, N. Y.—Telephone 698 
— Py so Wabash 8994 E. pg ay — Agent, 
. A ark, meral A i ™ 
1101-02 Webster a > oe SCRANTON, PA.—Telephone Bell 4751 
327 South LaSalle St. J. J. Coyle, Division Freight Agent, 
MONTREAL, QUE.—Telephone Uptown 7424 D & H Passenger Station 
James Fitzsimons, General Canadian Freight Agent, ST. LOUIS, MO.—Telephone Garfield 1651 
106 Drummond Bldg., 511 St. Catherine St., West J. B. Stewart, General Agent, Freight Department, 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 1021-1022 Pierce Building 
C. G. Howland, General Agent, Freight Dept., TROY, N. Y.—Telephone 765 
1446-48 Woolworth Building, F. J. Forster, Division Freight Agent, 
233 Broadway Union Station 


W. G. Story, General Freight Agent, Albany, N. Y. 

F. N. Hiller, Asst. Gen. Freight Agent, Albany, N. Y. 

Max V. Beckstedt, Asst. Gen. Freight Agent, Albany, N. Y. 

Jas. A. Flanders, Jr., Asst. Gen. Freight Agent, Albany, N. Y. 

F. W. Nyland, Coal Freight Agent, Albany, N. Y. 

C. E. Rolfe, Assistant General Traffic Manager, Albany, N. Y. 

L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 

cont ee Vigebredilt a Geet Me 

ener: raffic nager ce-President an ner: nager 

ROUTE OF ALBANY, N. Y. 


THE MONTREAL LIMITED—Popular Short Way between New York and Montreal 
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BOSTON 
BOSTON TIDEWATER TERMINAL, Ine. 
J. M. Hoffman, V. P. & Gen’l Mgr. 
666 Summer St., Boston 
Adequate, modern dockage facilities, direct 
raH connection all railroads —direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship —no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 


BUFFALO 


KEYSTONE WAREHOUSE CO. 

Seneca and Hamburg Streets 

alo, N. Y. 

W. J. Bishop, General Supt. 

Strictly modern warehouses lo- 
cated at the “Hub” of the whole- 
sale and retail districts. Served by 
all railroads entering Buffalo, in- 
cluding the Great Lakes steamers 
and N. Y. Barge Canal lines. Also 
by all suburban auto trucking com- 
panies. General warehousing with 
pool car distribution and cartage 
facilities. 


PHILADELPHIA 


PHILADELPHIA TIDEWATER 
TERMINAL 





G. M. Richardson, Gen. Mgr. and 
reasurer 
10 Chestnut St., Philadelphia 


Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 









































































The above means great money saving to you. 
your freight to be delivered to these splendid terminals, and warehouses. 





The Chain of Tidewater Terminals 
and 
Allied Inland Warehouses 





NEW YORK 
ATLANTIC TIDEWATER TERMINAL 
G. W. Green, V. P. & Gen’l Mgr. 
17 State St., New York 

Two modern fireproof double-decked piers, 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 

No long trucking—No piling—Maxi- 

mum dispatch. Fireproof storage di- 
rect from ship—No trucking or 
transfer charge. Reasonable stor- 
age and handling charges. 


PHILADELPHIA 


MERCHANTS WAREHOUSE CO., 
10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, General Supt. 
Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
in Philadelphia. Equipped to fur- 
nish any kind of service incident to 
handling of package freight on L. 
Cc. L. shipments. Low insurance. 
Liberal advances on stored goods. 








NORFOLK 


NORFOLK TIDEWATER 
TERMINAL 

J. A. Moore, Manager, 
Norfolk, Va. 


Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economical 
handling, all classes of cargo— Forty 
acres open storage space for lumber, metals 
and ores. 


NEW YORK 











Read carefully —then direct 


All structures are concrete and steel, completely sprinkler protected, affording greatest safety 
and security with lowest possible insurance rates. Our Single Unit Policy of administration under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 

Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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LAKE LOUISE 


iWIMMING POOL 


as 5 “3 ba 
1927 Season % ike Stasis 
aes 


IMPROVED 
SERVICE 


Through Train --Chicago 


ST. PAUL, MINNEAPOLIS to. VANCOUVER 
Via SOO LINE and CANADIAN PACIFIC RY. 


Effective June 5th, 1927 
June 9th from Vancouver 


EMPRESS HOTEL 


VANCOUVER 


VICTORIA GLACIER 


EAR LAKE LOUISE 


‘To avoid delay, shipments for Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent at 
initial point with the shipment and ac- 
company same to Canadian port of 


EDMONTON g 





SAULT SAINTE MARIE 


MENOMINEE 


MANITOWOC 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 


AGENCIES 


Boston, Mass., 40 Central St. 
= N. Y., 409-410 Iroquois 


Cleveland, O., 915 Union Trust % 
Detroit, Mich., 311 Transportation 
Duluth, Minn., 820 West uperior St. 
Grand Rapids, Mich., 414 Lindquist Bldg. 
Indianapolis, Ind., 480 Merch. Bank Bldg. 


Kansas City, Mo., 788 Railway Ex. Bldg. 

Los Angeles, Cal., 530 Van Nuys Bldg. 

Memphis, Tenn., Porter Bldg. 

Milwaukee, Wis., 68 East Wisconsin Ave. 

Minneapolis, Minn., Soo Line Bldg., 5th St. and 
Marquette Ave. 5 


Neenah, Wis. 
New York, N. Y., Woolworth Bldg. 
Neb., 725-26 W. O. W. B 
Passaic, N. J., 250 Bloomfield Ave. 
Philadelphia, Pa., Cross Bldg., Locust St. at 15th 
Pittsburgh, Pa., 2041 Oliver Bldg. 


Portland, Ore., 8rd and Pine Sts. 
St. Louis, Mo., 2050, Railway Exch. Bldg. 
St. Paul, Minn., 1112 Merchants 

Nat'l Bank Bldg. 
San Francisco, Cal, 675 Market St. 
Sault Ste. Marie, Mich. 
Seattle, Wash., 5564 Stuart Bldg. 
Spokane, Wash., 1006 Old Nat’l Bank 
Superior, Wis. 
Tacoma, Wash., 1113 Pacific Ave. 
Waukesha, Wis. 
Winnipeg, Man., 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT - - - CARE SOO LINE 








Merchants Bank Bldg. 
Railway Exchange Bldg. 


INDIANAPOLIS 
@ KANSAS CITY 


@ 


Majestic Bldg. 
Manzana de Gomez 


@ DETROIT 
@® HAVANA 


Hippodrome Bldg. 


® DENVER 
Boston Bldg. 


@ CLEVELAND 


Southern Pacific Bldg. 


@ CHICAGO—PASSENGER 
DEPT., 33 West Jackson 


@ CHICAGO—FREIGHT DEPT. 


Ellicott Square Bldg. 


@® CINCINNATI 
Dixie Terminal 


® BUFFALO 


Woodward Bidg. 
Old South Bldg. 


® BIRMINGHAM 
@ BOSTON 


Union Trust Bldg. 
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COUNTRY CLUB, EL PASO, TEXAS 


city in the picturesque Rio Grande Valley, almost on the border line 


NE of the finest golf courses and clubrooms in the Southwest comprises 
O the Country Club of El Paso located ten miles north of that important 


between Texas and New Mexico. 


The course is entirely of grass, which is kept 
green throughout the season by a comprehen- 
sive irrigation system. The El Paso course does 
not lack for hazards there being the irrigation 
ditches in addition to the bunkers of an ordi- 


nary course. The greens are made of cotton- 
seed hulls and enhance the beauty of the scene 
with their greyish appearance. 

The photograph was taken in January, golf 
being an all-year game at El Paso. 


For information 
Write, telegraph or ‘phone 
® ‘“‘General Agent, Southern Pacific Lines’’ ® 


The Postman Knows Him 


SOUTHERN Paciric LINES 
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SOUTHERN PACIFIC LINES 
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